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RAILROAD VALUATION 

The announcement this week by Senator LaFollette, 
as the leader of those members of Congress who call 
themselves “progressives,” that a national conference 
on railroad valuation will be held, is another step in the 
studied attempt of the LaFollettes, the Brookharts, and 
the others of that ilk in our national law-making body, 
to badger the railroads. These men have taken the posi- 
tion that the level of rates allowed the carriers is too 
high. First, they attempted to show that the high freight 
rates were stifling business. Failing in that—because of 
the intelligent efforts to meet their arguments and the 
prevailing good sense of the nation, which always ulti- 
mately makes itself felt—they next proceeded to spread 
the belief that the present law guarantees the railroads 
acertain net revenue. Almost they succeeded, but the 
same elements checked them again. The country has 
been pretty widely convinced, not only that there is no 
guaranty to the railroads, but that even the percentage 
of return which the law says the Commission ought to 
try to give them, by groups, has not been achieved. The 
railroad baiters now, perforce, have fallen back on their 
last line of defense, which is that the valuation on which 
the legitimate rate of return is figured, is too high. They 
failed in their former efforts because a recess of Congress 
intervened before they could get their kind of legislation 
enacted. If Congress had remained in continuous session 
they might have had their way. ‘The danger now is that 
they may bring other members of Congress and the un- 
thinking or slow- -thinking public to their belief by the 
time Congress convenes again. Those who wish to see 
‘orrect policies prevail must be vigilant to meet this 
Propaganda. 

Of course, there can be no-objection to any group 
of men who have convictions with regard to the prin- 
ciples involved in valuation of the railroads or with re- 


work of valuation are subject to criticism and correction. 
But the names of the men who sign this call, the misstate- 
ments it contains, and the complacent language in which 
it is set forth that there is a difference of ten billion dol- 
lars at issue between two respectable schools of thought 
in the valuation of the railroads, stamp it as being the 
product, not of persons who are genuinely concerned that 
valuation shall be accomplished along legitimate lines, 


but of demagogues who know not what they say, or, 
knowing, do not care. 


The announcement, as the reason for the conference, 
that “it has been ascertained that, in the proceedings 
before the Commission, the public interest has not been 
and is not now being effectively represented with ref- 
erence either to the methods of ascertaining value or the 
general theories upon the basis of which final values will 
be established,” is an indictment of the Commission, the 
Commission’s Bureau of Valuation, and of the National 
Association of Railway and Utilities Commissioners. 
That is the fact, regardless of Mr. LaFollette’s assertion 
that the movement is not to be interpreted as an attack 
on the Commission. 


Since 1915 the state commissioners have maintained 
in Washington a general solicitor, principally for the pur- 
pose of representing “the public interest” in valuation 
proceedings, Clyde B. Aitchison, now a member of the 
Commission, was the first solicitor. He was succeeded 
by Charles E. Elmquist. The present solicitor is John 
E. Benton, who has taken an active part in the valuation 
proceedings. 

The Commission’s Bureau of Valuation also repre- 
sents “the public interest.” Its representatives appear 
in argument before the Commission in valuation cases 
and oppose the claims and valuation theories of the rep- 
resentatives of the railroads. Both the state commis- 
sions and the Bureau of Valuation have protested against 
positions taken by carriers. In no sense can it be truth- 
fully charged that the valuation cases have been going 
by default ifi sofar'as the public interest is concerned. 


Mr. LaFollette may say, of course, that the state 
commissions and the Bureau of Valuation have not been 
“effective” injrepresenting the “public interest.” It is 
the fact, however, that the arguments put forward by the 
state commissions.and by the Bureau of Valuation have 
blocked many of the contentions of the railroads. In the 
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are the logical ports to serve the Mississippi 
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Kansas City Southern case the carrier obtained a man- 








date from the Supreme Court of the United States direct- 
ing the Commission to ascertain and report the so-called 
excess cost of carrier lands—what it would cost to 
acquire the lands today. The Commission, its Bureau 
of Valuation, and the state commissions then went before 
Congress and obtained a repeal of the provisions of the 
yaluation act on which the court based its decision. The 
state commissions in those proceedings vigorously and 
“effectively” contended that, unless the law were 
changed, many millions would be added to the value of 
the railroads for rate-making purposes. 

We do not know what the position of the National 


Association of Railway and Utilities Commissioners will | 


be with reference to the LaFollette valuation conference. 
An opportunity is presented to the association to inform 
the general public of what has been done and what is 
being done by it in representing the “public interest.” 


The declaration in the LaFollette announcement that 
only the railroad side of valuation has been adequately 
presented to the Commission may also be met by the 
fact that practically every tentative valuation report made 
by the Bureau of Valuation has been protested by the 
railroads. 


It is well for those interested to stop and consider 
that if the LaFollettes have their way the present tenta- 
tive valuation of the railroads, as fixed by the Commission, 
will be reduced more than one-half, and that the net 
return they have been earning—if the same process of 
fixing it is used—will be reduced in the same measure. 


UNFAIR COMPETITION 

Little by little the attitude of the railroads, as ex- 
pressed by their representatives, toward the government 
aid that makes motor truck and inland waterway com- 
petition irksome, is becoming what we think it ought to 
be. Until recently, when a railroad executive discussed 
this subject—more particularly the government “experi- 
ment” of barge lines on inland waterways—his attitude, 
as he expressed it, was one of sympathy and evident 
desire not to appear to be opposing what was being done. 
We have always believed this attitude was assumed for 
reasons of policy and was not real. Nor did we agree 
that the attitude was wise, even for reasons of policy, 
for we believed there were things that could and should 
be said by the railroads that would inform the public 
as to some phases of this problem that it little under- 
stood. We could not see how the railroads could fail 
to feel that, to some extent, they were being made the 
Victims of unfair competition in that the boats and the 
trucks had no cost for roadway, which was furnished 
at the expense of the tax-paying public, and yet were 
permitted to use those roadways for private gain with 
no payment for the privilege; and that, in the case of 
the Mississippi-Warrior Barge Line, the government 
itself had entered the lists as a direct competitor. They 
Saw all this, no doubt, but they thought it unwise to 
talk about it. They seem now to be changing their 
tactics. 

We call especial attention to the remarks of Presi- 
dent Markham, of the Illinois Central, at the meeting of 
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the U. S. Chamber of Commerce in New York this week. 
He did not talk about direct government competition 
but he did say some things about the unfair advantages 
enjoyed by his boat and truck competitors. Public 
thought on this subject, he said, was sometimes confused, 
It may well have been confused and one reason why it 
has been so is that the railroads have refrained so long 
from stating, freely and frankly, their side of the case. 

Trucks and boat lines should pay for their use, as 
common carriers, of the public roads and the waterways, 
maintained by taxation, of which taxation the railroads 
pay their part. The rates and services of these common 
carriers should be regulated as the rates and services of 
the railroads are regulated. Discrimination should be 
forbidden, as it is in the case of the railroads. On no 
other basis can we deal fairly with all our agencies of 
tepenportetes or solve the much discussed problem of 

“correlation of rail, water, and motor truck transporta- 
tion facilities.” 

Along this same line we call attention to the follow- 
ing language in a circular of the Railway Association of 
Canada in which the subject of “the railways and good 
roads” is discussed in many of its phases: 


The shipper or passenger by autotruck pays once as a ship- 
per, then once again as general taxpayer! 

Motor truck carriers at present selling stock, boast that 
they can charge railway rates and yet have “no right-of-way to 
maintain! No hills to cut through! No rivers to bridge! No 
ties or rails to renew! ‘These things,’ it cheerfully points out, 
‘are provided free by the public.’ ” 

Is this really the intention of the public? 

Is this gift of free right-of-way to be used merely to make 
higher dividends for truckers? Or cheaper rates on the car- 
riage of goods? 

Is a rate cheap to which taxes have still to be added? 

Or is it fairer to know the whole cost by adding tax and 
rate together? 

How the rates of the new common carrier are to be made 
equitable is a problem for accountants. High license fees may 
seem sufficient, or a tax on their consumption of gasoline, or a 
more difficult method, such as charging for road wear on a 
ton-mile or passenger-mile basis, may be desirable. The point 
is that the shipper or passenger should realize that at present 
he pays twice! And that a rate which seems cheap only be- 
cause it is lower than the railway rate may be really much 
higher than the railway rate by the time the shipper or pas- 
senger has paid his share of the road repair bill for the trucker. 

It is an old rule that roads should be maintained at the 
general expense of the public. It was a sound rule where the 
use of roads was only a sort of incidental (however essential) 
in the sum total of every man’s transactions. But when a spe- 
cial class appears which makes the use of expensive modern 
highways the exclusive foundation of their business, capitalizes 
it and makes money directly by adding to the tax payers’ bur- 
—_ the rule needs alteration. The old theory no longer holds 
good. 


The railways are earnestly in accord with the expenditure 
on improved highways, provided, generally speaking: 


1. That the money available be used to open up areas that 
lack transport facilities rather than to duplicate and elaborate 
present facilities. 

2. That they are constructed so as to take care of heavy 
traffic as well as light, up to the limit of speed and weight pre- 
scribed by law. 

3. That the new common-carrier—the motor truck or au- 
tobus line—be placed on a parity with other common carriers 
in having: 

(1) to. be chartered or licensed by some public regulating 
tribunal, such as a public utilities commission vested with the 
needed power to exclude unnecessary and wasteful duplication 
of existing steam or electric services; 

(2) to file tariffs and submit to rate regulation similar to 
that of the railways; 

(3) to provide for the safety of the goods or persons en- 
trusted to them; 

(4) to give assurance of their financial responsibility, i. e., 
their ability to pay indemnities in case of accidents or losses, 
and their possession of assets fixed within the jurisdiction; 

(5) and to pay for their road-bed (the use of the highways) 
on a ton-mile, passenger-mile, or gasoline consumption basis. 
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VALUATION CONFERENCE 


The Trafic World Washington Bureau 


A national conference on valuation of American railroads 
“to conserve the public interest” has been called by “the com- 
mittee on transportation of the progressive group in Congress,” 
to be held in Chicago on May 25 and 26. The committee 
which called the conference consists of Senators La Follette 
(chairman), Ashurst, Brookhart, and Sheppard; and Represen- 
tatives Cooper, Huddleston, and Logan, in co-operation with Gov- 
ernors Hunt (Ariz.), Sweet (Colo.), Kendall (Iowa), Davis (Kan- 
sas), Dixon (Mont.), Walton (Okla.), and Blaine (Wis.). 

In connection with this announcement Senator La Follete 
said: 


The National Conference on Railroad Valuation represents the 
first concerted movement to insure proper representation of the public 
interest in the valuation proceedings before the Interstate Commerce 
Commission and the courts. 

When the Committee on Transportation, created by the con- 
ference of progressives held on December 1, 1922, undertook its study 
of the railroad situation, they were impressed by the fact that the 
key to almost all the perplexing problems of transportation was to 
be found in the valuation of the roads. They also discovered that 
the public interest was not being properly or adequately represented 
in the proceedings before the Interstate Commerce Commission. 

They accordingly communicated with a number of governors, who 
expressed great interest in this situation on behalf of the people 
of their states and agreed to co-operate in bringing about a national 
conference to discuss and consider the matter. In this connection, 
it may be pointed out that the Valuation Act confers upon the 
governors special rights and duties with reference to the valuation 
of the roads which traverse their states. The governors who have 
signed this call do not, of course, include all the .governors who 
are keenly interested in the question and who are expected to attend 
the conference. : 

This movement for the equitable valuation of the railroads of the 
United States is not to he interpreted as an attack upon the Inter- 
state Commerce Commission. Up to the present time, the Commis- 
sion has been in the position of having only one side—the railroads— 
adequately represented before it. We propose that in future the public 
interest shall be effectively and vigorously maintained, so that the 
Commission will not be obliged to bear the entire burden of pro- 
tecting the people’s rights. 


The invitation being sent out by the committee follows: 


You are invited to attend the first National Conference on Valua- 
tion of American Railroads, to be held in Chicago, Friday and Satur- 
day, May 25 and 26, 1923. The first session of the conference will be 
called to order at 10:30 A. M., May 25. Hon. William E. Dever, mayor 
of the city of Chicago, will welcome the conference. You will be 
notified in due course of the place of meeting. 

This conference is called for the following purposes: : 

1. To promote and to protect the public interest involved in the 
valuation of railroad properties now being made by the Interstate 
Commerce Commission, and particularly for the purpose of preventing 
excessive valuations of railroad pevereetses. which will result inevitably 
in the imposition of unreasonable charges for railroad transportation. 

2. To take the necessary steps through action before the Inter- 
state Commerce Commission, in the courts and elsewhere to require 
the Interstate Commerce Commission to comply fully with the pro- 
visions of the Interstate Commerce Act authorizing and directing 
the valuation of railroad properties and particularly to require the 
Commission to perform the duties specifically imposed upon it, but 
which the Commission has as yet failed to perform. 

8. To organize, maintain and support such proceedings as may 
be deemed advisable to accomplish the foregoing purposes. 

This national conference is called at this time because it has been 
ascertained that in the proceedings before the Interstate Commerce 
Commission, the public interest has not been and is not now being 
effectively represented with reference either to the methods of ascer- 
taining value or the general theories upon the basis of which final 
values will be established. The Commission is now rapidly completing 
its work, and in the near future will announce decisions that will 
be of a final character and establish precedents which it will be 
difficult to modify or set aside. 

The immense public interest involved in these valuation pro- 
ceedings will be evident when it is realized that the difference between 
the valuation contended for by the railroads and the basis of valuation 
which is being advocated by responsible public authorities amounts 
to about ten billion dollars. on that basis will be fixed the railroad 
rates which may thus for all time impose an unwarranted burden 
of hundreds of millions of dollars annually upon American industry 
and agriculture and the great consuming public. 

The total stake involved is, however, much greater, because the 
theories and methods of valuation which are finally adopted with 
reference to the railroads will unquestionably be applied to all public 
utilities in the United States.. The question is, therefore, of para- 
mount importance to every American municipality. 

Our only purpose is that the final valuation as determined by 
the:Commission shall be just and equitable alike to railroad investors, 
anippers, railroad employes and the. consuming public. To this great 
end we ask your counsel and co-operation. 

If for any reason it is impossible for you personally to attend 
this conference, we ask that you will send a representative in 
sympathy with the purposes set forth above. 

Admission to the conference will be by card. 
someone to serve in your place, will you please hand the enclosed 
card to your alternate and write on the back of it your authorization 
for ay to waerenens 7 roe ‘ 

you please be good enough, also, to inform us, at yo 
convenience, whether you will personally attend the donbettane on 
7. pote a = “ é e nou ag wratever, representative you may 
ee address replies to Rober qd Foll 
Senate Office bullding, Washington, D. C. ee oe 


In informing members of the LaFollette call for a valuation 
conference, John E. Benton, general solicitor of the National 
Association of Railway and Utilities Commissioners, said: 


If you designate 


I refer to this matter as one of general interest becau i { 
unlikely to receive considerable attention in the press ee oo 
future. I assume that those who are promoting the conference intend 
to make a vigorous attack upon the way and manner in which the 
Interstate Commerce Commission valuation work has been carried on, 
From recent cerrvospenesree understood to have passed between Sen- 
ator LaFollette and the Interstate Commerce Commission, the con- 
clusion may be drawn that Senator LaFollette and those who are 
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acting with him take the position that the requirements of the valua- 
tion act, as to ascertaining and reporting original cost as one of the 
element of value, have not been complied with by the Commission, ]; 
is commonly known that Dr. E. W. Bemis—one of those whom Senator 
LaFollette called to his aid when he was drawing the valuation act— 
has always maintained that original cost must be reported in every 
case, being estimated, if not ascertainable from records. The Inter- 
state Commerce Commission, on the other hand, has proceeded upon 
the theory that if the original cost was unascertainable from the car. 
riers’ accounting records there was no obligation under the law to 
report that element. From the language of this call, it would seem 
that the correctness of the Commission’s procedure in this, and per. 
poniad in other respects, may be challenged, and even contesteq ip 
court, 

Nobody can tell what will come from the conference. I venture 
the opinion that what it does will cut more figure in Congress than in 
the courts. If it should be established as a requirement of the law 
that the Commission must report original cost in each case before 
finding the value of the property, it may well be doubted whether 
Congress would ever supply the money to complete the valuation work, 
In the majority of cases it has not been possible for the Commission to 
find original cost from the records of carriers, and if the same were 
now to be stated in those cases it would involve the attachment to the 
various properties of unit prices adjudged by engineers to have been 
current upon the date of construction. This would require a study of 
the construction history of the several component parts of each rail- 
road property, and detailed repricing by engineers, and would unavoid- 
ably prolong the work for several years. 


0.-W. VALUATION REPORT 


In a tentative valuation report on the properties of the 
Oregon-Washington Railroad & Navigation Company, as of June 
30, 1916, the Commission has found the following final values: 
Wholly owned and used, $121,448,600;. owned but not used, 
$8,362,313; used but not owned, $5,908,914; total owned, $129- 
810,913; total used, $127,357,514. 

Cost of reproduction new was stated as follows: 
owned, $120,198,720; total used, $117,619,444. 

Cost of reproduction less depreciation was stated as fol- 
lows: Total owned, $106,605,123; total used, $104,124,158. 

“The Oregon-Washington had outstanding on date of valua- 
tion a total par value of $152,840,671.03 in stock and long-term 
debts, of which $50,000,000 represented common stock, $94,789,- 
035 funded debt, and $8,051,636.03 non-negotiable debt due to 
affiliated companies,” the report said. 

The company, according to the report, wholly owns and 
uses 2,220 miles of tracks, owns but does not use 231 miles of 
tracks, and uses but does not own 105 miles of tracks. 

The investment in road and equipment, including land, on 
date of valuation, was stated on the company’s books as $156,- 
642,559.40. , 

The Commission found a final value of $5,650,000 on the 
property of the Des Chutes Railroad, which is leased to the 
Oregon-Washington. This figure is included in the totals above. 


Total 


IOWA PROTESTS VALUATION 
The Iowa Railroad Commission has filed a protest with the 
Commission against the tentative valuation of the properties of 
the Great Northern. It set up various items, alleging that the 
report of the Commission contained excessive allowances there- 


for. It also protested against the Commission’s finding of value 
of the properties as a whole. 





RAILROAD WAGE INCREASES 


An agreement for a seasonal increase of two cents an hour 
in addition to other increases has been reached between the 
Great Northern and its maintenance of way men. Regular in- 
creases ranging from $5.84 a month for foremen and assistants 
of three cents an hour for watchmen, pumping engineers, draw- 
bridge tenders, etc., were granted while track and common 
labor received a regular increase of three cents an hour for 
men in the roads’ employ for more than one year and two 
cents an hour for others. The two-cent seasonal increase for 
track laborers is in addition to the regular increase and may 
be withdrawn at the option of the company. It brings the 
trackmen’s wage to 41 cents an hour. The small amount of 
maintenance work in cold weather in the northern climate is 
given as the cause of the temporary increase, which is al 
innovation in railroad wage rates. 

Increased wage schedules approximating three cents an hour 
for maintenance of way men have been filed by the Boston & 
Maine with the Labor Board. Shop and warehouse laborers 
and some roundhouse workers received the same increases. 

An agreement changing the pay basis from hourly to daily 
rates has been entered into between the Illinois Central and its 
sixteen hundred telegraphers. The total annual increase will 
amount to approximately $100,000. 

A dispute involving a wage increase between the Rio Grande 
Western and the Rio Grande Southern and the employes of the 
maintenance of way department was filed with the Labor Board 
May 10. The employes are ‘asking advances ranging from 15 
cents an hour for construction and other foremen to 8% cents 
for helpers. Laborers generally are asking for a raise of 13 cents. 


Give Our Railroads a Chance 
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Current Topics 
in Washington 


LaFollette’s New Key.—No comment has been made by the 
Commission or any commissioner as an individual on Senator 
LaFollette’s discovery that the “key to almost all the perplex- 
jing problems of transportation is to be found in the valuation 
of the roads,” nor his other discovery of the necessity for insur- 
ing “proper representation of the public interest in the valua- 
tion proceedings before the Commission and the courts.” No 
“rough neck” politician is likely to find fault with him for his 
discovery that, “up to the present time, the Commission has 
been in the position of having only one side—the railroads— 
adequately represented before it.” The aforementioned class 
of politician it is suspected, will take it for granted that that 
is something to be noticed by the state railroad commissions 
and governors who have been spending money in fighting the 
railroads claims to having property of greater value than the 
state authorities have been willing to admit. States that elected 
LaFollette and other members of his bloc have participated in 
the valuation work. The politicians making no pretentions to 
such holiness as the progressive bloc seems to think envelopes 
it, are not likely to make any answer to the further promise 
of LaFollette and his cabal that “in future the public interest 
shall be effectively and vigorously maintained, so that the Com- 
mission will not be obliged to bear the entire burden of pro- 
tecting the people’s rights.” Their reaction to that might be to 
propose that the governors and state commissions that have 
been fighting the railroad views as to the value of railroad pro- 
perty, explain what they did with the money they have spent in 
the fight. In other words, it is believed they would suggest, if 
they were in Washington now, that it is no concern of theirs 
if those who believe valuation is of real worth fall out and en- 
gage in public fights. Another thought respecting politicians of 
that kind is that they may appraise the LaFollette discovery as 
an acknowledgment that the agitation for legislation respect- 
ing the railroads will not be good politics for LaFollette next 
winter because of the diminution of public interest, due to im- 
proved conditions. In other words, there is a suspicion among 
those who think of LaFollette only in reverse English that the 
new move is only another bit of demagogic politics. This 
thought is largely due to the appearance, just before the call 
for the conference, of newspapers that appeared to have been 
inspired by the so-called progressive bloc, that its members 
were about to come out with a claim that, while they were not 
watching, the public interest, the railroads claimed a valuation 
$10,000,000,000 greater than the bloc contended the value of the 
property of the railroads to be. The bloc did not hear the sworn 
testimony given to the Commission, but the evidence of the 
newspaper articles was that its members were preparing to 
claim that that “over-valuation” would impose a burden of $575,- 
000,000 on the people each year because 5.75 per cent, the Com- 
mission has said, would be a reasonblae return on railroad pro- 
perty. Ten billions is a mouth-filling phrase. With it LaFollette 
could raise goose flesh all over the anatomies of those who be- 
lieve rates are based on capitalization, which is one of the great 
American misconceptions. No one familiar with the LaFollette 
kind of politics would “expect him to allow it to become known 
through anything he said, that no one knowing about the val- 
tation work of the Commission believed the implication of the 
call for the Chicago conference that the men who have spent or 
caused to be spent in that work, nearly $100,000,000, have been 
‘hitwits” or something worse in the nine years they have been 
engaged in the task of ‘finding out the value of railroad property. 





-- Commission -Goes Landscape Gardening.—The Commission 
has Made a start’on Iandscape gardening. It has decided that 
the: thousands of old steam boilers now offending the eyes of 
the esthetic shall be gathered up and converted into new ones, 
or something of value somewhere. It may not have had in 
mind these things, but the determination to clean up the 
country must have been in the back of the minds of the com- 
missioners when, in Arizona Copper Co., Ltd., vs. Arizona & 
New Mexico et al., 78 I. C. C. 358, they made a rate on second- 
hand boilers something higher than the rate on scrap iron and 
steel, but not so high as the rate on new boilers. The land- 
rin has been dotted with old boilers, lying out in the weather 
or no readily ascertainable reason other than that the rate on 

‘ers and pipe, second-hand, has been just as high as on new 
_ of that kind, in many parts of the country, if not, all. 

e railroads have had an unholy fear that if they permitted 
bs ain iron rates to be applied to boilers and pipe that had 
eat een broken up, unscrupulous shippers would falsely bill 
rt articles as new or usable as boilers and defeat the rates 
had applicable thereto. Therefore, they have limited the 
Di ap rates to broken pieces of iron and steel. Breaking up a 
®ce of steel pipe or a boiler at the point where it has become 
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useless for any purpose other than remelting entails more 
cost than the scrap will bring. ‘Therefore, old boilers, like old 
battle ships, have had no value in the scrap market, except 
under unusual conditions. The Commission has supported the 
railroads. Now, it is suspected, if the rate established in the 
case mentioned, is extended to all parts of the country, old 
tubular goods will acquire a scrap value and the cleaning up 
process will begin as soon as the scrap metal market gets high 
again. The whole south is dotted with the ruins of old saw 
mills, sugar mills, cotton gins, and things of that kind, the 
metal in which has been left on the ground because the rates 
on it have been so high that there has been no demand for it. 
Cast iron, being easily broken, is not to be found in such ruins. 





Lessons for Farmers.—Farmers, who, as members of state 
legislatures, have been piling expenses on their own backs by 
voting for “full crew” laws and things like that, are having a 
few lessons shot at them in “joke bills” introduced in the 
various legislatures regulating the hours, wages, and working 
conditions for farm laborers. A bill of that kind, has recently 
been introduced in the Iowa legislature. It would extend the 
benefits of regulation to those not now enjoying them by enact- 
ing what is termed the “farmers code.” It provides that only 
one price for a given commodity shall be lawful; a farmer 
desiring to change a price shall file a schedule thereof with 
the commission created by the bill, which shall go into effect 
thirty days thereafter, unless suspended by the commission 
“at the instance of any consumer.” No prices shall be in- 
creased, except upon proof, the burden of which shall be upon 
the farmer, that existing prices are confiscatory of his goods 
and gear. That, of course, -is a shot at the suspension power 
of the Commission. The Adamson eight hour day and the 16- 
hour law come in for paraphrasing in the section declaring that 
no hired man shall work more than eight hours, not including 
the Sabbath, and shall not recommence work unless he has com- 
pleted a period of not less than 16 hours of absolute rest and 
quiet. “He shall not work on the Lord’s day, nor on legal 
holidays, nor on Clifford Thorne’s birthday,” says one section. 
Another says that every farmer shall hire one more hired man 
than his work requires and shall pay him each evening at 5:30 
o’clock. Taking a whack at the securities section of the inter- 
state commerce law, the bill says that “no farmer shall make 
any mortgage nor incur any indebtedness extending over a 
period of more than one month, without the written approval of 
the commission, obtained upon petition and hearing and upon 


paying the state treasurer 10 cents for each $100 of indebted- 
ness.” 





Harding and Teagle.—President Harding probably will be 
berated, in the minds of many, if not openly, for having con- 
sulted Walter C. Teagle, president of the Standard (New 
Jersey) about the appointment of a chairman of the Shipping: 
Board. Anything or any one connected with a successful enter- 
prise, if and when consulted by a public official, runs the risk 
of that kind of treatment. Yet, it is suggested, such a con- 
sultation of Teagle by Harding was natural. They are Ohioans, 
Teagle being the son of a pioneer oil man of Cleveland, who 
fought the Standard hard in a business way, and demonstrated 
his right to be in a most highly competitive industry, because 
he had brains and diligence. Young Teagle was a good oil man 
and, as a man of business sense, became a Standard Oil man 
when the opportunity offered. The average American who is 
inclined to think of successful Americans as oppressors of the 
poor and possessors of horns, seldom seems to be able to recall 
or have any one tell him that the man he regards with such 
suspicion, 999 times out of a thousand, is “just folks” like him- 
self. The old Englishman who hired John D. Rockefeller at 
$3 a week to be his office boy, never could be persuaded that 
Rockefeller was the unmitigated evil genius Ida Tarbell and 
others painted him. For a time he rather pitied Rockefeller 
because the latter had paid him $150,000 for his oil refinery. 
The old John Bull thought Rockefeller had taken the poor part 
of the bargain. The old gentleman thought he had taken out 
of the oil business about all the money there was in it. Folks 
out in Pierre, S. D., are said to be unable to think of Stewart, 
the president of the Standard (Indiana), as anything but a 
great, good?looking, country lawyer, who was sent to the legisla- 
ture nearly thirty years ago and then went to Chicago to make 
his fortune—and be mistaken, often, for Conrad BE, Spens, traffic 
vice-president of the Burlington. The late Senator Penrose, of 
Pennsylvania, was shaken off his poise—-which was some feat— 
over the hurrah made by Hearst when the latter found that 
Penrose, as chairman of the Republican committee in Pennsyl- 
vania, had accepted a contribution of several thousand from 
John D. Archbald, one of the Standard magnates. Penrose 
stuttered, and spluttered over the idea of anybody getting 
excited about that fact. In surprise and pain he inquired why 
Archbald should not contribute. Wasn’t he a Pennsylvania 
Republican and wasn’t the party in need of money? Then Pen- 
rose turned round and said that the only fault he had to find 
with Archbald was that he had not contributed as much money 
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as he should have given, seeing that he had got rich in Penn- 
sylvania. 





Time Limit on Suits and Complaints.—Any effort that may 
be made by the National Industrial Traffic League or anybody 
else to change the law, as laid down in the Phillips and Wolf 
cases, it is believed by those in the Commission who have had 
much to do with overcharge claims, should take the direction 
of depriving carriers of the right to bring suits for the recovery 
of undercharges after the lapse of two years. Section 16 of 
the interstate commerce law as amended Febraury 28, 1920, 
makes provision for the revival of the right on the part of the 
shipper to make complaint if the carrier does not move for the 
collection of its charges until the right to make complaint is 
dead or about to die. That, it is admitted, removed some of the 
reason for indignation on the part of a shipper who, when called 
upon to pay undercharges, found that his right to assert that 
the rate upon which such undercharges were based, was un- 
reasonable, which unreasonableness was not suspected by him 
until he received the claim for undercharges. However, it has 
often been suggested, it would be better to make two years 
the dead line for all possible litigation, no matter by which party 
begun. When the court, in the Louisville Cement case (246 
U. S. 638) declared that the cause of action accrued when the 
unreasonable rate was paid, the Commission had the statute 
changed so as to make the two years begin running from the 
time delivery or tender of delivery of the freight was made. 
When the court has declared the meaning of a statute, there 
is no profit nor progress in urging the court to change its mind. 
Congress, if and when it thinks the court has misunderstood 
its language, has the power to change that language. The 
“Commission has seldom bothered its head about cases intended 
to induce the court to change its rulings. It has accepted the 
view of the court that the language employed by Congress 
meant exactly what the court said it imported, and then asked 
Congress to use language that would mean what the Commis- 
sion thought the other language meant. Shippers invited to 
participate in cases intended to persuade the court to declare 
the law to be something other than it said it was, experienced 
men believe, should think how much easier it would be to 
persuade Congress to change its language than it would be to 
convince the court its thought as to the meaning of it, was 
wrong. A. E. H. 


THE LA FOLLETTE INFANTICIDE 


(Bulletin of Railway News and Statistics.) 


Before it has had time to cut the dog teeth with which it 
was to rend the whole system of American rates and fares into 
shreds, Senator La Follette proposes to disembowel the Physical 
Valuation Amendment of the Act to Regulate Commerce. After 
many years’ agitation and 100,000,000,000 words of frothy decla- 
mation, Senator La Follette, on February 24, 1913, succeeded in 
ramming this amendment through the United States Senate. 
In form, as proposed by Mr. Adamson, who had not then 
achieved the odium subsequently attached to his name, the 
amendment did not meet the drastic views of the fighting sen- 
ator from Wisconsin, who redrafted it to preclude the possibility 
of one drop of water seeping into the valuation. Mr. Adamson 
accepted the senator’s amendment and on March 1, 1913, Presi- 
dent Taft signed the bill. 

Without delay the Interstate Commerce Commission pro- 
ceeded to organize the Division of Valuation, with Charles A. 
Prouty, who resigned from the Commission February 3, 1914, 
at its head as Director of Valuation. With such sponsors, if 
section 19-a lacked anything of authority it must have been 
that Messrs. Adamson, La Follette and Prouty had studied the 
- annal of the Inquisition in vain. 

And now, after the lapse of ten years and nothing finally 
accomplished, at a cost of over $23,0000,000 to the government 
and $60,000,000 to the railways, Senator La Follette has whetted 
his tomahawk, unsheathed his hunting knife and gone on the 
warpath against his own progeny. On the wings of the wireless 
he has summoned the radicals of the West to meet him in a war 
dance in Chicago on May 25 and 26, then and there to carry out 
the following popgun program: * * #* 

Unless their records prove misleading, Senator La Follette 
will have to put a snaffle bit in his two-day eloquence if he 
expects this. aggregation of American orators to keep their seats 
while he expounds his ideas of the dereliction of the Interstate 
Commerce Commission in the execution of his statute for the 
undervaluation of the railways. Should he begin with his first 
campaign speeches against the railways, and work down through 
the passage of the act of March 1, 1913, to the tentative valua- 
tion of 1920 under the transportation act of $18,900,000,000, and 
so to the present valuation of $19,140,000,000, he will find that 
the railways are with him that the Commission has failed to 
take in all the elements of value as directed in the act. 

Here are some of the things the act requires the Commis- 
sion to do: 


Classify “the physical property of all the railways. 
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Report in detail each piece of property owned or used for carrier 
purposes. . . 

The original cost to date. 

The cost of reproduction new. 

Ditto less depreciation. 

Analysis of methods. 

Other elements of value. 

Report in detail original cost of lands, rights of way and term. 
inals and present value. 


Also original and present cost of condemnation and damages of 
acquisition. 

Value of property held for non-railway purposes. 

Also history of present and previous ownership. 

Increases and decreases of stock, bonds or other securities, 

All facts and financiering connected with organizations. 

Net and gross earnings of the corporations. 

Details of operating expenditures. 

Amounts and value of all aids, gifts, grants of. rights of way or 
donations by the government, federal or state, county or municipality, 
individuals, associations or corporations. 

Ditto as to grants of land, amount of money derived therefrom, 
value of unsold portion thereof at date of grant and now. 


And much more, all to be separately valued by states and clagsi- 
fied in detail. 


When made, the valuations are to be kept up to date in similar 
separate detail. 

The act provides for tentative valuations, protests, court 
hearings, “corrected tentative valuations,” final valuations, 
amended final valuations, and so on, ad infinitum, but never to 
a hope-to-die finality. 

If Senator La Follette ever entertained any sincere convic. 
tions as to any overcapitalization of American railways, he must 
experience the bitterest grief over the tentative valuations thus 
far found under his pet act of March 1, 1913. Before he entered 
the Senate Professor Adams, statistician to the Commission, had 
made in 1904 for the Census Bureau what was known as a 
commercial valuation of the railways, which, by capitalizing 
their net earnings at a mean rate of 4.256, he found to be 
$11,244 852,000. This is slightly higher than their net capital- 
ization of $10,721,794,000 for that year. If the senator added 
$500,000,000 a year to this for the sixteen years to 1920, he 
would have a total of $18,721,794,000, which he might compare 
with the valuation of $18,900,000,000 found by the Commission, 
after following the injunction of the transportation act “to 
utilize the results of its investigation under section 19-a in so 
far as deemed by it available.” 

If ever there was an agitator cursed with a granted prayer, 
it is Senator La Follette. He prayed for water and he got a 
solid gold brick of $18,900,000,000, to which the government 
added $1,140,000,000 in additions and betterments which the rail- 
Ways assume with interest at 6 per cent. Now he wishes the 
American people to believe that this $18,900,000,000 official valu- 
ation is the figurative “gold brick” you can pick up in the cor- 
ridors of Congress any way when the picking is good. 

Verily the lot of the professional progressive has its tribu- 
lations. 

It is hopeless to try to convince Senator La Follette that 
neither value nor capitalization cuts much ice in the fixing 
of rates. A 10 per cent advance in the compensation of rail- 
way employes amounts to more than an increase of five billions 
new capital invested at 5% per cent! 


PERISHABLES AT NEW YORK 


The Trafic World Washington Bureau 


The question of the handling of perishable freight at New 
York has been raised by the Pennsylvania. It threatens to be 
come more acute than it was a year ago when John C. Roth, 
director of service, made a report on it, especially on the phase 
presented when the Pennsylvania proposed making deliveries 
at its station at Kearney, N. J., which it had established and 
especially equipped to handle perishable freight. Shippers ob 
jected to using it because it involved a trunk haul into NeW 
York proper, variously estimated by the disagreeing interests, 
to be from three to seven miles long. 

Representatives of the Pennsylvania and the perishable 
freight consignees have conferred with the Commission about 
the matter. At the latter’s suggestion the railroad officials and 
the representatives of the shippers began holding conferences 
on the subject May 4 in New York with a view to arriving at 
a solution. 

The Pennsylvania, according to the officials, both operating 
and traffic who conferred with Commission men, is unwilling 
to exercise its right to put embargoes on perishable freight. 
It is also unwilling to incur the liability of accepting perishable 
freight, at points of origin, which it is reasonably certain it 
cannot deliver at the usual points of delivery on New York 
piers, in time to “catch the market.” It has the right to 
embargo but the thought of the Commission officials having 
acquaintance with the matter is that some scheme can 
worked out by conferences between the shippers and the tral’ 
portation men. 


G. N. & A. SECURITIES 
The Graysonia, Nashville & Ashdown Railroad Compaty 
has been authorized by the Commission to issue 6,000 shares 
of common capital stock of the par value of $100 per share, 
and $300,000 of 20-year 6 per cent first-mortgage bonds. 
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Decisions of Interstate Commerce Commission 


REPARATION CLAIM DISMISSED 


The Commission has dismissed No. 13117, Ligle Fork Coal 
Co. vs. Eastern Kentucky, Director-General et al., opinion No. 
424, 78 I. C. C. 699-701, on a finding that claims for reparation 
on coal that moved during federal control after February 5, 
1920, that they were barred by the statute as not having been 
filed in season. This complaint was filed September 11, 1921. 
In a complaint by the same company, decision in which was 
made in 59 I. C. C. 693, the Commission found the rates on 
coal from Willard, Ky., to Covington, Newport, Winchester and 
Russell, Ky., on shipments made during federal control unrea- 
sonable to the extent they exceeded the group 4 rates contem- 
poraneously maintained from Hitchins, Ky., to the same des- 
tinations, and further that the rates from Willard to Cincinnati 
and other points in central territory were and for the future 
would be unreasonable and unduly prejudicial to the extent they 
exceeded or might exceed the rates from designated groups on 
the Chesapeake & Ohio and from mines along several short-line 
railroads in that part of Kentucky. ‘ 

According to the report, the sole purpose of this complaint 
was to recover damages on coal moving since February 5, 1920, 
the date of the hearing in the prior case. The prayer in that 
complaint was for reparation on shipments moving two years 
prior to the filing of the complaint and “for such other and 
further relief as the Commission may deem proper.” The Com- 
mission said it did not appear at the hearing that any prayer was 
made for reparation on shipments moving after the hearing. It 
found the claim was barred. 

It denied reparation on shipments to the Darby Coal Sales 
Company, the contractural agent for the sale of the coal, because 
the evidence did not establish that the complainant paid and 
bore the freight charges. No invoices covering the shipments 
were introduced, the Commission said, nor was the complainant 
able to show the net prices received for the coal. 


FUEL OIL RATES ORDERED 


A finding of unreasonableness and undue prejudice, an 
award of reparation and an order establishing new fuel oil 
rates, not later than July 28, have been made in No. 12330, 
Iowa Malleable Iron Co. vs. Director-General, Atchison, Topeka 
& Santa Fe et al., opinion No. 8416, 78 I. C. C. 667-70. The re- 
port also covers No. 12394, Ottumwa Chamber of Commerce et 
al. vs. Director-General, Atchison, Topeka & Santa Fe et al. 
The findings and order relate to rates on fuel oil from the mid- 
continent field and Kansas City to Fairfield and Ottumwa, Ia. 

The allegation was that the rates on fuel oil, since August 
31, 1918, from the mid-continent groups, the Kansas City dis- 
trict and from points taking arbitraries over group 3, to Fair- 
field and Ottumwa, were unjust, unreasonable and unduly 
prejudicial in comparison with rates from the same points of 
origin to Chicago and St. Louis. st 

The Commission’s finding other than that the Iowa Mal- 
leable Iron Co. and the Stoessel Oil Works made shipments and 
were entitled to reparation, was as follows: 


We find that the rates assailed were, are, and will be unreason- 
able and unduly prejudicial to the extent that they exceeded, exceed, 


or may exceed, from Group 1 in Agent Boyd’s tariff I. C. C. No. A1166 


to Fairfield and Ottumwa, rates on fuel oil in carloads contempo- 
faneously in effect from the same points to St. Louis, Mo.; and from 
Groups 2 and 3 in the same tariff to Fairfield and Ottumwa, rates 
on fuel oil, in carloads, not more than 1 cent in excess of the rates 
contemporaneously in effect from the same points to St. Louis... Our 
finding as to Group. 3 rates will also fix rates from points taking 
arbitraries thereover. The arbitraries themselves are not shown to 
ave been or to be unreasonable or otherwise unlawful. 


SALT ADJUSTMENT ORDERED 


A new adjustment of rates on salt, to be established not 
later than July 28, has been ordered in No. 12484, Inland Crystal 
Salt Company vs. Butte, Anaconda & Pacific, Director-General, 
et al, opinion No. 8415, 78 I. C. C. 659-66, from Saltair and 
Crystal, Utah, to destinations in Montana, Idaho and Washing- 
ton. The Commission found the existing adjustment unreason- 
able and unduly prejudicial. 

The allegation in the complaint was that the rates were 
Unreasonable, unduly prejudicial as compared with rates from 
Various producing or shipping points, and unduly preferential 
of Butte, Mont. Interventions in the complaint were filed on 
behalf of the Salt Producers’ Exchange of California, concurred 
in by the San Francisco Chamber of Commerce, denying that 
the rates from San Franeisco, Portland, Ore., and Seattle were 
Wduly preferential and asking that if the Utah rates were 





reduced that “like and relative reductions be made from Port- 
land and Seattle to the same points.” 

In essence the question was the relationship of the rates 
from Utah and from the ports, to the interior, as well as from 
Duluth, Kensas, Michigan and California points. The Commis- 
sion said the rates were influenced to a considerable extent 
by the fact that the salt produced around San Francisco Bay 
could be shipped by water to the north coast ports and thence 
into the interior. The question, in part, was considered in the 
Northwestern Salt Cases, 45 I. C. C. 12. In those cases the 
phase at issue was the reasonableness and otherwise lawfulness 
of the rates from the north coast ports in relation to those from 
Saltair. In that case the Commission prescribed class D rates 
from the coast cities, but dismissed the complaint ‘against the 
rates from Saltair. The Commission disposed of this case by 
prescribing a scale to be made operative not later than July 28. 
Its findings were as follows: 


We are of the opinion and find that the rates on salt from Saltair 
Junction and Crystal Junction to main-line points on the lines of the 
defendants in Montana, Idaho and Washington were, are, and for the 
future will be unreasonable to the extent that they exceed the rates 
for the distances shown in the following scale: 





June 25 Aug. 26, July 1, 
1918.* 1920.7 1922.¢ 
Cents Cents. Cents, 
ORD) Se sn i crtlbias acide & « Spinae tp eebebee 4 51 46 
SK EE 55 5% aaiaecvire. ons bares nw Sie ean eeae ee gies 42.5 53 47 
I ks die ee biekle evant i ededebels 44 55 49.5 
Bt ME. ik bins ct necked chic pOs olde Ou iseeaG 45.5 57 51 
EE Ie nt pee ee ere 47 59 53 
Be I i al On cielo kesh 4 wiaubik ocaliotniaeniets 49 61 55 
We WENN ba c.g co be ec cect de creed yee dete 50.5 63 56 
RP RIN 256 ts Asc daladiv 0 x'oeid 6 6 inis 0-0 Caen 52 65 58.5 
RS csc h oad ithe 6 adads Dh eddabey sae 53. 67 60.5 
cas ciclgiand trae wie es Siete 4s yoke oheie 55 69 62 
BT EE Bi SU..< be wd k.0-ple be 0000%s oe-wss che 57 71 64 
es ME 6 5167 3 6 Westen. W055 %b eideeed 58.5 73 65.5 
obi elk iv tices o ois anos Canalo 60 75 67.5 
NRA a Ra A CE Dia BIR RO hd a! Sa Fak 61.5 77 69.5 
EE ° SEL, igh k c ibin ince Hale th ovigiod beak Oe 63 79 71 
SI ao io/o0's Secs ettanknbuneseaeien 64.5 80.5 72.5 
I fo ieee oincieieaimne ai aren Ole atin 65.5 82 74 
875 miles 67 83.5 75 
900 miles 68 85 76.5 
925 miles 69 86.5 78 
950 miles 70.5 88 79 
5 miles 71.5 89.5 80.5 
1,000 miles 73 91 82 
1,050 miles 75 94 84.5 
1,100 miles 17 97 87.5 
1,150 miles 80 100 90 
1,200 miles 82 103 92.5 





*June 25, 1918, to August 25, 1920. 
yAugust 26, 1920, to June 30, 1922. 
tSubsequent to June 30, 1922, and for the future. 


We further find that the rates on salt from Saltair Junction and 
Crystal Junction to: branch-line points on the lines of said defendants 
were, are, and for the future will be unreasonable to the extent that 
they exceeded, exceed, or may exceed, rates herein found reasonable 
to main-line points by more than the amounts by which the rates 
from the port cities to said branch-line points exceeded, exceed or 
may exceed, the rates to said main-line points. 

e further find that the maintenance of rates on salt from pro- 
ducing points in Kansas and Michigan and from Duluth to the 
destination territory here under consideration which are lower than 
the rates from Saltair Junction and Crystal Junction, where the 
distances from the former are the same as or greater than the aver- 
age of the distances from the Utah producing points, is, and for the 
future will be, unduly prejudicial. No damage has been proved to 
result from the undue prejudice found. 

The record shows that the shipments of salt made by complainant 
were sold at a delivered price at point of destination; that freight 
charges on such shipments were included in the delivered price, 
except that the price was adjusted to meet competition of other pro- 
ducing points when the rate from complainant’s plant was higher 
than the rate from the competing point. Reparation is asked in the 
amount of the absorptions so made by complainant as set forth in 
statements filed in the record, but with the difference between the 
rate charged and the rate sought by complainant as maximum. 


The Commission found the complainant had made the ship- 
ments as described, absorbing the differences in rates and that 
it was entitled to reparation. 


GRAIN CANCELLATION JUSTIFIED 

A finding of justification has been made in a report on I. 
and S. No. 1736, Grain Products from Missouri Pacific Stations, 
Prairie du Rocher and Valmeyer, Ill., to Arkansas and certain 
Southern Points, opinion No. 8419, 78 I. C. C. 676-8. The Com- 
mission’s holding enables the Missouri Pacific to get rid of a 
joint rate of 19 cents, made in connection with the Illinois Cen- 
tral, from the points mentioned, to Memphis and other destina- 
tions lower than the Missouri Pacific’s own rates from other 
points in the group in which Valmeyer and Prairie du Rocher 
lie. The Commission said the record afforded no justification 
for requiring the Missouri Pacific to participate with the Illinois 
Central in such a situation. The joint rate, the Missouri Pacific 
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said, was left in through inadvertance, when the rates were 
changed to comply with the fourth section ruling in 64 I. C. C. 
806. The Missouri Pacific said that when that readjustment was 
made it decided to forego participation in traffic to Memphis 
over the routes over which the joint rate applied, rather than 
eut its other rates. The Commission said the cancellation would 
leave a combination of 20.5 cents in effect via Cairo. 


SECOND-HAND MACHINERY RATES 


The Commission on reargument, in No. 11024, Gunnison Val 
ley Sugar Co. vs. Denver & Rio Grande, Director-General, et al., 
opinion No. 8418, 78 I. C. C. 673-5, has affirmed its prior finding, 
62 I. C. C. 483, that rates on second-hand sugar-making ma- 
chinery, from Waverly, Wash., to Gunnison, Utah, between 
October, 1917, and January, 1918, were not unreasonable or other- 
wise unlawful. In this case the machinery was being removed 
from Waverly because the enterprise had not been a success and 
the complainant thought it should have had lower rates. The 
originating carrier, which was losing a factory from its lines, 
said that if lower rates were to be given they should have been 
given by the Rio Grande, to the rails of which the factory was 
being moved. 

In a dissent, Commissioner Campbell said that if the rates 
on these shipments, yielding about 23 mills per ton-mile were 
reasonable, then a large proportion of the rates throughout the 
country must be “unconscionably low.” He thought a rate of 93 
cents suggested by the complainant would have been reasonable. 

Chairman Meyer and Commissioners McChord and Eastman 
also dissented, but did not write their views. 


CANNED MILK REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 13725, Pleasant Valley Farms & Morey 
Condensery Co. vs. Director-General, opinion No. 8417, 78 I. C. C. 
671-3, as to a rate of 53 cents on 157 carloads of canned con- 
densed and evaporated milk from North Prairie, Wis., to New 
York, shipped between August 10, 1918, and August 29, 1919. 
The Commission said that when these shipments moved joint 
commodity rates were in effect from many other shipping 
points in the vicinity of North Prairie, lower than the rate im- 
posed. It said the rate attacked was unreasonable to the extent 
it exceeded 50 cents and awarded reparation to that basis. 


UNREASONABLE OIL RATES 


The Commission, in a report on No. 13762, Standard Oil 
Co. (California) vs. Arizona Eastern et al., opinion No. 8426, 
78 I. C. C. 705-8, has held unreasonable and unduly prejudicial 
rates on gasoline and kerosene, in tank cars, from Casper, Wyo., 
to Arizona points, to the extent they exceeded 94.5 cents to the 
points on the main line in Arizona of the Santa Fe, with arbi- 
traries to the branch line points, Clarkdale, 21 cents; Humboldt, 
14 cents; Buckeye, 12 cents; Chandler, 4 cents; Sanford, 18 
cents, and Clifton, 31 cents. It awarded reparation to the basis 
mentioned on shipments moving between April 1 and August 
25, 1920, the shipments having been 97 tank car loads. 


REPARATION ON CULLET 


An award of reparation has been made in No. 13622, Illinois 
Pacific Glass Co. et al. vs. Director-General, opinion No. 8425, 
78 I. C. C., 702-4, on account of an unreasonable rate on cullet 
(broken glass fit for re-melting), carloads, from Los Angeles 
to San Francisco, imposed during federal control on fourteen 
carloads of the commodity. Charges were collected at the class 
C rate of 34.5 cents applicable on cullet, 36,000 pounds minimum, 
in packages or in bulk. Contemporaneously the carriers pub- 
lished a rate of 31.5 cents on junk, including bottles, second 
hand. Western Classification also included broken glass to be 
included in mixed carloads at the junk rate. The Commission 
said that clearly broken glass was of the character of junk, was 
included in the tariffs as such, and should take analogous rates. 
It found the rate unreasonable to the extent it exceeded the 
subsequently established rate of 31.5 cents, 40,000 pounds mini- 
mum, and awarded reparation to that basis. 


CEMENT TRANSIT FORBIDDEN 


The Commission, in a report on I. and §S., No. 1727, Rules 
for Storing and Sacking of Cement in Transit at Davenport, on 
the Chicago, Rock Island & Pacific, opinion No. 8428, 78 I. C. C. 
693-8, has held unjustified, the proposal of the Rock Island to 
permit transit, for storing and sacking, on cement at Davenport, 
Ia., for six months, at a charge of 2.5 cents for the privilege, in 
addition to the through rate from point of origin to final desti- 
nation, provided both inbound and outbound movements were 
over its rails. It forbade the transit on the ground that would 
amount to an undermining of the rate structure prescribed by 
it under authority of section 15a. In the head note of its re- 
port, the Commission called the proposal unlawful. In as much 
as it makes its own reports, the head note is not of the char- 
acter of the head notes preceding the opinions of the Supreme 
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Court of the United States. The head note in this case ang 
the text of the opinion therefore, may be regarded as supple. 
menting each other, ; 

At the hearing, said the report of the Commission, four 
manufacturers of cement, operating eight mills, and four con- 
tractors and dealers in cement appeared in support of the pro. 
posed arrangement. Twenty-two manufacturers, operating 54 
mills, appeared in opposition. Of the railroads the Burlington 
supported the Rock Island. The Minneapolis & St. Louis, the 
Chicago Great Western, and the Illinois Central appeared in 
opposition. 

The Rock Island and those advocating its plan said it would 
be in the interest of car conservation to have cement moved to 
convenient places of storage and then sent on to consuming 
points; that such an arrangement would obviate the necessity 
for the establishment of two mills. At Davenport it was pointeg 
out the inbound tonnage of grain and other commodities ex. 
ceeded the outbound, resulting in the accumulation of empty 
cars during the grain shipping season. The Rock Island pointed 
out that the transit charge would yield from $20 to $27.50 per 
car and that if at slack times cement were taken to the storage 
points near the points of final destination, the transaction would 
be beneficial not only to the carrier but also to the users of ce- 
ment, because it would give it a revenue on a car of transitted 
cement from $20 to $27 greater than on a car moving direct to 
the final destination, without any outside switching because the 
privilege was to be limited to movement between points on the 
rails of the carrier granting it. 

The Marquette Cement Manufacturing Company, which 
asked for the transit privilege, with a mill at LaSalle, IIl., said 
that a large part of its product had to be milled during the 
eight months’ period, April to November, inclusive, and that 
approximately 40 per cent of its product was called for during 
_August, September and October, and that many times its output 
had been limited by shortage of cars at the mills during those 
months. In answer to that the protesting cement manufacturers 
and railroads pointed out that in August, September and Octo- 
ber, 1922, only 28 per cent of the Marquette’s output was shipped 
and that at the close of October it had in stock only a negligible 
quantity of cement. The Marquette company said that in an- 
ticipation of the arrangement it had in course of construction 
a warehouse of 200,000 barrels capacity at Davenport. Other 
mills said they also had in contemplation the erection of ware- 
houses, 

Carriers opposing the establishment of the privilege said 
the schedule would tend to develop the shipment of cement to 
intermediate points and that reshipment later to ultimate desti- 
nation would entail greater use of cars to perform the same 
amount of transportation than direct shipments from mill to 
points of consumption; that the availability of large stocks in 
storage would tend to discourage the carrying of reasonable 
stocks at points of consumption; that the efforts of carriers to 
bring about more uniform shipments during a longer period of 
the year would be defeated by storage; that the arrangement 
would involve two complete transportation services and that 
the charge of 2.5 cents would be inadequate for the service in- 


tended to be covered. In disposing of the case the Commission 
said: 


Cement is sold at a price delivered at the consuming point, so 
that the freight charges are an important item in the cost of pro- 
duction and marketing. In view of this fact many of the large cement 
manufacturers have established chains of mills at strategic points 
throughout the bat A to meet the competition of local manufacturers 
in the general consuming territory. It is apparently this situation that 
is responsible for the desire of the Marquette Company to have the 
benefit of transit at Davenport, and whatever its purpose may be it 
will obviously serve to lessen the force of competition from the two 
new cement plants now under construction at or in the vicinity of 
Davenport. 

So far as the record shows, there is no substantial demand for 
transit on cement. On the contrary, a large majority of the cement 
manufacturers throughout the country and many of the carriers 
are opopsed to it on the ground that there is no commercial necessity 
that requires transit on cement and that its establishment will impose 
a heavy burden on both the manufacturers and the carriers. : 

In addition to respondent the several mills in the La Salle dis- 
trict are served either directly or by means of a switch movement 
by the Chicago, Burlington & Quincy; Chicago, Milwaukee & St. Paul; 
and Illinois Central, and of these the Chicago, Burlington & Quincy 
and respondent both reach Davenport. There is keen competition 
between the carriers for the cement traffic originating in the La Salle 
district, and it is not improbable that if the proposed schedule be 
made effective respondent through that agency alone would secure 4 
substantial share of the competitive traffic. Additional transportation 
would be required under the proposed transit arrangement. he “ 
transportation necessity advanced in support of the arrangement 158 
alleged car conservation. It.is not clear how this could be accom: 
plished by establishing transit on cement at Davenport. The La err 
district is in the same general territory as Davenport, and what wou 
pa one point in times of car shortage would equally affect the 
other. 

We have said that our authority under section 15 (a) to prescribe 
just and reasonable rates and to initiate, modify, establish or ot 
rates is not a mere transitory authority to establish in the firs 
instance a general rate structure calculated to produce a fair return, 
but is a continuing authority to see to it that such a rate structur 
shall not be undermined, and its purpose thwarted by new roe 
either increases or reductions, proposed by particular carriers for t ‘ 
purpose of augmenting the traffic of such carriers. Trunk Line < - 
Ex-Lake Iron Ore Rates, 69 I. C. C., 580. It is clear that the ester 
lishment of transit at Davenport would be followed by similar vee 
arrangements at Kansas City and Omaha and other important Peres 

as clearly appears to be the case, competition would fo 
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carriers in all parts of the country to establish transit on cement on 
such a scale, the effect would be to undermine the existing rate 
structure. Furthermore, the testimony of witnesses for numerous 
manufacturers indicates that there is no necessity which requires 
transit on cement at Davenport. 

We find that the proposed schedule has not been justified. An 
order will be entered requiring its cancellation and discontinuing this 
proceeding. 


Commissioners Eastman, Potter and Campbell dissented. 


ROUGH RICE RATES 


In a supplemental report on No. 11871, Lake Charles Rice Mill- 
ing Company of Louisiana et al. vs. Louisiana Western et al., 
opinion No. 8427, 78 I. C. C. 709-10, the Commission modified its 
original finding in the case, reported in 69 I. C. C. 508, so as to 
permit the railroads east of the Mississippi, in Louisiana, par- 
ticularly the Yazoo & Mississippi Valley, to apply rates on 
rough rice, from. producing points east of the river, to des- 
tinations west thereof, on the basis of the rates prescribed for 
application in the western part of Louisiana. “In its original 
report the Commission prescribed rates on rough rice, from 
Louisiana producing points to Lake Charles, Bellevue, Crowley, 
Iota, Gueydan and New Orleans not in excess of the distance 
scale carried in that 63 I..C. C. 18, plus 25 per cent, plus the 
increases allowed in Ex Parte 74 and the reduction prescribed 
in Reduced Rates, 1922. 

Under that ruling the Yazoo & Mississippi would have been 
allowed to increase rates from points east of the Mississippi, té 
New Orleans only 25 per cent, while to points west of the 
river the increase would have been 33 per cent and between 
points west of the river, 35 per cent. 

“There appears to be no reason for applying from producing 
points in Louisiana east of the Mississippi a rate basis lower 
than that prescribed from points west thereof,” said the Com- 
mission, in the supplemental report. 

Therefore it has required the carriers, not later than Au- 
gust 4, to file tariffs carrying rates brought to the basis of rates 
west of the Mississippi. 


REPARATION ON OIL 
An award of reparation on 2,063 shipments of petroleum 
and fuel oil has been made in No. 13861, Midvale Steel & 
Ordnance Co. vs. Director-General, opinion No. 8430, 78 I. C. C. 
721-28, to the basis of a rate of 4.5 cents for transportation 


Tentative Reports 





REPARATION ON LAMP CHIMNEYS 


An award of reparation has been recommended by Exam- 
iner John T. Money in a tentative report on No. 14415, Radiant 
Glass Company vs. Director-General, as agent, on a proposed 
finding that rates on glass lamp chimneys and lantern globes, 
in carloads, from Fort Smith, Ark., to El Paso, Tex., were un- 
duly prejudicial to the extent that they exceeded the rates 
contemporaneously applicable from Sand Springs, Okla. The 
report also embraces Sub-No. 1, Same vs. Same et al. 

The examiner said the complainant was and is in keen 
competition in the manufacture and sale of its products at El 
Paso with a manufacturer of and dealer in the same commodi- 
ties at Sand Springs. Fort Smith is approximately 918 miles 
and Sand Springs 844 miles from El Paso. 

Charges were collected at joint commodity rates of $1.22 
Prior to June 25, 1918, and $1.525 thereafter, except on one 
shipment, which moved September 19, 1918, upon which a rate 
of $1.465 was charged, the basis for which was not disclosed. 
The complainant asked reparation to the basis of 88 cents prior 
to June 25, 1918, and to $1.10 thereafter, and the examiner 
recommended granting of the prayer. The examiner said that 
on February 29, 1920, the rates to El Paso from Fort Smith 
were reduced to $1.10 and from Sand Springs were increased 
to the same amount, thus placing the two producing points on 
a parity. He said this parity of rates remained in effect until 
July 17, 1922, when the rates from Fort Smith to a number 
of points in Texas, including San Antonio, Houston and Austin, 
Were made 5 cents lower than the rates from Sand Springs, 


and that the present adjustment was satisfactory to the com- 
Plainant. . 


CARRIER’S CONVENIENCE RULE 


In a report on No. 13901, The Portland Flouring Mills Com- 
Pahy vs. Northern Pacific et al., Examiner Henry B. Armes 
recommended a finding that the refrigerator cars furnished by 
the Northern Pacific, in lieu of box cars for the transportation 
oO flour from Dayton, Wash., to Memphis, in January and 


of the Commission 





from Point Breeze to Midvale, Pa., both within the switching 
limits of Philadelphia. The shipments were made between July 
31, 1918, and February 4, 1919. On the last mentioned date the 
rate was reduced to the figure to which reparation is to be 
made. During the period of the movement the rate was 8 cents 
per 100 pounds, resulting from General Order No. 28 as modi- 
fied by Freight Rate Authority No. 96, in which the 25 per cent 
advance decreed by General Order No. 28 was commuted to a 
specific advance of 4.5 cents per 100 pounds. Prior to General 
Order No. 28 the rate was 3.5 cents. 

The Commission went into a cost study of the matter and 
came to the conclusion that, while the rate was in accordance 
with Order No. 28 and the freight rate authority mentioned, it 
was unreasonable to the extent it exceeded the subsequently 
established rate. Car-mile earnings under the 8-cent rate, the 
Commission said, were approximately $4.64 per car-mile on 


traffic that moved in train loads, from the refinery to the steel 
plant. 


IRON VALVE MIXTURE SHIPMENTS 


The Commission has dismissed No. 13842, General Fire Ex- 
tinguisher Company vs. Alabama Great Southern et al., and No. 
13726, Same vs. Director-General, opinion No. 8429, 78 I. C. C., 
718-20, on a finding that rates on mixed shipments of wrought 
iron pipe and fittings, including iron valves, from Warren, O., 
to various destinations in Southern Classification territory dur- 
ing and since 1918, were not unreasonable. It found that on the 
record it had not been shown that iron valves should be per- 
mitted in carloads with pipe and fittings at the special iron rates 
provided by the carriers in that territory. 

Complainant, the Commission said, did not assail the third- 
class less-than-carload rates applied to the valves in the ship- 
ments in question, as unreasonable in themselves, but contended 
that the failure of the defendants to permit the valves to be 
mixed with the pipe and fittings at the carload rates applicable to 
the pipe and fittings was unreasonable. The valves constituted 
about five per cent of the mixture, the Commission said. It said 
the contention of the complainant that descriptions of pipe fit- 
tings in the existing tariffs might be construed to include iron 
valves was without merit. 

In the leading case the complainant asked for reparation on 
shipments that moved after April 1, 1920, and an order for the 
future. In the other complaint it asked for reparation on ship- 
ments that moved during federal control. 


February, 1921, were furnished for the convenience of the car- 
rier and that the imposition of minimum carload charges re- 
sulted in the collection of an amount unreasonable to the extent 
it exceeded that which would have resulted from the use of 


the actual weights of the shipments loaded to full visible 
capacity. 


Nine refrigerator cars were furnished because the railroad 
could not provide box cars large enough to enable the shipper 
to obtain the benefit of a rate of 81.5 cents, subject to a mini- 
mum of 80,000 pounds, except when cars of less than 80,000 
pounds’ capacity might be furnished, in which event the mini- 
mum would be the marked capacity of the car, but not less 
than 60,000 pounds. 

The complainant said it had asked for 80,000-pound capac- 
ity cars but that the carrier, because it could not furnish that 
kind of box car equipment, had offered to furnish foreign 


refrigerator cars. The carrier said the complainant had agreed 
to that substitution. 


Copies of the car orders put into the record, Armes said, 
bore on their face clear marks of inaccuracy. He said the 
consent of the complainant to accept refrigerators had been 
obtained, yet the designation of a box car appeared in the 
orders. He said the agent of the carriers had made out the 
orders and that even if the originals had been put into the 
record it would have been doubtful whether they should have 


been considered as the best evidence of the intention of the 
parties. 


Getting at the main point in the case, Armes said the 
transaction in its inception was an order by the carrier for 
80,000-pound cars; that at the instance of the carriers cars of 
less capacity were offered. Whether or not the complainant 
agreed to accept them was mere surplusage, said the examiner. 
Under the rule, he said the carrier was bound to furnish the 
equipment specified or its equivalent. He said the willingness 
of the complainant to receive the substituted equivalent offered 
did not change the essential character of the transaction from 
the beginning. t 


The other point was as to the reasonableness of applying 








1102 


the 80,000-pound and 60,000-pound minima to cars that could 
not be loaded to those capacities. He said the Commission had 
many times condemned the assessment of charges based on a 
minimum which could not be loaded. 

Therefore, he said, the Commission should hold as before 
indicated, require the publication of such a rule for the future, 
and award reparation to the basis of actual weight. 

Some of the cars were marked as being 90,000 pounds’ 
capacity and others as being 60,000 pounds’ capacity. All were 
loaded to visible capacity and the marks, Armes said, were of 
no importance, in view of the finding he said the Commission 
should make. 


NATURAL-GAS GASOLINE RATE 


A’ finding of unreasonableness and an award of reparation 
have been recommended by Examiner Warren H. Wagner, in 
a report on No. 14419, Atlantic Refining Co. vs. Director-Gen- 
eral, Baltimore & Ohio et al., as to a rate of 29 cents on 24 
carloads of natural gas or casinghead gasoline, shipped between 
December 9, 1919, and January 27, 1920, from Porter’s Falls, 
W. Va., to Philadelphia. The rate was alleged to be in viola- 
tion of the first and fourth sections, because the rate of 29 
cents exceeded the rate on gasoline from the point of origin 
to Bayonne, N. J., a more distant point. 

Lower rates on gasoline from points around Porter’s Falls 
to Philadelphia were shown by the complainant. The railroads 
said that if natural gas gasoline was shipped on such rates, the 
shipments were misbilled because they applied only on petro- 
leum gasoline. The examiner pointed out, however, that in 
Southern Carbon Co. vs. A. & L. M., 62 I. C. C. 733, the Com- 
mission had denied the contention that the gasoline obtained 
by scrubbing natural gas was not gasoline. Wagner treated 
the commodity as being gasoline, without any qualifying adjec- 
tives, and said that 26 cents, the rate on gasoline from points 
around Porter’s Falls would have been the reasonable rate. 
He said no damage had been shown to-have resulted from the 
disregard. of the fourth section. He said reparation should be 
awarded to the basis of the 26-cent rate. 


DISMISSES PASSENGER CASE 


Examiner J. Edgar Smith has proposed the dismissal of the 
complaint in No. 14524, F. Hohifelder vs. Denver & Rio Grande 
Western et al., which asked for reparation for the cost of addi- 
tional passenger fares assumed by complainant by reason of 
defendants’ failure to maintain a particular time schedule. The 
complainant asked for reparation in the sum of $7.15, the cost 
of five one-way tickets for the transportation of himself and four 
members of his family from Salt Lake City, Utah, to Ogden, 
Utah, via the Oregon Short Line. At the time these tickets 
were purchased the holders were entitled to transportation be- 
tween the same points on excursion tickets from Glendale, Calif., 
to Chicago and return. These tickets were limited to expire 
October 12, 1921. The party stopped over at Salt Lake City 
October 10. 


On October 11, when the party wished to proceed to 
Ogden, the Denver & Rio Grande train was reported late. The 
one-way tickets were then bought by the complainant to make 
certain to make connection with a Southern Pacific train at 
Ogden which would reach destination within the time limit. As 
the examiner viewed the facts in the case, the complainant, 
knowing that the time limit expired October 12, had himself to 
blame for taking a chance that defendants’ train would be on 
time October 11 to meet the Southern Pacific train at Ogden, 
and that that chance failed. He pointed out that the Denver 
& Rio Grande Western time table carried the notation that the 
carrier was not responsible for errors in time tables, incon- 
venience or damage resulting from delayed trains or failure to 
make connections and that schedules were subject to change 
without notice. He said the time limit of the excursion tickets 
could not have been extended unless the passenger were de- 
layed by “washout wreck, or other obstruction to tracks, public 
calamity, the act of God, or of the public enemy,” and that no 
such cause of delay was shown. 


MISSOURI COAL RATES 


Dismissal of the complaint in No. 13055, McGrew Coal Com- 
pany vs. Director-General, as agent, Missouri Pacific, has been 
recommeneded by Examiner I. L. Koch on a proposed finding 
that rates charged on bituminous coal from and to points in 
Missouri were not unreasonable or otherwise in violation of 
laws administered by the Commission. 

The examiner said the complainant referred to a provision 
in the Missouri constitution that “it shall not be lawful in this 
state for any railway company to charge for freight or pas- 
sengers a greater amount for the transportation of the same, 
for a less distance than the amount charged for any greater 
distance” and to decisions of the Missouri state courts that a 
rate in conflict with that provision of the constitution was un- 
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reasonable. It was further contended that the rates assailed 
were in violation of the common law. 

“The Commission’s power to adjudicate complaints of this 
nature are derived solely from the transportation and interstate 
commerce acts,” the examiner said. “Those laws do not give 
it jurisdiction to administer either the common law or any state 
constitution or statute. The standard of reasonableness em- 
bodied in the quoted provision of the Missouri constitution is nat 
controlling upon this Commission. The fact that rates lower 
than those charged complainant were contemporaneously in 
effect for greater distances, without a showing of similarity of 
transportation conditions, is not sufficient to condemn a rate a; 
unreasonable under the transportation or interstate commerce 
acts. Moreover, while comparisons of lower rates for greater 
distances than those charged complainant are siown in the ex. 
hibits attached to the complaint, those comparisons were not 
stipulated into the record, are not before the Commission, and 
therefore may not be considered. No other evidence was offered 
in support of the allegations of the complaint.” 

The examiner said the only evidence of record was con- 
tained in a stipulation of the parties offered at the hearing, re- 
citing that the shipments were handled by the defendant in the 
ordinary course of business and referring to various orders and 
freight rate authorities issued by or for the defendant. It was 
psitulated that the facts with respect to the movement of the 
shipments, the rates charged, and the distances as shown in the 
exhibits attached to the complaint, were, subject to verification, 
correct. The defendant offered no evidence. 


DIVISIONS NOT UNJUST 


Attorney-Examiner William B. Hunter has recommended the 
dismissal of No. 14012, Sewell Valley Railroad Company ys, 
Chesapeake & Ohio, on a finding that the divisions accorded the 
complainant out of the joint rates on coal from mines on its line 
were and are not unjust, unreasonable or inequitable. The com- 
plaint which Hunter thinks should be so treated was filed July 
8, 1922. 

The Sewell Valley owns and operates a line extending from 
a connection with the Chesapeake & Ohio at Meadow Creek, W. 
Va., where the Meadow Creek empties in New River, along the 
valley of the creek, over the divide and down Sewell Creek to 
its confluence with the Meadow River at Dyer, a distance of 21 
miles, and a branch up Meadow River to Rupert, a distance of 
7.1 miles. Under lease from the Loop & Lookout Railroad Com- 
pany it operates a line from Dyer down Meadow Creek to Mal- 
len, a distance of 19 miles. The Sewell Valley connects with the 
Greenbrier & Eastern. and handles coal for that road. 

All the stock of the Sewell Valley is owned by the Meadow 
River Lumber Co. The lumber company also owned the stock 
of the Loop & Lookout, until July, 1921, when it was transferred 
to the president of the Sewell Valley and his sons. The Commis- 
sion said that evidently that arrangement was of short duration 
because the Sewell Valley’s annual reports for 1921 and 1922 
showed the lumber company as being the owner of the stock in 
each of those years. 

Since 1919 the divisions to the Sewell Valley, established 
by the Director-General, have been 10 per cent, maximum 25 
cents per ton, until August 25, 1920, when it became 35 cents 
and on July 1, 1922, it fell back to 31.5 cents. The average di- 
vision received, the examiner said, was 31.6 cents during the ten 
months ended June 30, 1922, and 28.3 in the two months follow- 
ing the reduction in rates. 

The Sewell Valley said that by reason of a change in the 
conditions under which the Loop & Lookout had to be operated, 
it was not getting enough out of the coal traffic to enable it to 
make a fair return. The examiner went over the accounts and 
found much in them to criticize, especially an item of expense 
attributed to “income and excise tax” amounting to $3,900. He 
said the capital stock tax should be a small item and how there 
could be an income tax in view of a claimed corporation deficit 
was a question. He also said the depreciation rates used by the 
Sewell Valley were very high. He said the heavy debit balance 
of $47,189 reflected the freight car situation. He said that under 
the Commission’s decision in Coal from Sewell Valley Stations, 
58 I. C. C. 261, the Commission said the Sewell Valley should 
furnish 10 per cent of the cars needed to operate the through 
route composed of itself and the Chesapeake & Ohio, but that 
the Sewell Valley, instead of having 94 coal cars, had only 25 
in 1922. 

Hunter called attention to the fact that the Sewell Valley 
had agreed to pay $46,076 a year for the Loop & Lookout, that 
amount being 15 per cent of its book value without deduction of 
accrued depreciation. He said*that the treatment of that rental 
item was of critical concern in this case because it was by the 
treatment of that item that a net railway operating deficit was 
shown in the consolidated statement of the two companies. He 
said that in the income account of the Sewell Valley it was cal 
ried as a debit of $46,076.16, but in the income account of the 
Loop & Lookout as a credit of only $17,158.44. 

“Thus the consolidated statement is in error to the extent 


a. a se eee - a 


m~™ a 26848 ee me UU lO aii Gh Gada att aie 


P~ elt | —*+ FD ee 45 65 hme 45 


Pal on ne. eo ee ee ae ey 


ye 

















eS OO ti‘ UD” 


—_— aw or 


= Or 


- oon 





_Ttate to Benham. 


May 12, 1923 


of the difference of $28,917.72,” said Hunter. “A like amount is 
entered in the depreciation account of the Loop & Lookout so the 
pooks balance. If it were treated in the income account as an 
operating expense, it would have to be excluded from the calcu- 
lation of the net railway operating income in the present pro- 
ceeding. This amount of depreciation on the roadbed finds no 
justification as an operating expense on this record. 

“The record indicates that. the Sewell Valley is not suffer- 
ing from the alleged unremunerative coal traffic from the Green- 
prier, but probably is suffering from its control in the financial 
interest of the Meadow River Lumber Co. and the Loop & Look- 
out Railroad Co. and from the fact that it has not been equipped 
to handle its freight traffic economically.” 


RATES TO LYNCH, KY. 


Attorney-Examiner W. B. Hunter has recommended the dis- 
missal of No. 18690, The United States Coal and Coke Company 
vs. Director-General, Pennsylvania et al., on a finding that rates 
on mine materials and supplies, chiefly cement and steel articles, 
in carloads and less-than-carloads, shipped from the Pittsburgh 
district to Lynch, Ky., during federal control were not unreason- 
able or otherwise unlawful. Prayer for reparation amounting to 
$6,057 was made in the complaint, $4,991 on cement, $926 on steel 
articles and $140 on other commodities. The shipments were 
made between May, 1918, and August 1, 1919. 

The case arose by reason of the extension, in May, 1918, of 
a branch of the Louisville & Nashville, from Benham, Ky., to 
Lynch, 1.25 miles. The extension was built by the complainant, 
a subsidiary of the United States Steel Corporation, to reach 
a coal mine opened by it. Benham was the end of a branch line 
reaching a mine owned by the Wisconsin Steel Company, a sub- 
sidiary of the International Harvester Company, which used all 
the coal produced at that mine, according to the report made by 
the examiner. The coal from the mine opened by the com- 
plainant was sent to the steel plants of the parent company in the 
Chicago-Gary district, in which the plan of the Wisconsin Steel 
Company is also located. 

There was no evidence of unjust discrimination, the ex- 
aminer said. The two coal companies were the only shippers, 
mentioned of record, on that branch line, “and, as there was no 
competition between them,” said the examiner, “a case of undue 
prejudice is not made.” 

The examiner said that prior to the extension of the line 
to Lynch, the Benham rates had been extended to Lynch from 
points from which the complainant had occasion to ship, except 
those involved in this case. But, he said, the tariff carrying the 
rates to Benham from the Pittsburgh district via the routes 
specified in the complaint, was not amended until August 1, 1919. 
He said the complainant relied entirely upon the Benham rates 
from the Pittsburgh district as proof of the unreasonableness 
of the higher rates to Lynch. He said that generally the rates 
to Benham, from Pittsburgh, were on the Winchester com- 


bination, instead of the higher Ohio river combination because 


of the observance of the fourth section by the Chesapeake & 
Ohio. The carriers contended the rates to Benham were and 
are below the general level owing to that observance of the 
fourth section, the observance being forced by the desire of the 
Chesapeake & Ohio to meet the competition of the direct lines 
to Louisville. On account of that competition, the rates to Win- 
chester were not increased under the Fifteen Per Cent case, 
they said. 

Hunter said the complainant did not introduce any testimony 
as to the rate charged on any shipment nor the corresponding 
Its plan, he said, was apparently to obtain 
a finding that whatever the rates to the two points might have 
been, if the rate to Lynch was higher it was unreasonable to 
the extent it exceeded the Benham rate, and then, under 
Rule V of the Rules of. Practice to establish what the rates 


‘Teally were. 


The Director-General, Hunter said, showed that the rate on 
cement to Lynch yielded 8.6 mills per ton-mile. That rate was 
2.5 cents higher than the one to Benham, after February 15, 
1919. Between June 25, 1918, and that date the difference for 
the additional haul was 4.5 cents, the Benham rate being a joint 
one and the Lynch rate a combination on Cincinnati. 


SHIPPER STANDS STRIKE LOSS 


Dismissal of No. 13120, National League of Commission Mer- 
chants of the United States vs. Pennsylvania et al. and nine 
sub-numbers thereof has been recommended by Examiner John 
A. McQuillan on a finding that the drayage charges incurred 
by the complainants, during the strikes in and around New York 
harbor in the spring and early summer of 1920, because of the 
lability of the carriers to make delivery at billed destinations, 
Were not the result of any violation of the interstate commerce 
law, Approval of the report will mean that the shippers and con- 
signees of fruits and vegetables will have to bear the expense of 
Making their own deliveries. If they passed on the cost to the 
Consumers of the fruits and vegetables the strikes will not have 
cost them anything. 
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This report also embraces No. 13120 (Sub-No. 1), American 
Fruit Growers, Inc., New York Division v. Pennsylvania Railroad 
Company; No. 13120 (Sub-No. 2), Charles A. Houck v. Penn- 
sylvania Railroad Company; No. 13120 (Sub-No. 3), J. & G. Lipp- 
man, Inc., v. Pennsylvania Railroad Company; No. 13120 (Sub-No. 
4), M. H. Hellman v. Pennsylvania Railroad Company; No. 
13120 (Sub-No. 5), I. Lowenthal ‘v. Pennsylvania Railroad Com- 
pany; No. 13120 (Sub-No. 6),J. Pratt Carroll, Inc., v. Pennsylvania 
Railroad Company; No. 13120 (Sub-No. 7), American Fruit Grow- 
ers, Inc., New York, v. Pennsylvania Railroad Company; No. 
13120 (Sub-No. 8), Same v. Pennsylvania Railroad Company; No. 
13120 (Sub-No. 9), Same v. Pennsylvania Railroad Company; No. 
13384, Florida Citrus Exchange, et al., v. Pennsylvania Railroad 
Company, et al. 

Two hearings were held on the cases. The allegations, the 
examiner said, varied, as did also the contentions as to which 
parts of the law were violated. In substance, however, he said, 
the complainants and the one intervener alleged that, due to 
the failure of the defendants to make deliveries at billed destina- 
tions in New York, of shipments of many carloads of fruits and 
vegetables in March, April, May, June and July, 1920, they were 
compelled to transport the shipments by dray to the billed destin- 
ations, resulting in damages in the amount of the drayage 
charges, in violation of the first three, the sixth and fifteenth sec- 
tions of the interstate commerce law. 

The defendants objected to consideration of allegations 
claiming violations of the second, sixth and fifteenth sections as 
to shipments that moved more than two years prior to the filing 
of the complaints. 

In view of the conclusion proposed, McQuillan said, further 
consideration of the question of limitation was unnecessary. 
That conclusion was that no violations of the interstate com- 
merce law had been committed, although there was no dispute 
about the inability of the carriers, principally the Pennsylvania, 
to make deliveries which required the use of any of the marine 
facilities or the yard facilities directly connecting with the marine 
equipment. As handled by McQuillan the case was one of 
law and law only. 

The failure of the carriers to transport and deliver in the 
ordinary and usual manner, McQuillan said, was due to the 
existence of strikes or walk-outs among the marine and terminal 
employees serving New York harbor. The first, he said, was 
called April 1, 1920, by the marine workers. They stopped all 
transfers across the Hudson for six days. 


“On April 8, when the situation resulting from the marine 
workers’ walk-out commenced to show some signs of improve- 
ment,” said McQuillan, “the terminal workers also went on 
strike. As a result of these two strikes practically all move- 
ment into and between points in the terminals on both sides of 
the Hudson river was discontinued and it became necessary for 
the carriers to halt their trains at outlying points as near destina- 
tion as they could be hauled by the road crews, and place cars 
in yards, on private and industrial sidings and various other 
unusual places. -- 

“On account of the perishable character of this particular 
traffic, and because of the threatened food shortage, both carriers 
and consignees, promptly realized that extraordinary measures 
would have to be and should be resorted to in order to get these 
food supplies into New York.” 


The carriers and consignees agreed upon a plan whereby 
an official of the Pennsylvania, in charge of train service, notified 
delegates “purporting to represent the fruit and produce trade 


- of New York, of the location or intended location of cars con- 


taining fruit and vegetables. The consignee then had the cars 
unloaded at whatever point they might be, and then had the 
traffic trucked or drayed to destination at their own expense. 
This procedure was continued throughout the entire period in 
question. The evidence does not indicate whether or not the 
other defendant carriers and consignees’. representatives met in 
a similar conference, but it appears that the situation was han- 
dled by these other lines in substantially the same manner as 
detailed.” 


“Both strikes,” continued McQuillan, “were called without 
notice and were intended chiefly as a protest against a pros- 
pective decision of the Railway Labor Board. It does not appear 
that either of them could reasonably have been averted by the 
carriers. Immediately following the first strike and during all 
the period in question, defendants continuously made every 
reasonable effort to restore a normal condition of affairs, train- 
ing new and unskilled men, as well as sending agents to distant 
states to procure skilled workers. The terminal and 
yard situation. was not in a normal state until October, 1920. 
Some cars during this period were delivered at New York in the 
ordinary and proper manner by defendants. The evidence, how- 
ever, does not warrant the conclusion that defendants at any 
time during this period could have made more completed deliv- 
eries than were actually made by them.” 


The Pennsylvania, according to McQuillan, laid an embargo 
against all freight on April 3, but three days later, on account of 
the improvement in the situation, it was modified so as to exempt 
live stock and perishables for Jersey City. April 12 it was re- 
placed on account of the second strike. Five days later the 
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embargo was lifted subject to endorsement on bills of lading of 

the words, “Subject to delay account of labor trouble, delivery 

to be taken at the nearest available point provided car cannot 

be moved to destination.” In June that endorsement was 

changed to read “Abnormal conditions prevail on the lines of 

= which will handle this shipment, and it is subject to 
elay.” 

Some of the bills were not endorsed in that way, but that 
failure was due to the disregard of the Pennsylvania’s instruc- 
tions, by the originating lines, the examiner said. 

“The Pennsylvania’s reason in not enforcing a stricter and 
more absolute embargo against these shipments,” said the ex- 
aminer, “was New York City’s urgent need for food supplies 
and a desire to prevent serious loss to southern truck growers. 
It also appears that the consignees were opposed to embargoes 
during this period and desired that the traffic be kept moving. 
>» . . Defendants contend that since they were willing to forego 
their right to protect themselves in this situation by a strict 
embargo, they should not now be compelled to pay damages to 
parties who in part were responsible for their failure to act.” 

On behalf of the complainants, the examiner said, it was 
stated that in taking delivery in the manner stated, and in co- 
operating as they did with the carriers, they were proceeding on 
the theory that they would be compensated by the carriers for 
the cartage charges they expended. 

“Regardless of what the assumption of complainants may 
have been in this connection, the evidence does not establish any 
promise on the part of the carriers to reimburse, and any rea- 
soning based on this hypothesis is unwarranted,” said McQuillan. 

“Complainants state that they were in effect compelled by 
the defendants to take delivery in this irregular manner,” said 
McQuillan. “In the sense that delivery had to be taken in this 
manner or not at all, complainants were compelled to act, but 
an inference that the carriers willingly sought to relive them: 
selves of their duty to complete delivery is entirely unwar- 
ranted. Both carriers and consignees in co-operating as they did 
in this emergency were benefited: the carriers, in having their 
equipment released, and the consignees in getting control of 
their traffic so as to realize some profit or stop loss thereon. In 
this connection it is proper to bear in mind that there is much 
authority for the proposition that a bill of lading provision 
relieving carriers from damages incurred by owners of property 
because of the delay of shipments due to strikes not the result 
of negligence on the part of the carriers is valid and will be en- 
forced. Warren vs. Portland Terminal Co., 116 Atlantic (Maine) 
411; American Fruit Distributors vs. Hines, 203 Pacific (Calif.) 
821; Carr vs. Long Island, 169 N. Y. Supp. 569. Some suggestion 
was made that the bills of lading issued on the shipments in 
question contained such provisions. But, even if it were estab- 
lished as a fact that they did, it would be immaterial in so far as 
the Commission’s jurisdiction is concerned.” 

Another theory advanced by the complainants, the examiner 
said, appeared to be that the defendants’ withholding of a part 
of the service that complainants were entitled to receive under 
the published tariffs, subjected complainants to the payment of 
unreasonable aggregate transportation charges, and that they 
were thus damaged. 

McQuillan said it was true the carriers did not perform all 
the service they promised to perform. but that if was equally 
true that their failure to complete this service had not been 
shown to have been because of any unreasonable conduct or prac- 
tices on their part. 

“On the contrary it appears that defendants made every rea- 
sonable effort to complete delivery,” said McQuillan, “and their 
inability to do so was due to circumstances beyond their control. 
This latter fact being true and defendants not having collected 
any .unreasonable charges for the services actually rendered, 
although they were less than would ordinarily be accorded, 
there are no grounds upon which to base a section { finding.” 

That conclusion, that there was no ground for a section 1 
finding, was based upon the fact that the rates to New York and 

the Jersey shore points were blanketed and there had been no 
effort to show that the rates were unreasonable. 

As to the allegations about violation of other sections of the 
law, McQuillan said, there was no ground for a finding that any 
part of the law had been violated. 


OHIO COAL TO INDIANA 


In a proposed report on No. 13841, Indiana State Chamber 
of Commerce vs. Baltimore & Ohio et al., Examiner P. F. Gault 
said the Commission should find the rates on coal from the Ohio 
groups and from the Inner Crescent to points in northern Indi- 
ana were and are not unreasonable but unduly prejudicial against 
the Indiana points and unduly preferential to Detroit to the 
extent that the rates to the Indiana points exceed those to 
Toledo, O., by the following, in cents per net ton: To Fort 
Wayne, 30 cents; Elkhart, 55 cents; South Bend and LaFayette, 
60 cents; Peru, 35 cents, and Muncie, 28 cents. The findings, 
he said, included those points which under destination groupings 
now took the same rates as to the particular points against 
which undue prejudice had been found to exist. He said the 
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defendants, in adjusting their rates, should make corresponding 
adjustments in rates to the related points and should remove 


_the undue prejudice by reducing the rates to the points against 


which the undue prejudice had been found and to the points 
related thereto. He said the record did not show the rates 
under attack to be or to have been violative of section 2 of the 
interstate commerce law. 

The adjustment under attack resulted, the examiner said, 
from the Commission’s order in Bituminous Coal to C. F. A 
Territory, 46 I. C. C. 66. The destinations, the examiner said, 
were not grouped in the tariffs, but the rates were in like 
amounts. Therefore, he said, the destinations were regarded as 
having been grouped. 

Relief from a “hump” in the rates was sought. The com- 
plainants, he said, were primarily interested in rates from the 
Inner Crescent and that apparently the rates from the Ohio 
fields were brought in because they were regarded as the founda- 
tion of the entire rate structure. The defendants disclaimed 
any responsibility for the so-called humping of the rates in 
northern Indiana. They pointed out that the adjustments made 
since the case that was controlling in the situation were made 
by authority of the Commission or the Director-General. 

The examiner said that it was evident that the complainant 
sought the destruction of much that had been done in what he 
called the C. F. A. case, which, it is believed, is better known 
among shippers as I. and S. No. 774. He said the report in that 
case showed the circumstances and conditions which caused 
the Commission to draw the line (Sandusky-Galion line) be- 
tween affected and non-affected territory, the Indiana points in 
question being in the non-affected territory. He said the pres- 
ent record had not established that the circumstances and 
conditions no longer existed. He said the adjustment as be- 
tween affected and non-affected territory was complicated and 
delicate, involving a wide region and many important and com- 
peting communities. The record, he said, did not disclose con- 
vincing reasons for disrupting it for the benefit of the points 
involved in what he called a comparatively limited area. 

The disruption idea was based on the proposal of the com- 
plainant of a readjustment proposing rates from the Ohio group 
that would be from 7 to 22 cents lower than at present and 
from the Inner Crescent, from 21 to 32 cents lower. Instead 
the examiner recommended an adjustment in relation to the 
rates to Toledo because, as he viewed the record, it disclosed 
an undue preference for Detroit and points north of the Indi- 
ana communities that had caused the complaint to be filed. 


SPECIAL IRON REVISION 


A finding of unreasonableness and undue prejudice and an 
award.of reparation, together with an order for the future, have 
been recommended by Examiner J. P. McGrath, in a report on No. 
13848, Traffic Bureau of Knoxville vs. Southern Railway et al., as 
to rates on iron and steel articles rated “special iron’ in South- 
ern Classification, from Cincinnati, Ironton and Pittsburgh and 
points taking the same rates, on nails, in carloads from Ironton, 
and points taking the same rates, to Knoxville; and on iron and 
steel articles as described in the report, from Buffalo and Pitts- 
burg and points taking the same rates, to Chattanooga. Adop- 
tion of the report, which recommends the ordering of specific 
rates for the future, will require a considerable revision of the 
rates in question. The report also covers No. 14015, Chattanooga 
Manufacturers’ Association vs. Louisville & Nashville et al., and 
parts of fourth section applications Nos. 458, 1548, 1952, 2061 and 
3965, as well as the complaint that gives the case its title. 

’ The leading complaint covered not-only the articles carried 
in the “special iron” list but also tin and terne plate from Pitts 
burgh and Cincinnati and grouped points, and nails, in carloads, 
from Ironton and grouped points, to Knoxville, the allegation 
being that the rates on the commodities mentioned were un 
reasonable and unduly prejudicial to Knoxville and unduly 
preferential of Chattanooga, Nashville, Memphis, Bristol, Ashe 
ville, Charleston and Spartanburg, and in violation of the long- 
and-short-haul part of the fourth section. 

The Chattanooga complaint made similar allegations, as to 
rates since April 1, 1922, on the “special iron” list, and on boiler 
tubes, structural iron and steel, bar iron and steel, pipe, iron 
and steel plates (16 gauge and heavier) and iron and steel rivets, 
in carloads, from Buffalo and Pittsburgh and points grouped 
therewith, the preference alleged being for Memphis, Helena, 
Greenville, Vicksburg, Natchez, Mobile, and New Orleans. 

After reciting the history of the rates, the territory involved 
and other matters of that kind, the examiner said the Commis 
sion should make findings as follows: 

That the rate on special iron and steel articles from Cit 
cinnati and group points to Knoxville was unreasonable and ul- 
duly prejudicial to the extent it exceeded 24 cents prior to 
August 26, 1920, 30 cents between August 26, 1920, and June 
30, 1922, and that from that date and for the future it has beet 
and will be unreasonable to the extent it exceeded or may & 
ceed 27 cents; that the rate on tin and terne plate should have 
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peen 25.5-cents prior to August 26, 1920, 32 cents between that 
date and June 30, 1922, and for the present and future 29 cents; 
that the rates on iron and steel articles, in the special iron list, 
and on nails from Ironton and group to Knoxville were likewise 
unreasonable and unduly prejudicial to the extent they exceeded 
96.5 cents prior to August 26, 1920, and 32 cents since that time 
and for the futue; that the rate on special iron and steel articles 
and tin and terne plate from Pittsburgh and group to Knoxville, 
was, is and will be unreasonable and unduly prejudicial to the 
extent that it exceeded, exceeds or may exceed the rate to Nash- 
ville; that the rates on special iron and steel articles, including 
poiler tubes, structural iron and steel, bar iron, bar steel, wrought 
iron and steel pipe, iron and steel plates (16 gauge and heavier), 
and iron and steel rivets from Buffalo and group to Chattanooga 
were unreasonable and unduly prejudicial to the extent they ex- 
ceeded 57.5 cents prior to July 1, 1922, and that from that date 
and for the future they have been and will be unreasonable to 
the extent they exceeded or may exceed 52 cents; and that the 
rates assailed on like traffic from Pittsburgh to Chattanooga 
were unreasonable to the extent they exceeded, prior to July 1, 
1922, 55.5 cents, and that from that date and for the future they 
have been and will be unreasonable to the extent they exceeded 
or may exceed 50 cents. 

That the rates from Pittsburgh and group to Knoxville, and 
from Buffalo and Pittsburgh and groups, to Chattanooga, were, 
are, and for the future will be unduly prejudicial to Knoxville 
and Chattanooga and unduly preferential of Memphis to the ex- 
tent they exceeded, exceed or may exceed rates which bear the 
same percentage relationship to the rates on the same com- 
modities from the points of origin, to Memphis, as the first class 
rates from such points to Knoxville and Chattanooga, respec- 
tively, bear to the first class rates to Memphis. 

As to reparation, the examiner said Sanford-Day Iron Works, 
Cc. M. McClung & Company, Knoxville Tinware Manufacturing Co, 
and House-Hasson Hardware Co., members of the Knoxville com- 
plainant, were entitled to reparation on shipments other than 
shipments bought f. o. b. Knoxville. He said there was insufficient 
proof of damage due to the undue prejudice. The Chattanooga 
complainants asked for time in which to make proof of shipments. 

As to the fourth section feature of the complaints the ex- 
aminer said the departures were authorized by outstanding fourth 
section orders, except as to Nashville. The defendants said they 
proposed in their contemplated readjustment of rates to and 
from the southeast to comply with the provisions of the fourth 
section. They asked for the continuance of the fourth section 
until they have had time to complete the readjustment. 

The examiner said that in view of the disposition proposed 
to be made of the case, the fourth section departures would be 


eliminated. He said the fourth section orders should be modified 
to the extent they were involved. 


GASOLINE TO UTAH 


In a report on further hearing on No. 10856, Utah State Auto- 
mobile Association vs. Atchison, Topeka & Santa Fe, Director- 
General, et al., the orginal report in which was made in 66 I. C. 
C., 8, Examiner Howard Hosmer recommended that the Com- 
mission find unreasonable the present rate of 113.5 cents on gaso- 
line from the mid-continent field to Salt Lake City to the extent 
that it exceeds 95 cents. Had the rate prescribed in the prior 
order been made effective the present rate would be 90 cents. 

The case, after the first decision was made, was re-opened 
on the petition of the railroads. They averred the reduction 
would cause a serious loss of revenue and bring about an unrea- 
sonably low rate. The complainant did not oppose the re- 
opening. It declared the reduction ordered by the Commission 
would not afford substantial relief. 


Attack was made in.the original complaint against the rates 
from points in Colorado, Wyoming and California to Salt Lake 
City, Ogden and Provo,.as well as from the mid-continent field. 

In this report Hosmer said conditions not connected with the 
rates would make the movement of gasoline to Utah improbable 
from other points of origin mentioned in the complaint, and 
that therefore the rates from them should not be condemned on 


this record. He said the rate of 95 cents should be ordered for 
the future. 


RATES ON GAS MASKS 


An award of reparation in part has been recommended by 
Examiner I, L. Koch ina tentative report on No. 12292, Carnie- 
Goudie Manufacturing Company vs. Director-General, as agent, 
on a finding that the rate charged on gas masks, from Norfolk, 
Va., to Kansas City, Mo., was unreasonable to the extent that 
it exceeded the combination first class rate of $1.925. The 
shipments moved February 28, 1920, and the Director-General 
asked for dismissal on the ground that only part of the move- 
ment took place during federal control and that the freight 
charges were collected and retained by the participating car- 
riers, and that under his arrangement with them he would not 
receive any of the revenue for the movement. The examiner 
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said that state of affairs could have no bearing on the com- 
plainant’s right to recover. He said, however, that the Director- 
General did not participate in the movement under the pro- 
portional rate beyond East St. Louis and that therefore repara- 
tion under the proportional rate applied for the movement 


beyond East St. Louis could not be awarded against the Director- 
General. 


BOILER PRESERVATIVES 

Examiner C. I. Kephart and F. N. Oliver, in a report on No. 
14136, The Garratt-Callahan Company vs. Atlantic Coast Line 
et al., have recommended the condemnation of the fourth class 
rating on boiler preservative compounds and boiler metal treat- 
ments or scale removing compounds, carloads, in Official Classi- 
fication territory as unreasonable, but not unjustly discrimina- 
tory or unduly prejudicial. They said the Commission should 
prescribe fifth class, minimum 36,000 pounds. They said fifth 
was recommended by the Commission in Consolidated Classifi- 
cation Case, 54 I. C. C. 1 for boiler cleansing compounds and 
that no doubt existed on this record that the preservative com- 
pounds should take the same rating. The Commission, in that 
case, they pointed out, recommended the continuance of the pres- 


ent ratings, so the proposed finding in this case would result in 
uniformity of ratings. 


FIRE BRICK RATES APPLICABLE 


Examiner T. John Butler, in a report on No. 14263, Jointless 
Fire Brick Co. vs. Chicago, Indianapolis & Louisville et al., said 
the Commission should find the fire brick rates were applicable 
on three carloads of a putty-like commodity composed of ground 
refuse fire brick, fire clay and water, shipped from Chicago 
to Fort Payne and Birmingham, Ala., in September and October, 
1920. The carriers exacted the rates applicable on bonding 
mortar. Two shipments were billed by the complainant as 
bonding mortar at the suggestion of the carrier. The other 
the complainant billed as fire clay. The billing was changed 
by the carriers to bonding mortar. 

Wagner said that at the time the stuff moved the applicable 
tariff south of the Ohio carried an item providing for the 
assessment of fire brick rates to “fire clay, crude, or ground, 
mixed, C. L., minimum weight 40,000 pounds.” Since the ship- 
ments moved the fire brick rates have been made applicable 
to the mixture, so no order for the future is needed. Wagner 
said the reparation, for the ‘overcharges, amounted to $918.41. 


REPARATION ON WOOD FLOUR 


Examiner Warren H. Wagner, in a tentative report on No. 
13978, E. I. Du Pont De Nemours & Company vs. Director-General, 
as agent, has recommended an award of reparation on a finding 
that the class C rate of $1.04 on “dry ground wood pulp” from 
Hercules, Cal., to Louviers, Colo., was unreasonable to the ex- 
tent that it exceeded 62.5 cents, the basis of reparation sought 
by the complainant. The examiner said the commodity shipped, 
was wood flour, not wood pulp as that term was now used. There 
was a rate of 62.5 cents in effect on wood pulp and at the re- 
quest of the complainant that rate was made applicable to both 
wood pulp and wood flour December 31, 1919. The shipments 
moved between July, 1918, and December, 1919. 


POLE RATES REASONABLE 


Dismissal of the complaint in No. 13646, Walter A. Zelnicker 
Supply Company vs. Director-General, as agent, Southern et al., 
has been recommended by Examiner John B. Keeler on a pro- 
posed finding that charges applicable on a shipment of poles from 
Abita Springs, La., to Rome, Ga., were not unreasonable. The 
defendants admitted an overcharge of $23.37, which the examiner 
said should be refunded. 


REPARATION ON PULPWOOD 


An award of reparation has been recommended by Examiner 
Warren H. Wagner in a tentative report on No. 14529, Interna- 
tional Paper Company vs. Maine Central et al., on a finding that 
a sixth-class rate of 16.5 cents charged on 151 carloads of pulp- 
wood from Kennebago, Me., to Berlin, N. H., was unreasonable to 


the extent that it exceeded 11 cents. The shipments moved in 
June and July, 1920. 


JONESBORO PREJUDICED 


A finding of undue prejudice against Jonesboro and an un- 
due preference for Memphis has been proposed by Examiner 
John T. Money, in a report on No. 13941, Jonesboro Freight 
Bureau vs. Houston, East & West Texas et al., as to rates on 
packing house products, lard and lard substitutes, in carloads, 
from Houston, Tex., to Jonesboro, Ark. 

Money said that jobbers could buy the commodities in ques- 
tion at Houston and job them to points near Jonesboro at a 
total transportation cost less than would have to be paid by 
Jonesboro jobbers. He said the outbound rates from both Jones- 
oro and Memphis were on the same basis, the one prescribed 
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in Memphis Southwestern Investigation, 55 I. C. C. 515, as 
affected by the subsequent increases and decreases. He said 
that Jonesboro and Memphis were the same distance from 
Houston and that rates to Memphis were in violation of the 
fourth section, unauthorized by the Commission or protected by 
an application on file. He said the Commission should order 
the carriers to remove the undue prejudice. 


REPARATION ORDERS 


In a report on further hearing in No. 12033, Louisa Schaeffer 
et al. vs. Lehigh Valley, Attorney-Examiner W. B. Hunter said 
the Commission should order reparation in the amount of 
$2,009, with interest, on account of illegal and unreasonable de- 
murrage. The report making that finding was made in 66 I. C. 
C. 549. The Lehigh Valley said it could certify as to $1,033, 
but that it was unable to certify as to the remainder of the 
sum claimed, but that if the testimony of the complainants 
as to the time the reconsignment orders were given was ac- 
curate, the sum claimed was due. On that showing Hunter 


said the Commission should order reparation for the amount 
claimed. 


BIRD GRAVEL RATING 


Examiner Frank M. Weaver, in a report on No. 14520, Vin- 
cent Sanford vs. Pennsylvania, said the Commission should find 
the third class any-quantity rating and rate applicable in con- 
nection with one carload of bird gravel, in cartons, cased, from 
Jersey City to Toledo, unreasonable to the extent it exceeded, 
exceeds or may exceed the fifth class rating on bird gravel, in 
bulk, in bags. The shipment in question moved in April, 1922. 
It weighed 40,000 pounds. Prior to the movement, an agent 
of the carrier advised the complainant that fifth class would 
be applicable and fifth class was collected. Later the com- 
plainant was compelled to pay third class, although in the 
classification rule covering shipments in unauthorized contain- 
ers, the implication, the examiner said, was that the carriers 
considered boxes safer containers than bags. The examiner 
said the unusual or sporadic nature of this shipment could not 
be accepted as justifying the application of third class rating 
on a commodity that usually moved in bags in carload quantities. 


RATE ON BUILDING TILE 


A finding that a combination commodity rate of 35 cents on 
hollow building tile from Sunset, Cal., to Yuma, Ariz., was un- 
reasonable to the extent that it exceeded 24.5 cents, has been 
proposed by Examiner J. T. Money in a tentative report on No. 
14405, Southwest Cotton Company vs. Southern Pacific et al. 
He recommended an award of reparation to the basis of the 
rate of 24.5 cents. A rate of 24.5 cents was in effect from El 
Paso, Tex., to Yuma, Ariz. The distance from Sunset to Yuma 
is 266 miles, while from El] Paso to Yuma it is 563 miles. A rate 
of 21.5 cents was established from Sunset to Yuma on Novem- 
ber 8, 1922. 


RATES ON DREDGING MACHINE 


An award of reparation has been recommended by Examiner 
I, L. Koch in a tentative report on No. 13727, Fidelity Lumber 
Company vs. Louisiana & Pacific Railway Company, Director- 
General, as agent, on a proposed finding that the rate on one 
dredging machine from Longville, La., to Doucette, Tex., was un- 
reasonable because in excess of the aggregate of intermediate 
rates. Charges were collected at the through Class A rate of 
80 cents. The examiner said this was unreasonable to the extent 
that it exceeded 59.5 cents. 


COMMISSION ORDERS 


The Nebraska Cement Company has been permitted to in- 
tervene in No. 14801, Missouri Portland Cement Company vs. 
A. T. & S. F. Ry. et al. 

The Commission, on receipt of advice that the respective 
complaints have been satisfied, has dismissed the proceedings in 
the following: No. 13777, the R. W. Walker Lumber Co. vs. 
C. & W. C. Ry. et al.; No. 13777, Sub-No. 1, Same vs. A. C. L. 
et al., and No. 14693, Salt Lake & Utah Railroad Co. vs. Utah 
Railway Co. et al. 

On the respective complainants’ requests that their com- 
plaints be dismissed, the Commission has dismissed the follow- 
ing cases: No. 12548, Beaumont Chamber of Commerce vs. 
Director-General, K. C. S. et al.; No. 12728, the Procter & Gamble 
Co. vs. Director-General; No. 12874, Northwesterh Redwood 
Co. vs. Director-General; No. 13331, Anderson Bros. Co. et al. 
vs. Arkansas Central R. R. et al.; No. 14350, Stacey Fruit Co. 
vs. C. M. & St. P. Ry. et al.; No. 14458, the Long Oil Co. vs. 
Director-General; No. 14488, Traffic Bureau, Davenport, C. of C. 
vs. Director-General; No. 14497, Muscatine Shippers’ Assn. et 
al. vs. C. M. & St. P. Ry. et al.; No. 14577, Farmers’ Elevator 
Co. vs. C. St. P. M. & O. Ry. et al.; No. 14577, Sub-No. 1, Ferney 
Farmers’ Elevator Co. vs. C. M. & St. P. et al.; No. 14577, Sub- 
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No. 2, Farmers’ Elevator Co. vs. C. M. & St. P. et al.; No. 14753, 
Adkins-Polk Co. et al. vs. Morgan’s L. & T. R. R. & S.S. Co, 
et al.; and No. 14758, E. I. Du Pont De Nemours & Co. vs. Di- 
rector-General. 

The California Redwood Association has been permitted to 
intervene in No. 14690, Alderview Manufacturing Company et 
al. vs. Abilene & Southern Ry. et al. 

The National Coal Association has been authorized to inter. 
vene.in No. 13568, Western Petroleum Refiners’ Association ys, 
Mo. Pac. R. R. et al, 


RATES ON BITTERWOOD 


Import rates on bitterwood logs shipped from New York 
and Pennsylvania ports to South Elgin, Ill., in 1918 and 1919, 
formed the basis of a request for reparations in Docket 14656, 
Murray and Mickell Manufacturing Company vs. Director-Gen- 
eral, heard before Examiner Carter in Chicago, May 8. The 
complainant, through the testimony of Raymond H. Meddaugh, 
sought to show that the rate on 18 carloads of bitterwood logs, 
shipped in 1918 and 1919, of 48 cents per cwt., was unjust and 
that the commodity rate in effect before the 25 per cent raise 
was 29.9 cents and should have been 32 cents after the raise, 
The regular fifth class rate of 48 cents was changed, however, 
and a lower commodity rate was in effect subsequent to the 
time of the shipments. 

Rates from the Gulf ports, it was shown, in the period in 
question had been from 29.5 to 32 cents. It was also shown that 
a lower rate was in effect on mahogany logs moving over a 
similar route and that the value of the bitterwood logs was 
only about one-tenth of the value of mahogany. The logs, it 
was testified, were for use in the manufacture of pulverized 
wood which was used as a tonic in certain animal foods. 

The Director-General offered testimony by T. D. Geoghegan, 
that the complainant seemed to be the only person using this 
commodity in the middle west and that the movement of bitter- 
wood logs was comparatively small, being less than one percent 
of the tonnage of imported logs. 

He sought to establish that there was little similarity in 
the value or use of mahogany and bitterwood which, it was 
said, was more analagous to woods used for dyes, etc. Owing to 
the small volume they were not specifically rated in the Official 
Classification, but had been under fifth class as ordinary logs 
after the cancellation of import rates following General Order 
No. 28. Import rates from Gulf ports, it was said, had not been 
canceled in the immediate period following General Order No. 
28, pending adjustments with other rates. The fact that the 
railroads were being operated at a loss in other periods and 
that the increases were made for additional revenues should 
leave on the complainant as much of the burden of bearing 
increases and the removal of import rates as on other ship- 
pers, it was argued. 


CLAIM FOR REPARATION. 


Combination rates on second-hand steel rails and angle 
bars from Marengo, Ill. to St. Louis and Key West for exports to 
Cuba, in December, 1918, were the basis of a claim for repara- 
tion in Docket No. 14566, heard before Examiner Carter at 
Chicago, May 8. Testimony of the complainants’ traffic manager, 
A. L. Drehr, was to the effect that a rate of $8.94 had been 
paid from Marengo to Key West while shipments had moved at 
the same time from Sycamore and Geona, adjacent points, at 
$7.10. The lower rate from Marengo had been omitted by 4 
mistake on the part of the C. & N. W., it was alleged. On other 
rates, it was shown, Marengo operated on the same basis as 
the other points in the group. Shipments of rails had been made 
from several of these points under the lower rates. The material 
was part of the defunct Woodstock and Sycamore Interurban 
Railway, being shipped to Cuba for use'on sugar plantations. 

T. D. Geoghegan, traffic assistant for the Railroad Administra- 
tion, said such shipments were sporadic and should move under 
the lowest available combination, as these shipments had. 
Export rates, it was said, had never been published from 
Marengo on this commodity up to the time in question, and the 
fact that later rates might have been published should have no 

- bearing. A comparison of the car mile earnings was given to 
show that the rails had moved under a low rate over the 1,700 
mile haul to Key West, in comparison with the rates in effect to 
North Atlantic ports. 


C. OF N. J. BONDS 

The Central Railroad Company of New Jersey has applied 
to the Commission for an order authorizing the issue of $3,750, 
000 of 5 per cent equipment bonds under an equipment lease 
dated March 15, 1923, with the Hudson Trust Company of New 
Jersey. The company proposes to acquire forty-six locomotives, 
one hundred steel passenger coaches, five steel passenger and 
baggage cars, ten steel baggage cars and three steel mail and 
baggage cars at a cost of $4,684,561.35. It proposes to sell the 
securities at 96 or better. 
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DANIELS RESIGNS 


The Trafic World Washington Bureau 


Commissioner Daniels has resigned, effective July 1, to be- 
come Strathcona professor of transportation at Yale. President 
Harding has been in possession of the resignation for some time 
and has been looking about for his successor. The professorship 
is being established under the endowment fund given the uni- 
yersity by Lord Strathcona, the Canadian railroad man. 

The resignation of Commissioner Daniels placed before 
President Harding, six months before the time he would have 
had to consider it under normal conditions, the question of 
a successor for the Democratic member from New Jersey. 
Mr. Daniels’s term would have expired the last day of this year. 

Announcement of the retirement of Mr. Daniels from the 
Commission nearly two months before its effective date, but 
long after Mr. Daniels told President Harding about his inten- 
tion to resign, resulted from the anxiety of President Angell, of 
Yale, to perfect arrangements for the next scholastic year. 
President Harding, it is understood, desired time in which 
to look around before the retirement should become generally 
known, so as to be as free as possible of pressure in behalf 
of particular candidates. 

Retirement of Mr. Daniels opens the way for senators from 
southern states to renew their fight for the appointment of a 
southern man which they gave up, at the time of the appoint- 
ment of Commissioners Cox and Campbell and the reappoint- 
ment of Commissioner Potter, because they believed they had 
made it clear that they expected, when the next vacancy should 
occur, other than that of men entitled to reappointment (as 
were Commissioners McChord and Eastman), the appointment 
of a southern man. It is incumbent on the President, in this 
instance, to appoint a man who calls himself something other 
than a Republican. He need not necessarily be a Democrat, al- 
though the southern senators have never thought of any one 
other than a southern Democrat. 

The South has more avowed candidates for places on the 
Commission than any other part of the country. One of the 
points made by the southern senators was that there was no 
man on the bench of the Commission from the heart of the 
South, because Commissioner McChord was from that part of 
Kentucky that bordered on Official Classification territory, if it 
was not actually, for rate-making purposes, in that grand divi- 
sion. The list embraces many of the best-known traffic men 
in that section of the country and some having more political 
than traffic weight, which is not despised by the senators sup- 
porting such men. Their political weight, however, cannot be 
expected to be a factor with President Harding calling for 
favorable consideration by him, because even the most opti- 
mistic Harding man hardly expects Harding to carry any state 
in the South under normal conditions. 


Acceptance of the professorship by Mr. Daniels restores 
him to the kind of work he was doing before Woodrow Wilson, 
as governor of New Jersey, in 1911, took him away from his 
professorship of political economy in Princeton to make him 
a member of the Board of Public Utility Commissioners of New 
Jersey. Yale has been establishing a department dealing with 
transportation since the receipt of the Strathcona endowment. 
Thus far it has established two chairs dealing with the me- 
chanical engineering on a railroad and the construction of 
railroads. When Mr. Daniels becomes professor of transporta- 
tion the university will have established a chair having to do 
with the public relationships of railroads. 

Mr. Daniels was appointed commissioner in January, 1914, 
to fill the term of Commissioner Marble, who died, which would 
have expired December 31, 1916. He was reappointed in 1916 
to serve until the end of 1923. 


CONSOLIDATION QUESTIONS 


The Trafic World Washington Bureau 


There is a hope among those in the Commission partic- 
ularly interested in the parts of the law which give the Com- 
mission jurisdiction over acts of common carriers looking to- 
ward consolidation, but less than acts of consolidation, that 
the court in Chicago will go to the merits of the suit begun 
by the Pennsylvania and other trunk lines to prevent the ac- 
quisition of the so-called packer or stock yards railroads by 
the New York Central. Although the Commission, in its inter- 
vention, asked for the dismissal of the bill, the hope is that 
the court will not dispose of the matter on such a technical 
ground. The motion to dismiss rests on the fact that the re- 
Port and order in the case is permissive and not mandatory. 
In other words, while it is not what has been called a negative 
order, it is of that nature, because it does not purport to re- 
quire the New York Central to acquire the roads so described. 

The Commission, in its intervention, was not content to ask 
for a dismissal. On the contrary, Chief Counsel Farrell an- 
Swered the bill admitting the formal allegations as to the cor- 
Dorations, the fact that the Commission had held a hearing and 
Made a report and order, but denying the allegations, which, 
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if proved, would tend to convince the court the order should 
not stand. * 

This hope for a consideration of the case on its merits is 
the result of a division of opinion among the men in the Com- 
mission as to the meaning of parts of the law, especially para- 
graph 2 of section 5 which says: 


Whenever the Commission is of opinion, after hearing, upon appli- 
vation of any carrier or carriers, that the acquisition, to the extent 
indicated by the Commission, by one of such carriers of the control 
of any such other carrier or carriers, either under a lease or by the 
purchase of stock or in any other manner not involving the con- 
solidation of such carriers into a single system for ownership and 
operation, will be in the public interest, the Commission shall have 
authority, by order, to approve and authorize such acquisition, under 
such rules and regulations and for such consideration and on such 
terms and conditions as shall be found by the Commission to be just 
and reasonable in the premises. 


One of the contentions of the Pennsylvania and other trunk 
lines is that the acquisition of the so-called stock yards rail- 
roads will be a consolidation in fact if not in name and that 
it is not in consonance with any plan of consolidation adopted 
by the Commission, because the consolidation plan put out for 
— of discussion does not dispose of the packer rail- 
roads. 

Another contention, not, however, made by the trunk lines, 
is that the paragraph in question does not require any railroad 
to apply to the Commission for permission to acquire the stock 
of another or to make a lease, except possibly if the acquiring 


railroad desires to issue securities in connection with that ac- 
quisition. 


The fact of the matter is there are so many disputes about 
the sections of the law relating to consolidations the issuance 
of securities, about leases, stock transfers and things like that 
that unless the courts make an affirmative construction of them 
the hoped for consolidation, by the voluntary acts of the car- 
riers, it is believed, cannot take place. Men with money to 
invest, it is pointed out, cannot be expected to risk their money 
in the purchase of stocks and other securities when there is a 
question about the validity of either a lease or a purchase be- 
cause application was not made to the Commission before the 
lease or purchase was made. 

The application of the Nickel Plate for permission to issue 


securities and to operate the consolidated system in interstate 
commerce, puts the question as to the meaning of the law be- 
fore the Commission. But putting it before the Commission, it is 
pointed out, does not mean a clear definition of the law so that 
there can be no doubt about the matter. In fact, decision of 
the Commission on that case, unless in favor of the Nickel 
Plate it is believed, will not advance the matter at all. In effect, 
the Nickel Plate claim is that inasmuch as Congress has not 
made provision for the consolidation of corporations, the power 
of the states has not been impaired in that particular and that 
therefore its consolidation is an accomplished fact with nothing 
for the Commission to act upon other than ihe question whether 
it will permit the new consolidated company te operate the rail- 
roads comprising: the one system, practically as they have been 
operated during the continuance of the legal fiction that there 
were four or five different artificial persons conducting those 
operations; and the question whether the new artificial person 
that has succeéded to the rights of the four or five former arti- 
ficial persons, may issue securities, dollar for dollar, for the 
securities of the old companies. 


So far as the man who desires to ship goods over the 
Nickel Plate is concerned, the only question, and of no practical 
value to him, is whether W. A. Colston, vice president of the 
Nickel Plate, may trade one lot of pieces of paper for another 
lot of pieces of paper, the total of the figures on the pieces 
of paper in each lot, prefixed by the dollar mark, being the 
same. 

A decision on the Nickel Plate might enable the Commis- 
sion to make its own views of the law clearer, but it would 
not enable the men whose money might be involved in a future 
transaction to know what the law on the subject might be; 
therefore, the hope that the Chicago court will not dismiss 
but will go into the stock yards railroad case on its merits and 
thereby give the higher courts something to work upon. 





Oregon on Consolidation 


What seems to be a considerable part, if not the whole view 
of Oregon on the consolidation of railroads, was put into the 
record in No. 12964, at the hearing at Portland, Oregon, by 
H. J. Ottenheimer, speaking for the Portland Chamber of Com- 
merce. J. N. Teal appeared as the counsel for the Chamber of 
Commerce and put forward Mr. Ottenheimer as the spokesman, 
at a hearing before Commissioner Hall and Examiners Healy 
and Hoy. In part, Mr. Ottenheimer said: 


In a hearing of this kind I think it but fair and right that the 
Commission should be apprised of all the facts, as well as of the 
attitude of the public so far as it can be, towards the various proposi- 
tions under consideration. For some reason or other the public in 
this section is not yet very much interested, much less aroused, over 
the question of the consolidation of the railroads and for that rea- 
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son it is my opinion that this fact makes for conservative action by 
the Commission. e 

Under the law there is no fixed or definite time under which the 
Commission is required to prepare and adopt a plan for the con- 
solidation of the railroads in a limited number of systems. It is our 
opinion that the preparation and adoption of a plan should not be 
hurried, but that ample time should be taken for its consideration 
and disposition. We believe that for the present, at least, the rail- 
road properties and systems in the Northwest as now related to each 
other should not be disturbed. There are several reasons for this. 
To a considerable extent the railroads now operating in the North- 
west are grouped and are in process of groupings along the lines 
where grouping is more or less natural. We do not believe in arti- 
ficial or forced consolidations because unquestionably the best re- 
sults will be obtained through voluntary consolidations along natural 
lines subject always to approval by the Commission after public 
hearings. We appreciate that the law cannot compel consolidations 
but any action taken, or recommendation made by the Commission, 
is bound to have far reaching consequences, It would, I think, be 
conceded that a voluntary consolidation which represents an orderly 
and natural development should tend to bring about better service, 
larger car supply, increased efficiency, and reduction in expense. We 
are not entirely convinced that the time has arrived as far as 
Oregon is concerned when it is wise or advisable to abandon the 
benefits that flow from competition in service and facilities through 
several agencies and exchange them for benefits that are more or 
less speculative. In the eastern states where railroad development 
has reached an advanced stage, condition are much different than in 
Oregon, where much new railroad construction is urgently neces- 
sary. Whenever these vast areas that are now without facilities 
are adequately supplied it will be time enough to consider consolida- 
tion. We fear that consolidation will have a tendency to retard and 
slow up new railroad construction in Oregon. 

We are not in favor of consolidations that will create new sys- 
tems that may prove unwieldy. We believe that systems may be so 
large that the responsible officials lose all personal contact with 
patrons and the interest of individual shippers is lost sight of. To 
a considerable extent that is the fact now and we believe that one 
of the chief causes of the lack of railroad development is due to 
absentee landlordism. It is true that organization may overcome or 
minimize the difficulty, but while organization may do much, there 
is enough uncertainty as to justify caution with respect to the size 
of the systems which may be approved. Our great fear is that con- 
solidation as proposed will tend to discourage railroad construction 
in Oregon, something it greatly’ needs, and 1 wish to emphasize the 
fact that I and others in this state are opposed to any consolidation 
of railroads or other action that will tend to retard railroad develop- 
ment and this fact must be kept in mind as modifying anything 
I may otherwise say. 

It is not my position that we oppose all railroad consolidations. 
On the contrary, we believe that consolidations on right lines as 
above indicated might prove beneficial. As I have heretofore stated 
it is my belief that consolidation should be voluntary but subject to 
the approval of the Commission on natural lines of development and 
not so large as to be unwieldy. 

If consolidations are to be had, it favors those along the lines of 
natural development and past growth. It favors as such a consolida- 
tion the grouping into one system of the Northern Paciiic, Great 
Northern, C. B. & Q., S. P. & S., Colorado & Southern, Fort Worth 
& Denver City. 

It does not look with favor upon the dismemberment of the ex- 
isting lines or systems, and is, therefore, opposed to tentative sys- 


tem No. 14 (Burlington-Northern Pacific) and System No. 15 (Great 
Northern-Milwaukee). 


It is clear that if there is to be a strong system such as the 
so-called Hill Lines in the Northwest, this should be met by one or 
more equally strong competing systems. Much is said about the 
Milwaukee being a weak road. This may or may not be true, but 
its weakness, at worst, is temporary, and this agajn is largely one 
in comparison rather than one in fact. It is my opinion that the 
Milwaukee Railroad System which now has a mileage of 10,636.64 miles, 
is one of the great systems of the country and in much less time than 
it has taken the other trans-continental roads to develop and become 
prosperous properties, it will be on an equality with them. 


PUBLIC RELATIONSHIP WORK 


T. A. Hoverstad, development agent of the Chicago Great 
Western Railroad, made an address this week at the meeting of 
the American Railway Development Association, in St. Louis, 
in which he described the work, as he conducts it, through 
farmers’ institutes, for the Chicago Great Western, and rec- 
ommended a plan for adoption by all the railroads. His rec- 
ommendations were as follows: 


First—That the railroads establish development departments hav- 
ing among their activities the public relationship work. That this 
department pay salaries so as to secure talent of highest order. 

Second—That the railroads should unite in supporting a very 
strong central office, preferably in Chicago, in charge of the most 
competent men to assist the railroads in their public relationship 
work. This office should be a ciearing house for information for 
public relationship workers. The importance of this central office 
can not be overemphasized. 

Third—That there are three classes of problems that railroads 
and farmers are mutually interested in—agriculture, economics, and 
transportation. 

Fourth—That railroads recognize that the present struggle in 
which the railroads are promineptly involved, is between capital and 
labor. That in this struggle the balance of power is in the hands 
of the farmer, that he will some day sit in judgment on this prob- 
lem, and that it is necessary to have all facts in order to form 
wise judgment. 

Fifth—That the most effective agencies for dissemination of 
information on the above subjects are: 

(A) Public discussions in public meetings where farmers, busi- 
nessmen and railroad men are represented. 

; (B) That public discussion should be supplemented by articles 
for the public press. 

(C) That railroads should be liberal advertisers in newspapers 
along their line. This advertising material may contain information 
on railroad problems, but it should always feature what the railroad 
has for sale. 

(D) Annual] bulletins should be printed and distributed free to 
those who attend the farmers’ institutes. 

Sixth—Farming and transportation being interdependent, a study 
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should be made to learn how these two greatest and most funda- 
mental industries can be made to work more in co-operation. 

A crisis exists in railroading as well as in agriculture. Both 
have suffered together. Agriculture, because of low prices for farm 
products. Transportation, because of restrictive regulations and high 
operating costs. Both must be made to prosper together. The public 
will treat both fairly when all the facts are known. The key to the 
improvement of the situation is to give the public all the facts. Our 
experience of more than’a quarter of a century in this work has 
convinced me the above plan is practical. 


MARCH OPERATING INCOME 


“The net railway operating income in March of the Class I 
railroads of the United States totaled $83,568,000, which rep- 
resented a return on an annual basis of 5.84 per cent, according 
to complete reports filed by the carriers with the Interstate 
Commerce Commission,” says a statement issued by the Bureau 
of Railway Economics. The statement continues: 





The same carriers in March last year had a net operating income 
of $83,487,000, which was equivalent to an annual return of 5.96 per 
cent. Although the amount of net income in March this year was 
slightly greater than in March last year, the rate of return was 
somewhat lower. This was due to the additional investment made in 
railroad property during the year 1922. In February this year the 
net operating income totaled $38,903,000, or 3.75 per cent. 

Operating revenues in March totaled $535,541,400, an increase of 
nearly 13 per cent compared with the same month last year. Oper- 
ating expenses amounted to $417,913,000, which was an increase of 
1534 per cent over March last year. 

The increase in earnings in March over the same month last 
year reflects the increase in freight traffic carried by the railroads 
in March this year. Incomplete reports indicate that the freight 
traffic in March approximated 39,000,000,000 net ton-miles, the great- 
est for that month in the history of the railroads, and an increase of 
about 19 per cent over the same month last year. 

Expenditures for maintenance of equipment in March totaled 
$126,301,500, or an increase of nearly 19 per cent over March last 
year. That results have been obtained from this increase in expendi- 
ture for maintenance of equipment is shown by the fact that during 
the month of March the railroads reduced by 9,240 the number of 
freight cars in need of repair, which brought the total number down 
to 206,312 or 9 per cent of the cars on line. At the same time they 
reduced by 905 the number of locomotives in need of repair, the total 
on April 1 being 14,452 or 22.4 per cent of the number on line. 

For the first three months this year the Class 1 carriers had a 
net operating income totaling $183,124,800, compared with $160,666,500 
during the same period last year. On an annual basis, this would 
represent for the first quarter in 1923 a return of 5.13 per cent on 
their tentative valuation, compared with 4.60 per cent for the first 
three months last year. Operating revenues for the first quarter 
totaled $1,484,694,500, an increase of more than 16 per cent over the 
first quarter in 1922, while operating expenses totaled $1,202,828,000, 
or an increase of 174% per cent compared with the same period one 
year ago. 

Complete reports showed that the Class 1 carriers in the Eastern 
district had a net operating income in March of $44,074,350, which 
was at the annual rate of return of 7.09 per cent on their tentative 
valuation. In March last year their net operating income was $47,- 
819,500, or 7.87 per cent. Operating revenues for those roads totaled 
$275,334,200, or an increase of 13% per cent over the same month last 
year, while their operating expenses amounted to $214,627,800, or an 
increase of 18.28 per cent over March, 1922. 

The net operating income for the carriers in the Southern district 
totaled $14,518,400, which would be at the annual rate of return of 
6.60 per cent, while in March last year it was $11,095,350, or 5.15 per 
cent. Operating revenues totaled $73,395,250, or an increase of 18.37 
per cent over the same month one year ago. Operating expenses 
totaled $54,359,800, or an increase of 15.33 per cent over March, 1922. 

Carriers in the Western district, complete reports showed, had a 
net operating income in March of $24,975,680, which would be at the 
annual rate of return of 4.23 per cent. In March last year the net 
operating income was $24,572,000, or 4.24 per cent. Operating reve- 
nues for those roads totaled $186,811,900, an increase of 9.86 per cent 
over the same month last year, while their operating expenses 
totaled $148,925,580, or an increase of 12.38 per cent over the same 
month one year ago. : 

Thirty-five railroads in March had operating deficits, of which 
thirteen were in the Eastern, one in the Southern and _ twenty-one 
a Western districts. In February fifty-nine had operating 

eticits. 

These tabulations are based on reports from 194 Class 1 railroads 

representing a total mileage of 235,612 miles. 


MILEAGE BOOK CASE 


The Trafic World Washington Bureau 


The form of mandate to be issued by the court at Boston 
that enjoined the enforcement of the Commission’s order in the 
so-called mileage book case, formal docket No. 14104, is to be 
agreed on at a conference at Boston, May 15, in which the 
Commission will not be represented. Blackburn Esterline, rep- 
resenting the Department of Justice, will represent the losing 
side in the litigation. When the mandate is issued the Depart- 
ment of Justice and the Commission will take steps looking to 
an appeal to the Supreme Court of the United States. The 
National Council of Traveling Salesmen’s Associations will have 
the right, as intervener, to take an appeal. Whether it will do 
so, in view of the fact that the government will take an appeal, 





had not been determined when arrangements were made for ° 


formulating the mandate on which it is to be based. 


ABANDONMENT APPLICATION: 


The Frankfort & Cincinnati Railway Company has applied 
to the Commission for authority to abandon its line from Frank- 
fort, Ky., to Paris, Ky., a distance of 39 miles. The company 
said the results from operation for the past five years demon- 
strated that there would be no reasonable expectation that the 
line in the future would earn the cost of operation. 
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CHAMBER OF COMMERCE MEETING 


The Trafic World New York Bureau 


Problems confronting the railroads and the problems facing 
the country in connection with railway transportation were 
among the topics of discussion at the eleventh annual meeting 
of the U. S. Chamber of Commerce this week in New York. 
The sentiment of the Chamber was against tendencies toward 
government ownership and operation, and against unwise regu- 
lation. It seemed to be the consensus that the rail carriers 
must be permitted to earn fair profits, expand normally, and 
attract men of high type of ability in order to meet the needs 
of the country. 


The keynote of the convention was sounded in the opening 
address by President Julius H. Barnes, who, in addition to his 
statements on the transportation situation, gave a summary 
of his impressions of world trade and finance as gained at the 
recent international conference in Rome. 


The substance of Mr. Barnes’s address was that state owner- 
ship and operation of railroads abroad had failed to give the 
efficiency and service attained under private control in the 
United States; that the trend of opinion here was against fur- 
ther socialism in transportation; and that expansion of the 
railway system in this country would be the natural result of 
the growth of the nation’s economic life. He asserted that, in 
Austria and Italy especially, “the stifling of efficient service by 
the political influence which state ownership and state opera- 
tion itself inevitably creates is most clearly typified.” He said 
in part: 


In America, the point of immediate attack against our national 
philosophy of private enterprise and private initiative has centered 
around railroads. The dependence of community iife and of industry 
existence, and the contact of every individual with these great chan- 
nels of service, make them peculiarly the subject of public discussion. 
The admitted and repented abuses of the early days of transportation 
created a public temper of criticism and antagonism which is only 
today being replaced by a better understanding of the great national 
service history of these roads, and a fairer appreciation of the meth- 
ods by which they can be developed in the national interest. Amer- 
ican judgment is fundamentally fair when fully informed, and it has 
recognized the injustice of condemning insufficient expansion and 
inadequate equipment, when the primary cause for that rests in the 
public’s own misuse and abuse _of proper regulation, in ‘the past. 
American judgment is also sound, when fully informed, and there is 
distinctly less tendency to rush to government ownership and govern- 
ment operation, which has under trial elsewhere written its relative 
inefficiency and failure. There is manifestly a genera! desire to per- 
fect the peculiar American policy of regulation in the treatment of 
these great facilities, and a growing conviction that, in its own 
national interest, that regulation must be wise and generous. 

Manifestly also, a national policy of regulation, to be wise and 
generous, must have accurate information and informed recommenda- 
tion in the formulation of policies. Manifestly also, transportation, 
which is the life-blood of national life, must be studied and developed 
in several wider aspects than railroad development alone. The pos- 
session of 2,500,000 miles of public-owned highways, of which probably 
400,000 miles are now hard surfaced roadways, open to freight and 
Passenger carriage, suggests a new field of intensive study. The 
development in twenty years of the motor truck, until last year the 
actual tonnage lifted by this newly developed vehicle exceeded 50 per 
cent of the actual tonnage of all the railrcads combined. suggests 
the necessity of properly relating this new form to the older lines, 
which must always be the backbone of long-distance transport. The 
conviction of our people as to the potential service of waterways, 
stimulated by the development on the Great Lakes of the cheapest 
water transport in the world, forces into a comprehensive study of 
transportation a consideration of the proper relation of water trans- 
port to these other forms. 

The gradual absorption into great trans-continental systems of 
roads which were formerly local in character and service, suggests 
the economy which may be expected to follow an accelerated consoli- 
dation into fewer groupings, while still preserving some measure of 
competition in service. 

_The intricate question of relative rates on the thousand different 
sticles of our complex commerce suggests the need of periodical 
etermination of proper and fair rates on one commodity as against 
another, even while there is recognition of the necessity of aggregate 
earnings that preserve and develop transportation service. 

‘ The comprehension of the fact that regulation which is unwise or 
pressive, or even merely trivial, may drive from the railroad field 
a e higher srades of ability which by resourcefulness and initiative 
evelop both service and ecenomy, makes it necessary to re-survey 
i é€ particular requirements which a policy of government regulation 
ays upon the direction of this industry. 
Pa The tremendous expansion in transportation requirement as evi- 
Merny by the increase in ton-miles of freight service rendered in 1900 
aie 2,000,000,000, to 414,000,000,000 in 1920, forecasts a continued in- 
mation? call which must be anticipated and prepared for, or full 

ional development will be certainly defeated. 


. In showing the need for efficient transportation units, Mr. 
ares summarized the advances in all forms of activity. He 
meee out that, since 1913, the population had increased 14,- 
oe the annual national income had grown from $34,000,- 
an 0 to more than $50,000,000,000; savings deposits had in- 
reased from $6,000,000,000 to $14,000,000,000; national bank de- 
dosits had increased from $6,000,000,000 to $17,000,000,000. He 
‘ummariezd also the increases made in the basic industries of 


he country, including agriculture, mine production and factory 
operation. Continuing, he said: 


agree, in the service of all our basic industries, particularly 


re, but fabrication as well, we must appreciate and preserve 
devegervice of the great industry of transportation, which hg also 
ines 7 _ its own precedents and demonstrated its own economy on 
ars istinctively American. The freight car of 1875, which was 65 


ent dead load and 85 per cent earning cargo, has been developed 


by American ingenuity, until today, for special service, there are cars 
20 per cent dead-weight and 80 per cent earning load. No such record 
of improvement of economical carrying exists on any state-owned 
line of Europe. 

Moreover, if we test the progress in economy of human effort 
made by our railroads in the last decade we find that they are also 
confirming the trend of enlarged output per worker, in this manner: 

The service to the public, measured per employe on the railroads 
of this country in 1913, was 166,000 ton-miles of freight service and 
19,000 passenger miles. But in 1922, per employe, 243,000 ton-miles 
and 21,600 passenger miles. 

Moreover, per $100 of capital investment in our railroads, there 
was furnished in 1913, 1,524 ton-miles of freight service; but in 1922, 
1,750 ton-miles. ‘These figures are the measures which show the ad- 
vancing efficiency of a great industry. 


Store Door Delivery Advocated 


Among the suggestions made at the meeting on Tuesday 
was the plan advocated by W. J. L. Banham, general traffic 
manager of the Otis Elevator Company, who urged the adoption 
in the United States of the system of store door delivery by 
the railroads, which he said had proved successful in Canada 
and England. _The principal objections advanced to this plan 
by the railroads, he said, were that the carriers might eventu- 
ally be compelled to include the extra cost in the through 


charge, and that they would be liable for damage to shipments 
on the extra haul. 


Mr. Banham expressed confidence that the extra charge for 
store door delivery, if billed as-an extra cost, would not be 
absorbed in the through rate and that proper contracts with 
delivery companies would insure against liability for loss on 
the part of the railroads. He said: 


What is needed at the present time is closer co-operation between 
the shippers and receivers of freight and the rail carriers. The lack, 
however, of a definite plan to handle this class of freight has resulted 
in the freight remaining in the carriers’ terminals to the extent that 
there is more or less freight congestion at all times. When the con- 
gestion becomes acute, freight embargoes are issued by the carriers, 
which result in the partial stoppage of freight movement to the 
terminals until they are cleared. It further results in delaying the 
carriers’ equipment, which is needed at this and all times. 

The present cost of handling freight through the terminals war- 
rants the carriers taking all steps possible toward the prompt removal 
of freight from their terminals. No storage charge is sufficient to 
reimburse the carriers for freight held in their terminals, on account 
of the space occupied, the exta labor through consequent congestion, 
and the cost of shipments lost or damage caused by storage and 
congestion. ‘ 

If a steady stream of freight could be handled in and out of our 
terminals the carriers would be relieved of much labor expense and 
under proper methods the present terminals would be entirely ade- 
quate to handle all freight promptly. ' 

Canada has solved the terminal congestion problem by the adop- 
tion of store door delivery. Practically since the inception of rail- 
roads in eastern Canada carriers have provided in principal distrib- 
uting centers a cartage service to and from their feight terminals 
and the warehouses or store doors of the shippers and consignees. 
Both services appear to be economically sound, even when viewed 
from the standpoint of the carriers’ interest. ‘ 

The service is operated in eastern Canada by the carriers under 
contracts or agreements with the teaming companies acting ag their 
agents. It applies to traffic rated in the Canadian Freight Classifi- 
cation as fifth class or higher, less than carload and carload, with 
the exception of bulk freight or articles weighing 2,000 pounds or 
over, per piece or package. 

Tariffs are issued by the Canadian carriers for the teaming 
service and are filed with the Canadian Railway and Interstate Com- 
merce commissions as terminal charges. Rates named in the tariffs 
apply only within the areas embraced m what is termed ‘‘cartage 

mits.”’ 

It is approximated that 95 per cent of the shippers and consignees 
in towns and cities where they have store door delivery use the 
carriers’ teaming service, and it goes without further enlargement 
that this service must be a fairly satisfactory one to the public. The 
teaming companies handling such a large percentage of the traffic are 
enabled to arrange their loading and to utilize their equipment to the 
greatest possible extent. 

What has been said covering the operation of store door delivery 
in Canada is equally true in England. At the present time the 
English railroads control a pick-up and delivery service and for a 
number of years the cartage charge was included in the through rate. 
Recently, however, this has been changed and the English railroads 
are now required when performing the pick-up and delivery service, 
to show this charge on their freight bills, separating it from the 
charge made for the line haul. The advantage to the English rail- 
roads by using store door delivery is that it enables them to pick up 
less than carload freight from the shippers’ warehouses and to deliver 
the same to the receivers’ warehouses within twenty-four hours. 
This covering a freight movement of distances up to 240 miles. On 
distances beyond 240 miles up to approximately 400 miles, delivery is 
made within forty-eight hours. 

Compared with similar movements over the American railroads, 
the advantages of store door deliveries show clearly that the English 
lines have solved their terminal problem, and it proves what is to 
be gained by organized methods as against the disorganized methods 
now — used in handling freight to and from terminals in this 
country. 

The freight that, in my opinion, could be best handled through 
a store door delivery system would be such .freight that requires 
station or platform service. In our large cities it would be necessary 
to create one or more zones according to the hauling distances, vary- 
ing rates to apply. This freight should be unloaded by the carriers 
in the terminals according to zones and could then be turned over to 
the teaming companies and delivery made the morning of arrival. 


Address by C. H. Markham 


Charles H. Markham, president of the Illinois Central, 
said that the solution of the transportation problem, so far 
as the rail lines was concerned, lay in the elimination of re- 
pressive legislation and in permitting the carriers to reduce 
rates by reducing costs, and to obtain sufficient earnings to 
promote expansion of facilities. He explained that the railroads 
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were not antagonistic to other forms of transportation, such 
as motor truck and inland waterways, but believed that the 
latter should be treated on their merits. At present, he said, 
the railroads had to face this competition, aided by heavy gov- 
ernment subsidies. He said the transportation act offered a 
means of helping the railroads solve the problem and that it 
should not be subjected to thinkering or repeal until it had had a 
fair trial. He said in part: 


Public thought on this subject is sometimes confused by our 
neglect to consider as part of the cost of furnishing these other forms 
of service the expenditures made out of public funds upon the con- 
struction and maintenance of navigable waterways and hard-surfaced 
highways. The taxpayers’ money that is expended upon inland 
waterways and highways is a part of the cost of the service provided 
by boat lines and motor vehicle carriers, just as the money spent 
upon their roadways is a part of the cost of the service provided by 
the railroads. The onl ifference at gon is that railroads pay 
for the construction and maintenance of their roadways and have to 
charge rates to cover that expense, while t ayers foot the bills for 
providing navigable channels and hard roads, and boat lines and 
motor vehicle companies consequently do not have to include such 
costs in the rates they charge. As competitors they have an unfair 
advantage over the railroads. In determining the true economy of 
transportation by waterway and highway due consideration must be 
given to all items of cost, including the cost of navigable channels 
and the cost of suitable highways, owever paid for. 

The subsidy of competing forms of transportation from funds 
raised by taxation works a particular injustice upon patrons of the 
railroads. The taxes pe by Class I railroads last year amounted 
to more than $800,000,000, as compared with less than $100,000,000 in 
1911. The railroads have no other source of revenue, hence the 
funds to meet their tax bills have to come out of the purses of their 
patrons—those who pay freight and peed rates. ene 
competitive transportation upon an artificial basis by means of taxa- 
tion at the expense of the railroads and their patrons is false econ- 
omy. 

Consider the cost of hard-surfaced roads that are ground to pow- 
der under the wheels of heavily loaded motor vehicles are permitted 
to compete with the railroads in carrier service. Between 1910 and 
1922 more than $3,000,000,000 was expended upon the construction 
and maintenance of good roads. 

From 1902 to 1922 the freight traffic of Class I railroads increased 
more than 100 per cent, while their first-track mileage increased 
only about 25 per cent. This gives some idea of the possibilities of 
developing railway capacity through the building of larger cars and 
more powerful locomotives, the construction of additional trackage, 
the enlargement of terminals, the reduction of grades, and_so on. 
The efficiency of operation also is a contributin factor. In 1922 
Class I railroads handled a freight traffic nearly 20 per cent greater 
than in 1914 with an actual decrease in freight train miles fo nearly 
11 per cent. However, great as has been the progress made to date, 
we have only scratched the surface. Under constructive treatment 
by the public the railroads have the capacity for practically unlimited 
development. The growth of our railroads in recent years has been 
arrested by inadequate earnings. To correct the condition we must 
not make further inroads upon their earnings, but permit them to 
realize a net income that will be attractive to the investors who 
must furnish the new capital for expansion and development. If we 
are not misled into adopting an unwise national railway policy, we 
need have no fear about the railroads being able to furnish their full 
share of the Nation’s transportation service in the future. 


Congressman Newton Speaks 


Congressman C. A. Newton, of Missouri, urged legislative 
relief for the railroads, but at the same time said that if the 
rail carriers could supply adequate transportation at low cost 
the public should be allowed to get the benefit of other cheap 
avenues of traffic, especially highway and inland waterway. 
Larger facilities must be provided, he said, to accommodate 
the growing needs of the country. He commented on the fact 
that the railroads were not® keeping pace with increasing traffic. 
As a means toward obtaining the greatest advantage from all 
forms of transportation he advocated close co-operation by the 
railroads, highways, and water lines. He denounced the pop- 
ular criticism of the rivers and harbors appropriations by 
Congress, saying that restriction of expenditures had been 
shortsighted and had deprived the country of much needed 
transportation. He said in part: 


The greatest question before the country today is the solution 
of the transportation problem. What will the solution be? Will it 
be the building of more railway lines and of more equipment, if so, 
who is to furnish funds? Do you know of any capital in this country 
oa investment in railway securities? ow many railways are 
there in the country whose stocks are yielding sufficient dividends 
to make them attractive as investments? You cannot extend railway 
lines and build equipment without funds. Capital will not ouueny the 
funds, unless the investment is remunerative. How can you increase 
the earning power of the railways of the country, unless you increase 
the rates, and the crying demand of the public today is for a reduc- 
tion to the shipper in the cost of transportation. What will the solu- 
tion be? The growth and development of the nation depends upon 
facilities, adequate to meet the commercial needs of the country. 
If capital will not invest in railway securities, shall we undertake, 
from the public treasury, to supply the necessary funds and again 
embark on another era of Government operation. By experience we 
have learned the cost of such an undertaking. Why not adopt a 
national policy of assisting the railroads by developing and using 
other methods of transportation, especially so if such other methods 
can produce a cheaper service? 

If our waterways are improved, all this heavy sluggish freight 
can be carried profitably by barge lines at a rate of not more than 
one-third and probably one-fourth of the best rate which the rail- 
lines can afford to make. As it is today, we are suffering a shortage 
in transportation because hundreds of thousands of freight cars are 
engaged in the long haul of heavy, unprofitable freight from the in- 
terior of the seaboard, and the railroads are suffering not only be- 
cause of this unprofitable business, but because thousands of their 
freight cars, engaged in this service, are lost upon foreign lines. If 
this low-grade, heavy freight could be loaded upon barge lines and 
the cars now engaged in that service released for carrying expensive, 
high-grade freight on shorter hauls, not only would the rail lines be 
benefited, and our transportation difficulties relieved, but our ship- 
pers would be unreasonably benefited by the cheap rates which would 
result to them. 


THE TRAFFIC WORLD 






Before a system of transportation, such as I have described, can 
be realized in this country, two things must be accomplished. 

First: The projects for the improvement of our inland rivers, 
which have been established by act of Congress, should be complet 
in order that these rivers may be made ready and available for 
navigation. i 

Second: The rail abuses to which I have referred, should be 
abolished by law, and the rail and water lines should be converted 
from conflicting, contending forces to.a coordinated, cooperative sys- 
tem, endeavoring to serve the commerce of the country. When such 
legislation is enacted which will guarantee to the investor of river 
equipment freedom from ruinous and confiscator competition, abun. 
dant capital will be available for investment in river equipment, suff. 
cient to supply every demand of commerce for river transportation, 


Roy D. Chapin 


Roy D. Chapin, of the Hudson Motor Car Company, urged 
efforts to relieve the transportation problem by a division of 
traffic between the railroads and motor transport, leaving long 
hauls to the rail carriers and short hauls to motor trucks, 
He endorsed the plan for store door deliveries. Commenting 
on the growth of motor traffic in the last ten years, he said 
it was now becoming apparent that the railroads should ‘cop- 
fine their activities to distance shipments apd leave terminal 
transportation to the more mobile and cheaper units. Trans. 
portation facilities had lagged behind the demand, in his opin. 
ion. Outstanding features of his address were as follows: 


In the motor field, while from 1910, to 1922, there has been an 
increase of 24.50 per cent in the number of vehicles, and a far greater 
increase in mileage traveled and tonnage hauled, all of our efforts 
have failed to provide an’*adequate increase in our roadbed facilities 
in the same period and at our present rate it will be ten years before 
pal United States can hope to arrive at a rounded out highway 
system. 

The amazing increase in our railroad tonnage requires no statis- 
tics. Visual evidence is found on every side. Yet for those who like 
the testimony of fact we read a statement from Railway Age 
which shows that while freight cars have been increased in number 
by 23 per cent in the last ten years, and the aggregate tractive 
power of locomotive forty-one per cent, the count is offering the 
railroads sixty per cent more business than ever before. 

Surveys made by the Bureau of Public Roads and the state 
highway department show that of the total motor truck traffic in 
Connecticut over a given period, 36 per cent was hauled a distance 
of but one to nine miles; 31 per cent was hauled from ten to twenty- 
nine miles; 19 per cent was hauled from — to sixty-nine miles, 
— the pemainder, around 14 per cent, was hauled more than seventy 
miles. 


If we go a step farther , we find that 81 per cent of the movement 
originated in the state and 84 per cent had its destination there, 
leaving but an insigificant scattering tonnage from and to points rep- 
resenting more than a purely local movement. 

Another point worth mentioning is that while low grade high 
bulk commodities are a major portion of the rail movement, the truck 
movement is largely made up of less-than-carload commodities of 
high value or perishable contents. So that there is little or no con- 
flict over carload shipments. The contest is between less-than-car- 
load express and motor. 


From these statements we may reasonably conclude, then, that 
the actual competition between rail and motor carriers today is neg- 
ligible and that where it does exist it is largely due to the fact that 
the rail lines, suffering from undue regulation and cramped_ beyond 
reason fin ncially, have been unable to provide desired facilities. 

Relief for the railroads from the unprofitable short haul, or rate 
increases which will make this service pay for itself, seem to offer 
solutions to their difficulties. Perhaps use of gasoline equipment such 
as that now ge ng by forty railroads will serve in many cases. 

Now consider the alternative. The railroads instead of coming 
into the center of the city for freight terminals could afford to move 
them well out, selling their down-town property. Not only terminal 
charges be lessened, but the charge to the average merchant would 
be lower since a trucking movement is necessary anyway, and since 
his truck could clear more quickly if it did not have to go through 
crowded city streets or wait for hours at overloaded platforms. ‘ 

Automatically, such an operation would release thousands 0 
freight cars now used for deliveries to spur lines and the merchaat 
would see his long distance cargoes coming through more quic Y 
with a resultant decrease in the interest charges on his investmen 


George H. Cushing 


George H. Cushing, publisher of Cushing’s Survey, com- 
mented on the relation of the railroads to the coal situation. 
He blamed government regulation for the failure of the carriers 
to provide adequate facilities for transportation of coal. He 
suggested that as a means to remove this disability state 
regulation should -be reduced. He also made the suggestion 
that the “railways should be relieved of all necessity to serve 
any coal mines until after nine months notice is given that such 
service is required.” 


Readjustment of Freight Schedules 


The report of the committee on readjustment of relative 
freight rate schedules said that railroad rates in the United 
States were not high as compared with similar rates abroad 
or as compared with the general level of commodity prices. 
The committee further stated that the transportation act was 
generally misunderstood and that the public should be informed 
that it does not guarantee a stated return to the railroads: 
Th committee, of which Frederic A. Delano is chairman, 8avé 
the following survey of rate conditions: 


1. Railway rates as a whole are not high in this country as — 
pared with railway rates in other countries. This is just as 
now as it was before the World War. the 

II. Even though railway rates are considerably higher than the 
pre-war basis, they are as a whole materially lower in relation to a 
prices of commodities generally, as indicated by index numbers p 
pared by various — or quasi-public bodies. 4 ton 

Note. Railroad rates as measured by average receipts Pie ten 
mile in January 1923, were only 42.1 per cent higher than the 
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year average from 1900 to 1909 as compared with increases in whole- 
sale prices of all commodities of 80 per cent. 

I. It is clearly evident that no stable rate structure can adjust 
itself to the ups and downs of business cycles and to the varying 
prices of commodities accompanying those cycles and that therefore 
rates Which may be entirely satisfactory or even low when prices 
are high _ may seem burdensome when prices are very low. 

IV. While the above might indicate the desirability of a more 
flexible rate structure, or one more easily adjusted to price condi- 
tions, it does not follow that the evils of a flexible rate system would 
not outweight the advantages. 

Vv. The insistent demand of all interests primaril 
and dependable service, and secondly for rates which shall be re- 
latively fair. No ‘demand for a general reduction in rates appears 
to exist at the present time. In the case of agricultural products 
the recent demand for a decrease appears to have been due to the 
fact that the prices on those products have suffered from economic 
conditions wholly beyond the control of the carriers. 

VI. Considerable evidence has been submitted indicating that 
certain rates and particularly the class rates, and the L. C. L. rates, 
are too low, and because they do not pay the cost of service in many 
cases need a general readjustment; but it remains to be determined 
whether such an increase in these rates would be sufficient to war- 
rant a material reduction in any large group of commodities. 

Complaint igs made by the carriers that they suffer seriously by 
reason of the competition of the parcel post, which is carried at a 
loss to the government estimated at $60,000,000 per year; and that 
this in turn has a serious effect on railway express and on L. C. L 
freight revenues. This complaint is worthy of investigation. 


Coordination of Rail and Water 


The report of the committee on development of water- 
ways and Coordination of rail and waterway service, of which 
W. L. Clause is chairman, was inconclusive, but pointed out 
that the rail carriers had not only been unable to plan for the 
future growth of the country but had failed to equal the expan- 
sion in activity already recorded. The committee said in part: 


for adequate 


Our country and its industries have been so much concerned 
with the handicaps, difficulties, and increased operating expense that 
have been forced upon them by the inadequacy of our railway facili- 
ties at various periods during the past ten years, that all thought 
has been absorbed with the problem incident to helping the railroads 
catch up with existing conditions, and little or no thought has been 

ven to the re of whether the railroads can keep pace with the 
uture growth of the country. | 

This problem can best be visualized by comprehending what has 
happened during the last fifty years. Our population is 2.7 times 
what it was fifty years ago. In the same period, our railroad tonnage 
has grown to be seventeen times what it was. In other words, our 
tonnage has grown six times as fast as our population, and is still 
growing at pretty much the same rate. One illustration will help to 
make this question of growth plain. When the war ended four and 
one-half years ago, the steel industry had been expanded by the 
necessities of war to 150 per cent of our normal requirements for 
steel, and now in the brief period that has elapsed since the war 
ended, the country has grown up to the enlarged capacity which is 
now all in operation and the products are all required by our own 
growing necessities. Hence, it is easy to see that no sooner than 
our railroads catch up with that they regard as the existing neces- 
sities, they will be confronted with the fact that while they have 


been trying to catch up, the country has continued to grow away 
from and beyond them. 


Hoover on Railroads 


“One of the great wastes in our economic machine is the 
shortage of transportation,” said Secretary Hoover, of the De- 
partment of Commerce. “It is the most profound and far reach- 
ing deterrent upon our growth. It imposes great costs upon 
production. 
_ “I need not point out to you that the periodic car shortage 
in its real meaning of insufficient tracks and treminals, as 
Well as rolling stock, imposes intermittent stoppages of our in- 
dustries and intermittent stricture in the law of supply and 
a influences price levels and creates local famines and 

“It imposes burdens upon us which I believe every year 
create commercial losses equal to the entire capital cost of 
bringing the transportation system up to national need. It 
would be easy to demonstrate that in the additional price of 
coal due to insufficient transportation during the past year 
we have paid more than the equivalent of a 50 per cent in- 
frease in freight rate on coal. At times last fall there was 
4 differential of 8 to 15 cents per bushel on export grain solely 

use of inability to secure free movement to seaboard. 

“The causes of shortage are not far to seek. While the 
War contributed much delay and demoralization, the continued 
strangulation of railroad finances alone, before enactment of the 
_ transportation law, could have brought us only one re- 


F “Nor is this criticism of the railways, for they have grown 
in detailed working efficiency with the rest of the country. In a 
ecade they have increased the movement of goods by 15 per 
cent with an increase of 3 per cent in personnel. Moreover, 
the managers are showing great faith and courage in the under- 
laking of a large program of expansion. It is not my purpose 
discuss the ultimate solution of the railway problem here. I 
ve participated with the president of your chamber in ap- 
& a series of committees comprising representation from 

the railways, the motor industry, the shippers, the waterways, 
pd farmers and labor. These committees, as you know, are 
‘voting themselves to a full consideration of the complex is- 
sles involved and their conclusions will, T believe, be one of 
tes utmost value to the government in advancement of solu- 


There is a matter of immediate importance in which the 
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commercial public can be of the utmost assistance in trans- 
portation and at once. Pending a large amount of betterments 
the railways are overtaxed to handle the vast volume of com- 
modities we are producing and consuming even to-day. The 
continuance of our prosperity depends upon their handling the 
full load. With the continuation of business volume their 
burden will be even greater next fall than ever before. There- 
fore, a great service can be given if very local chamber will 
definitely organize to cooperate with every local railway official 
toward this end. Particularly can the whole community assist 
if it stocks its coal between now and September so as to re- 
lieve the fall and winter traffic. This is equally in the interest 
of the coal consumer for with the present volume of busi- 
ness and the crop outlook he would be farsighted who emulates 
the wise virgin and fills his lamp now instead of clamoring 
at the government when there are not enough cars to go 
around.” 


Attitude of Labor 


The concern felt by all responsible railway employes in 
behalf of a stable and prosperous railroad industry was ex- 
pressed in an address by W. N. Doak, vice-president of the 
Brotherhood of Railroad Trainmen. He denied that the mem- 
bers of his organization or other similar bodies were “reds” 
who are clamoring for government ownership and operation, 
or that they favored labor controversies that cripple the trans- 
portation systems. He urged close co-operation between em- 
ployes and employers in working out policies for the welfare of 
all concerned, and education of the public as to the needs of the 
carriers and the workers. Much of the misinformation, partic- 
ularly among farmers, that the rail managements are in con- 
spiracy against the public and that the labor unions are 
permeated with radicalism, must be dispelled, in his opinion. 
He said in part: 


Labor’s interest in adequate financial support for the railroads 
must be apparent to all. Too often, however, labor is placed in an 
awkward position on this subject and frequently misunderstood, in 
general being misunderstood and misrepresented many times both by 
those within and without the labor movement. What could be of 
more importance to a working man than to know that his wages will 
be promptly and properly paid when due for services rendered? 
What of more interest to him than to know he is secure in his employ- 
ment, that his wages will be fair, his conditions of employment good 
and wholesome, secure in his opportunity to lay away something for 
old age or sickness, and assured of good treatment in his work? 
Added thereto is the pride that comes to every loyal employe in 
knowing that his employing company is prosperous. His interests are 
subordinate to none, 

Upon the financial stability of the railroad depends all of these 
desirable conditions. Evade it as you may, eventually the day of 
accounting comes when the finances of the line will be the determining 
factor. The man who believes that the railroad employes are in any 
large number unmindful of the difficulties of railroad operation is 
either misinformed or fails to understand human nature. The few 
railroad employes who are not interested in the welfare of the prop- 
erty on which they are employed should seek other fields of endeavor. 
The representative of railroad labor who seeks to wreck the railroads 
financially or otherwise is not a representative of the rank and file 
of labor and should be retired. 

We have always had private ownership, but now we’are con- 
fronted with a deficit and bankruptcy is staring us in the face, from 
one cause or the other, principally caused by lack of understanding 
or indifference, superinduced by unfairness and our failure to meet 
an inevitable result in proper time and in a business way. Anyway, 
if we do not assist in bringing the transportation lines out of this 
chaotic condition, private ownership must cease and federal operation 
commence. Of course we must admit that ody tne ownership has 
failed before the last step is taken, this largely through the lack of 
financial omy to operate, which would certainly mean going into 
federal ownership immediately facing a financial burden. 

Does railroad labor believe in federal ownership, control or opera- 
tion, is a question asked so many times by the general public. My 
answer is no. None of these are desirable, nor should they be 
resorted to as a last resort. Many of the public have been told and 
many believe that the railroad employes as a whole have endorsed 
—— ownership and tripartite control. It is true that a num- 

er of organizations at one time declared in favor of such a plan; 
however, ours did not, because we found it objectionable and, gen- 
erally speaking, unsound, being purely an untried theory. The 
majority of railroad employes want freedom of action and the right 
to deal with their employers, through their regularly constituted com- 
mittees and representatives rather than being governed by boards or 
commissions. They prefer meeting in conference and even though 
there might be an occasional disagreement or even a strike once in a 
whlie on some line, it speaks better for the industry and more good 


can be accomplished by handiing matters as of old around the con- 
ference table. ° 


Pool Car Shipments 


Adoption of the policy of pool car shipments by the rail- 
roads was advocated by Lee Cotter, of the Cotter Warehouse, 
Mansfield, Ohio, as a means of relieving the traffic burdens of 
the railroads and alleviating congestion. He said: 


Pool car shipments, if properly handled, will help to relieve credit 
tension, increase turn-over, lessen transportation cost and aid pro- 
duction and sales, as well as relieve our transportation facilities of a 
vast amount of a handling and terminal congestion. It goes 
without saying that if we accomplish even a small result in each of 
these directions, the cost of distribution will be materially reduced. 

To increase the advantages of this class of transportation, sev- 
eral important changes are necessary. 


A _ car as now handled contains two classes of goods, one for 
local delivery and the other for out-of-town shipment. The shipper 
wishes to be relieved of the cartage cost at destination and requests 
each consignee having goods in the car to call at the warehouse for 
his consignment. This makes it necessary to unload the whole car 
into the warehouse before notifying customers to call for their goods. 
Under a store door arrangement, providing consignments were prop- 
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erly sorted in the car when loaded, direct delivery could be made 
from the car at a reduced cost of handling. Cartage cost would also 
be less on account of the volume of business and the elimination of 
special trips. ‘ 

Outbound shipments could be hauled to freight station or han- 
dled in trap cars through railroad transfer points. Store door delivery 
of pool car shipments would speed up delivery and reduce cost. : 

A reduction in the volume of less carload freight would result in a 
big saving to the transportation companies, and, if the subject is 
given careful analysis, I feei sure the results will show that shippers 
of pool cars are entitled to certain advantages and can be relieved 
of some handicapping restrictions. ; 

Standards for loading, marking and billing should be established 
to insure accuracy and prevent waste. Collections on all cash sales 
should be made by the warehouseman receiving the car, thus eliminat- 
ing the sight draft and order bill of lading. A buyer with limited 
credit will gladly pay for goods when received, but resents going to 
the bank to pay a draft before the goods arrive. 


Credit Requirements. 


Speaking on the subject of credit requirements of the rail- 
roads, Pierpont V. Davis, vice-president of the National City 
Company, New York, said that investors were willing to take 
ordinary business risks but that they were not willing to face 
“unreasonable political risks,” such as were to be feared from 
the temper of Congress. He remarked that part of the financial 
trouble of the railroads was due, not to inability to sell stock 
primarily but to the higher cost of money now as compared 
with the pre-war period. He opposed the plan for consolidation 
of the railroads as tending to reduce all roads “to a common 
denominator of financial weakness and inefficient service.” He 
remarked also that the investor had lost his fear that the Com- 
mission would not be fair and impartial in its rulings. He 
said in part: 


The men who are running the railroads tell you that they need 
large amounts of money. Those of us who are in the investment 
banking business can find the money on certain conditions. Since the 
transportation act passed we have raised $1,685,000,000 for additions 
and betterments, new equipment and for the refunding of maturing 
obligations. We have done this—and I speak from first hand knowl- 
edge, because the National City Company occupies a very important 
Place in the merchandising of securities—in the face of serious 
difficulties. In my judgment, the investor in railway securities is per- 
fectly willing to take reasonable business risks but is unwilling to 
take unreasonable political risks. The carriers today find themselves 
in a satisfactory business situation. They are handling efficiently an 
enormous business. Their profits, while less than they should be, 
are yet higher than in any year since 1917. Earnings so far re- 
ported indicate that the return on the investment may be 5% per 
cent in 1923. 

You_ often hear it said that railroad credit has deteriorated be- 
cause the railway companies have been unable to sell stock, and 
it is of course axiomatic in finance that mortgages are unsafe unless 
protected by sufficient equities. President Hadley pointed out in a 
very yg article in the last Yale Review that in 1920 the 
earriers spent $2,158 per mile for necessary improvements, of which 
amount $2 a mile was contributed by stockholders; for the remain- 
ing $2,156 a mile, the roads were compelled to run into debt. 

I should like to remind you that the year 1920 was one of ex- 
treme money tension and that the fact that dividend paying stocks 
were selling below par and therefore not available as means of 
finance, was evidence of high money, not necessarily evidence of 
depreciated credit. 

The farm bloc want lower rates immediately. Either they do 
not foresee, or they do not care, what the ultimate consequences 
may be. The Transportation Act is their pet target since it gives 
the roads—so they persistently assert with no regard for the truth— 
a guaranty. But the rate making sections of the Act are not the 
only ones that offend. After years of painful experience with di- 
vision of authority between federal and state commissions, the Trans- 
portation Act definitely asserted the supremacy of the federal com- 
mission and the Supreme Court has upheld the Interstate Commerce 
Commission in enforcing om intrastate rates than some state 
commissions wanted. To nullify this provision of the law would be 
to lose a hard won battle; it would be the triumph of reaction over 
progress, of sectionalism over nationalism. 

Some people think that we may be threatened by government 
ownership of railroads. I hardly think that this country is ready for 
that fatal step. The political party that sponsors it is courting dis- 
aster. European countries after bitter experience are trying to find 
their way back from government ownership and operation of rail- 
ways, telephones, etc., to private operation and initiative. 

We are more likely to try plausible expedients. 

In this catafory I place compulsory consolidations now favored 
in Washington. The underlying idea seems to be if we can effect 
a series of gigantic mergers, rates can be reduced without bank- 
rupting the weaker lines. The results, as I see them, will be the 


reduction of all roads to a common denominator of financial weak- 
ness and inefficient service. 


Transportation and Communication Groups 


Resolutions urging President Harding and the Shipping 
Board to exhaust every means of providing a privately owned 
and operated American merchant marine before resorting to 
direct government operation were adopted at a meeting of the 
transportation and communications groups. It was declared 
that the Chamber of Commerce viewed with apprehension the 
proposal of the Shipping Board to adopt such a policy. The 
transportation group also adopted resolutions approving the 
Brussels rules for uniform principles for ocean bills of lading. 
This action followed an address by Charles M. Hough, one of 
the delegates to the Brussels Conference, in which he explained 
many of the misapprehensions regarding the rules which are 
held by shippers in this country. 

Recognition of the serious problems confronting the rail- 
roads was expressed in a formal resolution adopted by the 
Transportation Group as follows: 


Whereas, the railroad executives, inspired by an abiding faith 
in the American people, have authorized the expenditure of $5,140,- 
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000,000, which insures a marked advance in railroad progress and will 
contribute largely to the prosperity of the country; and 

Whereas, this expression of faith marks the advent of a new erg 
in transportation development; 

Therefore, be it resolved that the Chamber of Commerce of the 
United States urge upon its members and civic bodies a1.d the public 
in general a united effort to-quickly restore our great arteries of 
commerce, the railroads, to a sound and profitable position in the 
forefront of American business. 


Railroad Consolidation 


The report of the committee on railroad consolidation re. 
affirmed the stand of the Chamber in favor of this development 
but said that the public generally misunderstood the benefits 
that would accrue from mergers as contemplated. The popular 
belief that substantial economies in administration and opera. 
tion would result is to a large extent illusory, the committee 
stated. It admitted that there would be some savings in inter. 
line accounting, in cost of terminal operation, in reduction of 
soliciting forces, in line duplication and in the total expense of 
terminal construction, but declared that the economies had been 
exaggerated. Among more important economies, as outlined by 
the committee, of which Carl R. Gray, president of the Union 
Pacific, is chairman, were the following: 


Among the most important of these will be the influence on the 
system of rate making. Today many relative rate readjustments which 
might under other conditions be desirable, are impossible because 
they would bankrupt certain roads and unduly enrich others. When 
there have been developed, through consolidations, fewer large sys- 
tems of relatively equal strength, there will then be greatr possibili- 
ties for more satisfactory rate adjustments. The committee firmly 
believes that consolidations, of and by themselves, shouid not he 
allowed to affect through rates based on long established rate basing 
points. If a result of consolidations were to disregard these bases, 
this would conceivably involve great injustice. 


Another obvious advantage of consolidations is connected with 
car interchange and car supply, first because purchases can be made 
from a larger viewpoint and with greater financial opportunities, and 
at the same time without losing the benefits of competition between 
systems in developing the best types of rolling stock; and second, 
because internal relocation of cars on systems will be facilitated. 
Furthermore, interchange between systems will be reduced and can 
more readily be equalized, which latter the committee especially em- 
phasizes. There should be a freer flow of traffic from one system 
to another by which convenience to the public as well as joint service 
will be facilitated. / : 

The transportation act provides for the preservation of competi- 
tion and the proposed plan for consolidation is, in fact, a grouping 
by trade routes. The committee believes that,- contrary to the opin- 
ion expressed in many quarters, consolidations can be sv accom- 
plished as to maintain competition in service, and even enhance it. 

The points mentioned as affected by, and co-incident to railroad 
sonsolidations, are of collateral importance, but fundamental to the 
whole plan is stated to be the promotion of the interest of the general 
public by supplying it with efficient and economical transportation. 
The ability of the railroads as a whole to supply this transportation 
would be increased through the strengthening of the credit of such 
consolidated systems if allowed rates that will afford them a fair 
return on the present investment and on the additional investment 
necessary to provide increased facilities in step with the growth 
of the country and the expansion of its business. 

The second phase of the committee work consists of the study of 
the measures which, in the interest of American business and the 
general public, will be desirable after the Interstate Commerce Com- 
mission plan is finished and actual consolidation of railways thus 
becomes permitted. The points to be considered include the ways 
of avoiding injustice to present owners of railroad securities, con- 
sideration of the measures which might be adopted with a view to 
reconciling conflicting interests, and finally the question whether any 
consideration should or should not be given to adoption of measures of 
compulsion in case voluntary consolidation should not work out satis- 
factorily. These questions, after general discussion by the whole 
committee, have been placed for detailed study in the hands of a 
sub-committee, consisting of Messrs. Johnson, Oldham, Rea, Doak 
and Smith. The work of this sub-committee is now in progress, and 
the final results can not yet be foreseen. But it is fair to say that 
there is every indication that the financial questions involved in con- 
solidating the railroads may be solved without injustice to present 
owners, and that this can be accomplished by putting the roads 
together, as contemplated by the law, with proper consideration for 
property values and demonstrated earning capacities, aid thereafter 
allowing a fair return on the aggregate value of such properties. It 
is fair, also, to say that thus far the committee has not seen al 
obstacle to voluntary consclidations, se that the question of compul- 
sion seems to be ».ne which can be left for consideration in future, 
in case it should be found necessary. : 

Besides these features the committee is considering whether the 
attention given to this question since the passage of the transporta- 
tion act has brought to light any features of the law governing con- 
solidations which require modification or perfecting. The committe? 
is not at all convinced that any modifications are needed, but is con- 
cidering, and expects at the proper time to be able to advise the 
general committee whether or not some slight modification may 
needed to cover such points as, for example, the admissibility of Jom 
control of certain lines which must be used jointly by two of the pe a 
solidated systems, or, aS another example, whether some small rosie 
of special character and quite independent traffic, such as some 0 
the coal roads, should not be left without assignment to any system 
The committee hopes that the results of its work along the lines 
lined above may be of permanent value to the Chamber membersh D 
and to the general public, and a valuation contribution to the com 
sideration of this vitally important question. 


Insurance Investments 


Life insurance investments in railroads was the subject of 
an address by Asa A. Wing, president of the Provident Mutual 
Life Insurance Company, who said that total investments 2 
railroad securities amounted to more than twenty billion dol 
lars, of which $1,885,000,000 was held by life insurance com 
panies for the account of 57,000,000 people. He pointed out ac 
cordingly that more than one-half of the population of the 
country was interested in the welfare of the rail carriers final 
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cially as well as mediums of passenger and freight transporta- 
tion. He said the people demanded a fair deal for the railroads. 


Governmental Relations 


The committee on governmental relations to transportation, 
of which George A. Post is chairman, reported that lack of time 
and information prevented a full statement of convictions, but 
that steps have been taken to collate all the necessary data. 
The committee outlined subjects to be studied and on which 
further reports will be made. Among these are data regarding 
past and probable future traffic, enumeration and portrayal of 
facilities and financial resources necessary to adequate develop- 
ment of railroads and other transportation agents, the scope 
of and changes necessary in the transportation act of 1920. The 
committee declared itself strongly against government owner- 
ship and operation. On this point it said: 


There has been consideration of the principles determining the 
desirability or undesirability of government ownership of railroads 
in the United States. It has been heretofore stated in this report 
that the conversations already had, in committee, concerning themes 
pertinent to its scope, the ideas advanced have been understood to be 
merely tentative, subject to change. With reference to the subject 
of government ownership and «peration of railroads, I am sure that I 
violate no confidence, nor do I exceed the proprieties of my function 
as chairman of the committee in your presence, when I reveal to vou 
that this committee is against it. From it there will come_ringing 
approbation of the repeated declarations of the National Chamber 
in favor of private ownership and operation of the railroads under 
government regulations. - ; 

It is the conception of the committee that it is the duty of the 
American people, in the maintenance and advancement of their own 
welfare, to so shape legislation that our railroads may, under honest, 
efficient and economical management, be assured of ample revenues 
wherewith to provide adequate facilities for the required transporta- 
tion of persons and commodities. 


Resolutions Adopted 


At the final general session on Thursday the Chamber 
adopted a series of resolutions expressing the views of Ameri- 
can commercial interests on economic and political problems 
with which the country is confronted. 

With regard to the transportation situation, it adopted a 
resolution indorsing the transportation act and urging addi- 
tional efforts to arrive at a solution fair to the public, the 
shippers and the carriers. 

A resolution on the merchant marine opposed direct gov- 
ernment operation of the fleet and urged the President and the 
Shipping Board to evolve a plan for operation of essential serv- 
ices by private concerns with relief from conditions which make 
profitable operation impossible in competition with foreign ships. 

The resolution on transportation was as follows: 


In 1920, Congress, through the passage of the transportation act, 
entered upon a new national policy with respect to transportation; a 
policy which is constructive and positive rathe: than merely restrict- 
ive; a policy which frankly recognizes that the public interest is 
paramount, and equally as frankly recognizes the reciprocal duties 
and responsibilities of the public toward transportation xgencies. To 
this policy the general public are responding through the manifesta- 
tion of an increasing confidence, which makes available for the 
betterment of railroad facilities during the current year additional 
credit to an aggregate amount of one and a half billion dollars. The 
railroads, now free to adjust themselves to this new policy, are like- 
wise responding and it is believed will soon be able to show increas- 
ingly satisfactory results which will still further justify investors in 
Placing credit at their disposal, and also justify the expectation of 
increased efficiency in service which the public rightfully demands. 

That a broad, constructive program may be formulated looking 
to further progress, to insuring the constant and uninterrupted flow 
of commerce in the public interest, to the making of rate adjust- 
ments on a scientific basis equally just to the shippers, the carriers 
and the ultimate consumers, to enabling the carriers to provide 
necessary additional facilities and earn a fair return on their invest- 
Ments, and at the same time reasonably compensate all loyal and 
efficient employes, the Transportation Conference has been created 
under the auspices of the Chamber and has already made distinct 
Progress. Discussion of the problems being considered by this con- 
ference have been the outstanding feature of the sessions of the 
Chamber. The annual meeting expresses gratification that this con- 
structive work participated in by representatives of every group 
directly or indirectly interested has been undertaken under the 
auspices of the Chamber, and with confidence. looks forward to the 
early completion of the tasks of the Transportation Conference and 
the formulation by it of a forward looking program for the systematic 
evelopment and co-ordination of all forms of transportation facili- 
ties whether by rail, water or highway. 


Merchant Marine 
The resolution on the merchant marine says: 


It is necessary for the national defense and the proper growth 
of foreign and domestic commerce that the United States should 
ave an adequate merchant marine, ultimately to be owned and 
operated privately by citizens of the United States. The Chamber 
h unalterably opposed to the government engaging in commercial 
jusiness, for the reason that such a course is economically inefficient. 
'S against public interest, and is in contravention of the fundamental 
Purposes of the government. 
¢ The Chamber therefore urges upon the President of the United 
fates and the Shipping Board that, before the board enters upon 
> commercial venture of direct operation of its government owned 
ships, further efforts should be made by counsel and collaboration 
bg responsible shipping interests of the United States to evolve a 
yen by which the ships necessary to maintenance of essential serv- 
ey may be operated by private citizens of the United States, with 
view to their acquisition and ownership by citizens as soon as they 
tan be made self sustaining. 
reli 0 this end we ask careful consideration of the possibility of 
tlef of private American shipping interests from inequality in world 
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competition, believing that relief is obtainable through the relaxa- 
tion or removal of burdensome restrictions without departure from 
proper requirements for public safety. 


Other Resolutions 


Other resolutions may be summarized as follows: 

Aviation—As an aid to commerce and national defense, 
commercial aviation should be encouraged and the government 
should take legislative control over airways. ’ 

Ocean bills of lading—The United States should ratify The 
Hague Rules as revised and approved at the Brussels diplomatic 
conference, 

Public utilities—Regulation should be continued on a fair 
basis by individual states and should not be relegated to local 
municipal authorities. - 

Waterways—The government should complete river improve- 
ment projects, provision of adequate terminals and co-ordina- 
lion of waterways with other forms of transportation. 

Flood control—Congress should make a comprehensive in- 
vestigation of means for flood control to avoid waste and de- 
struction and utilize excess waters for. constructive purposes. 

Coal—The Chamber pledges assistance to the U. S. Coal 
Commission in the task of adequate solution of the problems 
of production and distribution, and reiterates its adherence to 
the open shop principle. 

Resolutions on the following subjects were deferred for 
further study: Postal service; Great Lakes-St. Lawrence water- 
way; Atlantic-Mississippi Canal; Cape Code Canal. 


Bradfute Speaks 


O. E. Bradfute, president of the American Farm Bureau 
Federation, spoke on the farmer’s interest in transportation, 
saying that the farmer pays the freight both ways on what he 
produces and sends to market and what he consumes. Among 
his most interesting statements were these: 


The farmer produces from twelve to fourteen billions annually 
and ships eight to ten billions. The farmers pay about four billions 
annually for freight, two billions on railways and two on other forms 
of transportation. The farmers are one-third of the population, but 
pay 55 per cent of the nation’s freight bill. For these reasons they 
are interested not only in cheap transportation but in adequate 
transportation. They are interested in motor trucks, in land and 
ocean waterways, as well as railroads. The middle western farmers 
are firm believers in the St. Lawrence Canal proposition as a means 
of cheap freight abroad. ‘They ask other interests to apply the 
golden rule in considering their problems. 


SETTLEMENTS WITH CARRIERS 


The Treasury Department has announced that payments to 
railroads under sections 204, 209 and 210 of the transportation 
act amounted to $593,321.41 in April. Total payments to April 
30, were set forth as follows: Under section 204 (reinmburse- 
ment of deficits), $6,425,723.33; under section 209, as amended 
by section 212 (guaranty), $453,154,189.85; under section 210 
(loans), $331,299,667; total, .$795,879,580.18. Repayments on 
loans totaled $145,070,597.64. 

The payments made in April follow: 


Section 204. 
Campers Crest Raetroed CO. oo. cccswccsceccccccsceds $ 6,702.87 





Central West Virginia & Southern R. R. Co............ 12,644.30 
Lake Erie, Franklin & Clarion R. R. Co........... eeee 1,985.85 
Reynoldsville & Falls Creek Railroad.................02. 18,603.79 
South Brgemiye BMalwey: “Co. i. . Si cette ceccvecceve 30,459.61 

Section 209: 
Carolina, .&. Northesatern. B.. Bi. CO ..oe ccc cscccccicnescs ccs 7,553.99 
Fourche River Valley & Indian Territory Ry. Co........ 2,913.43 
WrereOtt CO «TURE OB av cio ck cc ciwedns . cclce ctdeweces 3,410.56 
Lehigh & New England Railroad Co....... Kuiee epuaeads - 179,461.88 
Nashville, Chattanooga & St. Louis Railway........... 193,961.30 
Northwestern Railroad Company of South Carolina..... 15,186.15 
Savannah & Statesboro Railway Co.............eee08 os 3,424.66 
West Virginia Northern Railroad Co..............++000- 5,244.66 
Winston-Salem Southbound Railway Co..............00. 40,768.36 

Section 210: 
Nerfolk; Southern Raflrond ©. osiiccs cick denise caegies 71,000.0¢ 
Cee Sa tite Prenton $593,321.41 


The Commission has certified to the Secretary of the Treas- 
ury that $1,755.31 will make good the guaranty to the Gaines- 
ville & Northwestern Railroad Company, which has. received 
advances totaling $14,400. 

The Commission has certified to the Secretary of the Treas- 
ury that $76.27 is due the Gainesville & Northwestern Railroad 
Company under section 204 and that the carrier owes the gov- 
ernment $1,080.77 on account of traffic balances or other indebt- 
edness. 

The Commission has certified to the Secretary of the Treas- 
ury that $11,957.84 is due the Tampa & Jacksonville Railway 
Company under section 204 of the transportation act. 

The Commission has certified to the Secretary of the Treas: 
ury that $425.02 is due the Hardwick & Woodbury under sec- 
lion 204 of the transportation act. 


LEHIGH VALLEY INQUIRY 


The Commission announced May 9 it had postponed resump- 
tion of its own inquiry as to the Lehigh Valley in No. 14556, 
efficiency and economy of managemnt of common carriers, un- 
til May 16. The hearing was adjourned April 25 until May 9. 
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COMMON BRICK DESCRIPTION 


The Trafic World Washington Bureau 


Arguments on the common brick description and loading 
requirements were made May 10 in a reopening of No. 10733, 
National Paving Brick Manufacturers’ Association et al. vs. 
Director-General et al., by C. R. Hillyer, for the manufacturers 
of perforated common brick, the product of which would be 
excluded from the benefits of the rates on common brick by 
the proposed description; C. A. Shank, for the National Brick 
Company, makers of common brick in the Chicago district; 
A. R. Miller, for the Chicago common brick producers; J. S. 
Palmer, for the Sand-Lime Brick Association, which intervened 
in the case when it was reopened; E. B. Wilkinson and M. F. 
Gallagher, for the Hollow Builders’ Tile Association; A. H. Elder 
and H. B. Thomas, for the carriers. 

Mr. Hillyer objected to the exclusion from the benefits of 
the common brick rates, of bricks that had been perforated, 
not for the same reason that hollow brick are made hollow, but 
because, he said, the perforation was made for reasons of manu- 
facture. Those reasons were for ease in drying and in burn- 
ing the bricks. He said such bricks were known to the trade 
as common bricks, came into competition with common bricks 
and should be regarded as such. 

Elimination of the perforated brick was favored by Mr. 
Shank, who said the Chicago common brick was the most com- 
mon on earth. The material from which it was made, he said, 
would not permit it to be perforated because it would not then 
be strong enough to prevent breakage, either before or after 
burning. He said the material was so poor that the brick 
makers using that material had to buy anthracite coal dust to 
mix with it so that in the burning the quality would be im- 
proved. No other brick maker, he said, had to bear that ex- 
pense. He said the differential on such brick should not be 
limited to hauls not exceeding 150 miles. 


Mr. Miller said the provision in the loading requirements 
that common brick, to obtain the rate on common brick should 
be loaded “at random,” if interpreted as meaning the bricks 
had to be thrown into the car, made it impossible for the makers 
of common brick to obtain the benefit of the low rates intended 
by the Commission for their benefit. He said that the natural 
way to load bricks would be to tier them, and that only in that 
way would it be possible to prevent breakage and make their 
loading and unloading a commercial possibility. Forbidding the 
tiering of the bricks would result in making the provision for 
common brick a nullity, he said, and leave useless the finding 
that common brick, for distances not in excess of 150 miles, 
should take rates not exceeding 80 per cent of the rates for 
the articles in the brick list. 


Inclusion of the sand-lime brick, which is not burned, but 
steamed, Mr. Palmer said, should be made clear. He said it 
had always been included in the description of common brick, 
although, he said, some four or five per cent of such bricks had 
been used as front brick. He read statistics and other ma- 
terial that had not been introduced in evidence. Mr. Shank 
objected and Chairman Meyer admonished him to confine him- 
self to matters in the record. 


In behalf of the hollow building tile manufacturers, Mr. 
Wilkinson said they had not objected to the first order of the 
Commission, because, as worded, it would hurt no one, because, 
unless the common bricks were thrown into the car helter 
skelter the lower rates would not apply. He said the hollow 
building tile men did not object until the amendments proposed 
would, if adopted, hurt them. He said that, with the possible 
exception of the stuff used in making Chicago common brick, it 
was used in making all kinds of brick and building tiles, the 
only difference being the shape of the dies through which the 

. plastic material was forced by the machines. He said one plant 
had been established to make hollow building tile out of the 
material used in making Chicago brick, which was described 
as mud by several speakers. He said that all kinds of brick 
and tile were competitive and that facing brick were generally 
those selected for color and perfection of edges, except in the 
case of some very expensive kinds, and that prior to the report 
in this case all had moved at the brick rates. He contended 
the variations in price did not furnish an index to show the 
line dividing one kind from another and, in general, contended 
for similarity of treatment for transportation rates, because 
all loaded to the marked capacity of the equipment and any 
kind of equipment could be used. 


INTERLOCKING DIRECTORATES, ETC. 


Albert George Smart has been authorized by the Commis- 
sion to hold the positions of general superintendent of the Chi- 
cago, Burlington & Quincy Railroad Company and director of 
the North Platte Valley Railway Company in addition to any 
other office or offices with the Abilene & Northern Railway Com- 
pany and numerous other lines. 

John T. Pratt has been permitted to hold the position of 
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member of the Board of Managers of the Delaware & Hudson 
Company in addition to offices previously authorized. ~ 

Albert Ward has been authorized to hold the position of 
general attorney with the Monongahela Railway Company and 
Pittsburgh, Chartiers & Youghiogheny Railway Company and 
in addition thereto, any office or offices with the Akron & Bar. 
berton Belt Railroad Company and various other lines. 

H. BE. Newcomet has been authorized to hold the positions 
of general superintendent of the Pennsylvania Railroad Com. 
pany and director of the Canton & East Liverpool Railway Com. 
pany, Cleveland, Akron & Cincinnati Railway Company ang 
Massillon & Little Beaver Railroad Company, and in addition 
thereto, any office or offices with the Akron & Barberton Belt 
Railroad, and numerous others. 

William U. Moyer has been permitted to hold the position 
of director with the Camden & Burlington County Railway Com. 
pany, Perth Amboy & Woodbridge Railroad Company and Phil. 
adelphia & Trenton Railroad Company, in addition to any office 
or offices with the Akron & Barberton Belt Railroad, and 
numerous other lines. 

The Commission has authorized Arthur R. Meredith to hold 
the positions of real estate agent of the Cincinnati, Lebanon 
& Northern Railway Company, Indianapolis ‘& Frankfort Rail- 
road Company, Louisville Bridge & Terminal Railway Company, 
Pennsylvania Railroad Company, Pittsburgh, Cincinnati, Chicago 
& St. Louis Railroad Company and Terre Haute & Peoria Rail- 
road Company, and assistant real estate agent for the Cleve 
land, Akron & Cincinnati Railway Company. 

Henry Hildreth Pease has been authorized to hold the posi- 
tions of treasurer of the Allentown Terminal R. R. Co., secretary, 
treasurer and director of the Champbell Hall Connecting R. R. Co, 
and Pochuck Railroad Co., secretary and treasurer of the Lehigh 
& New England Railroad Co., vice-president and secretary of the 
Lehigh Coal & Navigation Co., vice-president, secretary and di- 
rector of the Nesquehoning Valley Railroad Co., Tresckow Rail- 
road Co., and Wilkes-Barre & Scranton Railway Company and 
director of the Allentown Terminal Railroad and all other roads 
named herein. 

Frederick W. Leamy has been authorized to hold the posi- 
tions of vice-president, assistant secretary and assistant to the 
president of the Delaware & Hudson Company and in addition 
thereto a directorship or any other office or offices with the 
Albany & Susquehanna Railroad Company and various other 
short lines. 

George F. Baker has been authorized to hold the positions 
of director of the C. C. C. & St. L. Ry., Erie R. R., N. Y. © 
R. R., P. & L. E. R. R., Pullman Company and others, director 
and president of the New York & Long Branch Railroad Con- 
pany and director with the Addison Railroad Company and 
numerous other short lines. 

The Commission has authorized Edward Flynn to hold the 
positions of director of the North Platte Valley Railway Con- 
pany and general manager of the Chicago, Burlington & Quincy 
Railroad Company in addition to a directorship or any other 
office with the Abilene & Northern Railway and numerous 
other roads. 

Rufus B. Smith has been permitted by the Commission to 
hold the positions of director of the Cincinnati, New Orleans & 
Texas Pacific Railway and general counsel of the Little Miami 
Railroad Company and in addition thereto a directorship or 
any other office or offices with the Akron & Barberton Belt 
Railroad and various other lines. 

William T. Cobb has been authorized to hold the office of di- 
rector of the Portland Terminal Company in addition to those 
offices previously authorized. 


NICKEL PLATE POSITIONS 


The Commission has authorized O. P. Van Sweringen to 
hold the position of director of the New York, Chicago & St. 
Louis Railroad Company, a corporation formed by the consolida- 
tion, under state laws, of the New York, Chicago & St. Louis, 
Chicago & State Line, Lake Erie & Western, Fort Wayne, 
Cincinnati, Louisville and Toledo, St. Louis & Western, in ad- 
dition to other positions with carriers held by him. The Com- 
mission said, however, that the approval was not to be col- 
strued “as in any way recognizing the validity of the said 
consolidation or the status of said consolidated corporation, 
the New York, Chicago & St. Louis Railroad Company, or a8 
affecting, either by way of estoppel or in any other manner, 
the determination of any question which may come before this 
Commission in any proceeding with respect to such validity 
or status.” 

The Commission also authorized M. J. Van Sweringen to 
hold the positions of director and vice-president; J. J. Bernet, 
president, and C..L. Bradley, director and vice-president, of 
the New York, Chicago & St. Louis. 


G. M. & N. CONTROL OF M. & M. 


The Gulf, Mobile & Northern has been authorized by the 
Commission to acquire control of the line of the Meridian & 
Memphis by means of an operating contract. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


= taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 

Time for aire of Goods Runs from Mailing of Notice of 
Arrival: 

(Supreme Court, Appellate Term, First Department.) Un- 
der a bill of lading providing that carrier would be liable only 
as warehouseman for goods not removed within 48 hours after 
notice of arrival had been sent or given to.consignee, the 48- 
hour period began to run from the time notice was properly 
mailed to consignee, and not from the time consignee received 
the notice.—Rotundo vs. Erie R. Co., 198 N. Y. S. 688. 

Delay in Mailing Notice of Arrival Held Not Proximate Cause 
of Loss by Theft: 

Where goods arrived on Thursday at 12:55 p. m., carrier’s 
failure to mail a notice of arrival until Friday at 5 p. m. held 
not the proximate cause of a loss of the goods while in carrier’s 
possession by theft the following week.—Ibid. 

Carrier Not Liable to a Bank for Failure of Agent, in Collusion 
with Shipper, to Take Up Bills of Lading on Which It 
Made Loan: 

(Supreme Court, Appellate Division, Third Department.) 
Though a carriers’ agent, in collusion with a shipper and with 
intent to aid’ in fraud, but without the carrier's knowledge, 
allowed the shipper to retain order bills of lading when the 
shipper received the goods consigned to itself, the carrier can- 
not be held liable for any loss suffered by a bank through the 
shipper’s forgery of the bills and the bank’s loaning of money 
thereon, because the agent acted outside of his authority, and 
not as agent of the company in such transaction.—Saugerties 
Bank vs. Delaware & Hudson Co., 198 N. Y. S. 722. 


Erasure in Bill of Lading Not Indorsed Over Signature of 

Carrier’s Agent, Held Ineffective—“Tenor:” 

Where a bill of lading provides that “any alteration, addi- 
tion, or erasure in this bill of lading, which shall be made with- 
out an indorsement thereof hereon, signed by the agent of the 
carrier issuing this bill of lading, shall be without effect, and 
this bill of lading shall be enforceable according to its original 
tenor,” any erasure in the bill without such indorsement is 
ineffective, and the bill is available only as it stood before 
alteration, “tenor” meaning an exact copy, as distinct from 
purport and effect.—lIbid. 


Bank, Loaning Money on Bills of Lading for Grain Delivered 
Without Their Surrender, Held Put on Inquiry and Called 
On to Challenge the Same: 

Where, after delivery was made by a carrier without sur- 
render of the bills of lading, the dates thereof were changed 
from 1909 to April, 1910, by covering the date spaces with 
cancellation marks, and new-dating them, but not in the natural 
place therefor, and the alteration was not an indorsement signed 
by the carrier’s agent, as required by the bills to be effective, 
Without the alteration the dates of the bills, which can only 
be issued when goods are actually received and transportation 
is about to begin, a bank loaning money thereon would have 
been put on inquiry, or it would have been guilty of negligence, 
but the alteration was plainly discernible and called on the 
bank to challenge the same.—Ibid. 

Change of Dates on Bills of Lading Held Not Proximate Result 
of Carrier’s Negligent Omission to Take Them Up, So that 
It Was Not Liable for Loss to a Bank: 

Though a carrier was guilty of a crime in delivering goods 
Without taking up bills of lading, and so was negligent, the 
subsequent forgery thereof by the consignor by changing the 
dates was an independent wrong, intervening between the car- 
tier’s negligence and the loss to a bank loaning money thereon, 
and was not the direct and proximate result of the failure to 
take up the bills of lading, and the carrier was not liable to 
the bank, in absence of a conspiracy between it and the con- 
signor to defraud the bank.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


Provision in Contract Requiring Notice of Claim for Loss or 
Injury Held Inapplicable to Shipment Never Delivered or 
Carried to Destination: 

(Supreme Court of Arkansas.) Where a shipment of hogs 
Was not in charge of the shipper or his agent, and it was not 
delivered to the consignee, but the railroad delivered it to an- 
other than consignees, and they were never carried to their 
destination, the provisions of the contract of shipment requiring 
%8 a condition precedent to a claim for loss or injury during 
transportation that notice thereof be given by the shipper or 
agent in charge thereof before removal of the hogs from the 
station or stock yards at destination was not applicable.— 


Jonesboro, L. C. & E. R. Co. vs. Maddy, 248 S. W. Rep. 911. 
Carrier Liable for Negligence of Servants in Course of Em- 
ployment and for Delay Caused by Their Going on a Strike: 

In general, a carrier is liable for the negligence of its 
servants during the course of their employment, and, if they 
go on a strike, abandoning the performance of their duty and 
causing delay, the carrier is liable —Ibid. 

Interstate Shipments Governed by Acts of Congress: 
Interstate shipments are governed by the acts of Congress 

and the decisions of the Supreme Court construing same.—lIbid. 

Rule as to When Carrier Can Restrict Liability for Losses Re- 
sulting from Strikes On Its Road or That of Connecting 
Carrier Stated: : 

A carrier may by fair and reasonable agreement restrict its 
liability to losses which are the proximate result of strikes on 
its own road, or that of connecting carriers, where the loss is 
not occasioned by its negligence in the premises, or it could 
not by reasonable diligence have prevented the loss.—Ibid. 
bee Cannot Exempt Itself from Liability for Its Own Neg- 

gence: ’ 

A carrier cannot exempt itself from liability on account 
of its own negligence.—Ibid. 

Limiting Initial Carrier’s Exemption from Liability to Finding 
Delay in Interstate Shipment Was Occasioned by Strike of 
Terminal Carrier’s Employes Was Error: 

In action against an initial carrier, for loss to an interstate 
shipment of hogs, never delivered to consignees, but turned 
over by an intermediate carrier to another, it was error to 
limit defendant’s right to exemption from liability by reason of 
strikes to a finding that delay was occasioned solely by a strike 
of employes of a terminal carrier, as the interstate commerce 
act (U. S. Comp. sec. 8563 et seq.) extends to all terminal facili- 
ties and instrumentalities—Ibid. 


CARRIAGE OF LIVE STOCK 


Action Against Railroad for Damages to Live Stock Shipment 
from Negligent Delay in Transportation Held Not Remov- 
able as “Action Arising Under Laws of United States:” 
(Supreme Court of Montana.) An action by shippers of 

cattle against railroad for damages from injury to and death 

of cattle in transit held not removable to the federal court as 
being an action arising under the laws of the United States, 

under Judicial Code, sec. 24, par. 1 (U. S. Comp. St., sec. 991), 

or the Carmack amendment (U. S. Comp. St., sec. 8604a, 8604aa). 

—Phelps et al. vs. Great Northern Ry. Co., 213 Pac. Rep. 610. 

Federal Court of State Where Plaintiff Sued Held Without 
Jurisdiction: 

If there are two plaintiffs to the action who are citizens 
of and residents in different states, and defendant is_a citizen 
and resident of a third state, and the action is brought in the 
state in which one of the plaintiffs resides, the federal court 
of that state has no jurisdiction.—Ibid. 


For Diverse Citizenship Allowable Only When Action Coula 

Originally Have Been Brought in Federal Court: 

A cause, to be removable as involving a controversy be- 
tween citizens of different states, must be such a one as might 
have been originally brought in the federal court.—Ibid. 
Instruction as to Delay Held Properly Refused: 

In action against railroad for failing to promptly transport 
shipment of cattle when delivered to it by connecting carrier, 
where there was some evidence of negligent delay in that the 
defendant allowed the shipment to stand on the track at the 
intersection point for a period of five to seven hours, an in- 
struction omitting the question of reasonable diligence to trans- 
port the shipment after it arrived at such point held properly 
refused.—Ibid. 


Allowance of Trial Amendment Discretionary Reviewable Only 
for Abuse: 

The allowance of a trial amendment is within the sound 
discretion of the court, and, unless there is an abuse of this 
discretion, it will not be considered as error.—lIbid. 
Allowance of Trial Amendment. Held Not Prejudicial: 

Allowance of trial amendment increasing the amount of 
damages claimed held not prejudicial to defendant where the 
jury subsequently returned a verdict for less than half the 
amount asked for in the complaint as amended.—Ibid. 

Rule as to Recovery for Failure to Properly Unload and Feed 

Live Stock Stated: 

Where live stock is shipped under a valid, written contract 
providing that the shipper or his agent shall accompany them, 
and that he shall attend to the loading, unloading, feeding, and 
watering of the same at his own expense, and that on his fail- 
ure to comply with this requirement the company shall do 
so, failure on the part of the shipper to comply with the 
contract is default on his part, and he cannot recover for 
damages arising therefrom, but, if either the shipper or carrier 
voluntarily undertakes to unload the stock, he cannot ordinarily 
hold the other responsible for the result of its own negligence 
in doing so, even though it might otherwise be the duty of 
the other to unload and care for the stock.—Ibid. 
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Instruction as to Unloading and Watering Stock in Transit 

Held Erroneous: 

In action for damages to shipment of cattle by negligent 
delay and lack of care, which cattle the shipping contract obli- 
gated plaintiffs to care for as respects unloading and watering 
and feeding in transit, where there was evidence, that, after 
the cattle were unloaded in transit, plaintiffs’ employes cared 
for some of them, an instruction as to defendant’s duty when 
the cattle were unloaded to properly feed and water them held 
erroneous, as failing to differentiate between the cattle actually 
taken charge of, herded, and cared for by plaintiffs and those 
which remained in defendant’s charge.—lIbid. 

Refusal to Instruct as to Live Stock Shipper’s Contract Duty 
as to Unloading and Loading in Transit Held Error: 

In action for damages to shipment of cattle by negligent 
delay and lack of care, which cattle the shipping contract obli- 
gated plaintiffs to care for as respects unloading and watering 
and feeding in transit, refusal to give instructions offered by 
defendant as to plaintiffs’ duties under the shipping contract 
as to loading and unloading held error.—lIbid. 

Instruction Incorrectly Stating Number of Cattle Lost by De- 
fendant’s Negligence Held Error: 

In shipper’s action for damages to and loss of cattle shipped, 
an instruction assuming that the number of cattle lost owing 
to defendant’s negligence was 155, where evidence showed 
only 142 died before delivery, and the loss of 13 head could 
only be conjectured to be due to defendant’s negligence, held 
error.—Ibid. 

Where Interest on Damages May Be Allowed, Jury Should Be 

Instructed that Interest Is Discretionary: 

In a case where interest may be allowed as damages, under 
Rev. Codes 1921, sec, 8663, and the jury are so instructed, the 
jury ‘should be specifically advised that the allowance of in- 
terest is in their discretion.—Ibid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Withdrawal of Libel Granted: 

(District Court, E. D., New York.) Withdrawal of a libel 
and the filing of a second one was permitted, where there was 
only a special and no general appearance in behalf of the boat 
seized.—The Valdura, 286 Fed. Rep. 747. 

Commissioner May Fix Amount of Damages Resulting to Ship- 
per by Reason of Stranding and Incident Expenses: 
Where it is admitted that there was a natural liability for 

. Salvage. services, for which libelant shipper is answerable, the 

amount only is to be determined, that can be done by reference 

to a commissioner.—Ibid. 

Libel Action Held Not Premature, or Objectionable by Reason 
of Prior Filing of Libel in Rem: 

Where, by filing a libel, shipper placed itself in a position 
from which it could not escape, namely, that it was liable for 
salvage resulting from stranding of vessel libeled, court re- 
fused to sustain exceptions that the libel was prematurely filed, 
the court being satisfied that a decree must follow against the 
libelant for the salvage services, and that a libel in rem had 
already been filed by libelant in respect of actions in rem 
brought. by the alleged salvors against the cargo.—lIbid. 
Charterer Takes Risk of Interruption to Lay Days Not Caused 

by Owner or Unusual and Not to Be Anticipated Circum- 

stances: 

(District Court, S. D., New York.) A contract to load and 
discharge cargo within a certain number of lay days binds the 
charterer to do so, unless prevented by the owners or by un- 
usual and extraordinary events which were not to be antici- 
pated.—The Skomvaer, Aktieselskabet Christianssand vs. W. R. 
Grace & Co., 286 Fed. Rep. 711. 

Lay Days for Loading: 

Days actually used in loading a sailing vessel are not to 
be excluded from the lay days allowed the charterer because 
the vessel was also discharging necessary stiffening from an- 
other hatch.—Ibid 
Failure of Vessel to Keep Winches in Condition for Use in 

Loading: 

The winches which a vessel was bound to furnish for use 
by the charterer in loading were a part of the time not in con- 
dition for use entitles the charterer to a deduction from the 
lay days allowed of only the actual time shown to have been 
lost thereby.—Ibid. 


Agreement by Charterer to Pay “Port Charges,” Including 
Towage, Held Not to Require It to Pay Towage from the 
Capes to Philadelphia: 

An agreement by a charterer in the charter party to pay 
all “port charges” at ports of loading and discharge, includ- 
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ing towage, where Philadelphia was named as port of dis- 

charge, held not to render the charterer liable for towage 

from the Capes to Philadelphia, the same being at the charge 

of the vessel or owners.—Ibid. 

Company Operating All Its Vessels Under Government Re. 
quisition Not Released from Contracts as Not Continuing 

Its Service: 

(District Court, S. D. New York). Government requisition 
of all shipping company’s vessels, requiring the company to 
operate them under direction of the shipping board, did not 
absolve the company from liability for breach of its oral cop. 
tract to carry cargo, made specific by three written exhibits, 
one of which was executed after the vessels had been re. 
quisitioned, and all of which made the contract subject to the 
continuance of the company’s service and the sailing of its 
steamers, and exempted it from liability for delay resulting 
directly or indirectly from war, where no proof was offered that 
the company attempted to secure other steamers, or to procure 
cargo space, and there had in fact been no discontinuance of 
service as contemplated by the contract.—Israel et al. vs. Luck. 
enbach S. S. Co., 286 Fed. Rep. 749. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Cause of Action for Overcharge by Carrier Arises at Time and 
Place of Payment; Contract, on Which Cause of Action for 
Overcharge Based, Made and Performed at Time and Place 
of Payment: 

(Court of Appeals of Georgia, Division No. 2.) A cause of 
action to recover against a carrier for an overcharge of freight 
arises, whether ex delicto or ex contractu, at the time and 
place of the actual payment of the overcharge. If the cause 
of action is one ex contractu, the contract upon which it is 
based was made and was to be performed at the time and 
place where the overcharge was paid. Where the shipment out 
of which the overcharge arose was over the lines of connecting 
carriers, and the overcharge was paid to the terminal carrier, 
the cause of action nevertheless arose at the time and place of 
payment to the terminal carrier, even assuming that its collec- 
tion by the terminal carrier amounted to a payment to the 
initial carrier through the terminal carrier as its agent.—Drake 
vs. Davis, Agent, etc., 116 S. E. Rep. 552. 

Action Against Foreign Corporation for Overcharge on Freight 
Not Maintainable in County Other than That in Which 
Cause Arose: 

- Where such cause of action arose within the state of 
Georgia, a suit thereon against the initial carrier, a foreign 
corporation, could not, for lack of jurisdiction, be maintained 
in a county other than the one in which the cause of action 
arose. Civil Code 1910, sec. 2798.—Ibid. 

Properly Sustained When Lower Court Without Jurisdiction: 
It appearing that the judgment for the plaintiff in this case 

was rendered in a court without jurisdiction, the judge of the 

superior court did not err in sustaining the certiorari and 
awarding a final judgment for the defendant.—Ibid. 


MASTER MUST MANIFEST ALL 


The Trafic World Washington Bureau 


It is within the power of the United States to compel the 
master of a foreign ship arriving in a United States port to 
place on the manifests filed by him showing the cargo of that 
vessel, all the freight aboard the ship, including the parts of the 
cargo not permitted to be landed in the United States. That 
is the substance of an opinion rendered this week by the Su- 
preme Court of the United States in No. 76, the United States, 
petitioner, vs. Wesley L. Sischo, on certiorari to the United States 
Circuit Court of Appeals for the ninth circuit. The decision of 
the circuit court of appeals was reversed and the case remanded 
to the district court for further proceedings in conformity with 
that opinion. 

Sischo claimed he did not have to report several parcels of 
smoking opium carried in his cargo because they could not law- 
fully be imported into the United States. In the former hearing, 
the court had evenly divided on the question, thereby affirming 
the judgment of the lower court. On account of the importance 
of the case in relation to the enforcement of the liquor and nar 
cotics laws the case was reheard. 


The government contended that the word “imported” as used 
in the law should be construed to mean “bringing into the United 
States” and that the words “capable of being imported” should 
be construed to cover articles that could be illegally brought It 
to the country as well as those that could be legally brought in. 
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MINING NOT COMMERCE 
The Trafic World Washington Bureau 

Iron ore mining, even. in Minnesota, where the ore is taken 
from open pits and loaded directly into railroad cars, is not 
interstate commerce, according to the opinion of the Supreme 
Court of the United States, in Oliver Mining Co. et al. vs. State 
of Minnesota, written by Associate Justice Van Devanter, handed 
down this week. 

Suits were brought by the Oliver and five other mining 
companies to prevent the enforcement of a taxing act passed 
by Minnesota, in April, 1921, placing an occupational tax of 6 
per cent of the value of the ore produced and directing that 
the tax be computed on the value of the ore where it was mined. 
The act provided that if report was not made by the mining 
companies, the state tax commission should determine the 
amount and value of the ore, compute the tax and impose a 
penalty of 10 per cent for failure to make report. 

The mining companies refused to make the reports for 
1921, claiming the act was invalid, as they were in conflict 
with the commerce clause of the Constitution and violative of 
the “equal protection of the laws” part of that document. The 
court held against both contentions. It said the tax was what 
it purported to be, an imposition on the occupation of mining, 
the tax being computed on the value of the product of the 
occupation. 

“The chief contention is that mining, as conducted by the 
plaintiffs, if not actually a part of interstate commerce, is so 
closely connected therewith that to tax it is to burden or inter- 
fere with such commerce, which a state cannot do consistently 
with the commerce clause of the Constitution of the United 
States,” said the court. The court reviewed the facts about the 
manner in which the mining is carried on, showing the direct 
transfer from the ground to the railroad cars, and its shipment 
outside the state.. In 1921, the court said, the shipments to 
points outside the state amounted to 18,167,370 tons, while only 
261,622 tons were used in Minnesota. 

“Plainly the facts do not support the contention,” said Mr. 
Van Devanter. “Mining is not interstate commerce, but, like 
manufacturing, is a local business subject to local regulation 
and taxation. Its character in this regard is not controlled by 
contractual engagements, and persists even where the business 
is conducted in close relation to interstate commerce. The 
business on which the tax is laid ends before the ore enters 
interstate commerce, and there is no discrimination against 
such commerce. It may well be that the tax indirectly and 
incidentally affects that commerce, just as any taxation of rail- 
road or telegraph lines does, but this is not a forbidden burden 


‘or interference.” 


In regard to the equal protection of the laws phase of the 
case, the court pointed out that it applied to all engaged in 
mining or producing ores. It pointed out that the legislature 
had a wise discretion as to the objects upon which it would 
lay taxes; that it might select those engaged in one class of 
business and exclude all others, “if all similarly situated and 
brought within the css and all members of the class are dealt 
with according to uniform rule. Here the selection is of all who 
are engaged in mining or producing ores on their own account, 


that is to say, as owners or lessees. The selection seems to be 
an admissible one.” 


ALLEGED REBATING CASE 


The Traffic World Washington Bureau 


The Supreme Court of the United States has issued a writ 
of certiorari in No. 994, United States of America, petitioner, 
vs. the Gulf Refining Co., respondent, on the application of the 
United States. The case to be reviewed is the judgment of 
the Circuit Court of Appeals for the eighth circuit. In that 
case the appellate court reversed and remanded a case in which 
a fine of $99,000 was entered by the United States court for the 
eastern district of Oklahoma, on 99 counts of an indictment 
charging the oil company with having received concessions and 
discriminations in rates on shipments of gasoline from Kiefer, 
Drumright and Jenks, Okla., to its refinery at Port Arthur, Tex., 
In violation of the Elkins anti-rebate law. 

Solicitor-General Beck, in his application for the writ of 
certiorari, alleged the shipments in question had been billed to 
the respondent by its subsidiary, the Gypsy Oil Company as 
“unrefined naphtha” and paid the lower rates on that product 
instead of the higher ones applicable on gasoline. 

The government asked for a review of the case because 
the judgment of the Circuit Court of Appeals, according to Mr. 
Beck, “conflicts with and practically nullifies the powers of the 
government under the so-called transportation of explosives act 
to enforce the regulations promulgated by the Interstate Com- 
merce Commission for the safe transportation of explosives and 
other dangerous articles. 

The Solicitor-General regarded as most remarkable that 
the opinion of the Circuit Court of Appeals did not even men- 
tion the Commission’s explosives regulations, requiring the con- 
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densates of natural gas to be shipped and described as gasoline, 
“although such regulations appear in full in the record.” 

Commenting on the observation about the remarkableness 
of the fact that the Circuit Court of Appeals “had not even 
mentioned” the explosives regulations, R. L. Batts and Frank 
M. Swacker, attorneys for the oil company, said that if the 
court “had even mentioned all the improper evidence that was 
admitted upon the trial, the opinion would have been tiresomely 
long, without being in any way improved.” 

Solicitor-General Beck said the case should be reviewed 
and the appellate court reversed because its judgment “seriously 
imperils the following pending litigation in relation to similar 
misbilling of casinghead gasoline as ‘unrefined naphtha’: 


“(a) It practically precludes the government from prosecuting 
seven other criminal indictments pending in the eastern district of 
Oklahoma against the respondent, its officers and certain carriers, 
charging violations in this respect of the Elkins act, of the act to 
regulate commerce, and the so-called transportation of explosives act. 

“(b) It practically precludes the government, through the director 
general of railroads, from collecting undercharges outstanding against 
the respondent aggregating approximately $500,000. 

“(ce) It probably subjects the government, through the director 
general of railroads, as agent of the president, to liability for over- 
charges in this respect, aggregating approximately $500,000.” 

The action of the Circuit Court of Appeals in reversing the 


judgment of the district court, said the Solicitor-General, on 
the ground that it erred in refusing defendant’s (respondent’s) 
request for an instructed verdict, was extraordinary and wun- 
justifiable in any event. That action, he said, would have been 
justified only if the district court, as a matter of law, had held 
the condensates were unrefined naphtha and not gasoline. 

Batts and Swacker said the Solicitor-General went outside 
of the record when he asserted that explosions at Memphis, 
Tenn., and Ardmore, Okla., the latter in 1915, were of a char- 
acter such as that at Gainesville, Tex., in which a carload of 
the condensates shipped by the Gulf exploded, because, as they 
said, the explosion at Gainesville was caused by deliberate 
violation of the placards on the dome of the tank car and that 
the man who caused it had never seen the billing, in which 
the condensate was described as “unrefined naphtha.” 


PEORIA SWITCHING CASE 
The Trafic World Washington Bureau 


A motion to expedite the hearing in No. 1044, Peoria & 
Pekin Union vs. United States, on appeal from the northern 
division of the southern district of Illinois, has been filed in 
the Supreme Court of the United States by R. V. Fletcher, 
attorney for the plaintiff. The court cannot pass upon the 
motion before May 21, because it has taken a recess until that 
day. 

In his motion for expedition, Mr. Fletcher pointed out that 
no final hearing had been had in the case, but that Congress 
intended there should be expedition in such cases by having 
the court give them preference and priority. The case raises 
the question of the power of the Commission to have issued 
Service Order No. 37 directing the Peoria & Pekin Union to 
continue interchange switching at Peoria for the Minneapolis & 
St. Louis. 

The motion for expedition averred that the Peoria & Pekin 
Union, because the lower court had sustained the order on the 
ground that the law pertaining to car service was broad enough 
to support it, was performing service for the Minneapolis & 
St. Louis without present compensation, although the tariff of 
the plaintiff provided for the imposition of a charge of $4 per 
car. It said the order required it to disregard its published tariff 
and to perform service without present compensation. 

Great public interest attached to the case, Mr. Fletcher said, 
because the case dealt with the so-called emergency powers of 
the Interstate Commerce Commission. 

“Under the Interstate Commerce Commission order appel- 
lant is required to switch cars for another railroad under the 
provisions of a statute which gives the Commission the author- 
ity to allow one railroad to use the equipment and facilities of 
another, but give no power to the Commission to require one 
railroad actually to perform switching services for another,” 
said the motion. 

The plaintiff contended the statute gives no such power. 
It said the power should be defined and settled as soon as could 
be conveniently done, hence its motion for expedition. 


INTRASTATE REPARATION 


The Trafic World Washington Bureau 

Unless the Public Service Commission of Pennsylvania acts 

in a wholly unexpected way, the Pennsylvania Power & Light 
Company will obtain reparation on intrastate shipments of 
anthracite coal that moved in the guaranty period on a rate that 
was lowered by the order of the Pennsvivania commission, 
although the Interstate Commerce Commission never consciously 
gave its consent to such a reduction in rate during the guaranty 
period. The Supreme Court of Pennsylvania, in an opinion 
dated April 30, written by Justice Kephart on No. 244 (January 
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term, 1923) Lehigh & New England vs. The Public Service 
Commission of the Commonwealth of Pennsylvania and Penn- 
sylvania Power & Light Company, intervener, has held that 
because the federal body, in its decision in formal docket No. 
11463, Lehigh Valley Coal Co. vs. Director-General, 69 I. C. C. 
535-51 and related cases, decided July 8, 1922, said 25 cents 
would have been the reasonable rate to have applied on buck- 
wheat No. 3 from washeries in the Panther Creek mining dis- 
trict to Power House (Hauto) between June 25, 1918 and Feb- 
ruary 28, 1920, it thereby approved an intrastate rate of a like 
amount, prescribed by the Pennsylvania commission in an order 
og October 25, 1921, for the period, March 1, to August 25, 

_ The language of Justice Kephart is not so direct as that in 
the preceding paragraph. The heart of his opinion, it is 
believed, is to be found in the paragraphs in which he dis- 
cusses section 208 (a). On that point he said: 


Section 208 (a) provides that all rates which, on February 29, 
1920, are “in effect” shall continue. The rate guaranteed during the 
six months following is the lawful rate, or such tariff found by the 
Interstate Commerce Commission to be just and reasonable on the 
date of the guarantee period, (March ist). That rate controlled the 
carrier, the state commission and the state appellate courts reviwing 
the question. By the action of the federal commission sustaining 
this appellee’s complaint before it, twenty-five cents a ton was the 
rate fixed to continue through the guarantee period, unless changed 
as provided by the Transportation Act. The state Commission, 
acting under 208 (a) did not reduce a rate, but rather enforced the 
correct rate. Twenty-five cents per ton, in legal contemplation, was 
written into the tariff from the beginning, the former rate being 
wae? annulled, 

If we should be in error in so holding, appellant is in no better 
position. What this court now considers is the action of the Supreme 
Court in sustaining the commission’s finding as to a reasonable rate 
during the guarantee period. Section 208 (a) does not prohibit a 
complaint from being filed during the guarantee period. Section 
208 (a) does not prohibit a complaint from being filed against_a rate 
established during federal control for the guarantee period. It does 
prohibit a reduction in rates without the approval of the Interstate 
Commerce Commission. The Supreme Court found from the record 
sufficient evidence to sustain the state commission’s order, and the 
reduction was not confiscatory. Without considering the proceedings 
before the Interstate Commerce Commission on the complaint there 
filed, and assuming the state’s action was on a rate not before as- 
sailed, if we affirm the order, the carrier is not injured until the 
state commission’s order is_ approved by the federal commission, and 
afterwards only on an order of reparation. Carriers are afforded 
every opportunity contemplated by section 208 (a) to contest before 
the commissions and the courts the complaint filed against the rate, 
but, when the order is here finally approved, the federal authorities 
must also act before the reduction can be made effective. It is not 
necessary to stats action, that a conditional approval from Washington 
be first obtained. Section 208 (a) reads. ‘‘No such rate * * * 
shall be reduced * * * unless the reduction * * * is approved. 
The act of Congress intended the Interstate Commerce Commission 
to act as a reviewing body over rates during the guarantee period, 
determining whether the reduction is a proper one, having in view 
the purpose of the act. 7 

As the question impresses us, the only lawful rate in existence 
during the period of federal control, and Curing the guarantee period, 
was twenty-five cents a ton; it continued until changed by state and 
federal authority. If this is so, there is nothing for the Interstate 
Commerce Commission to approve. The parties are now at liberty 
to prosecute their petition for reparation adjustment. 

however, counsel deem it expedient to seek the Interstate 
Commerce Commission’s approval of the state commission’s findings 
covering the period in question, we do not wish anything here said, 
to embarass their effort. 


Application for the approval of the federal Commission has 
not been made nor have Francis B. James and E. E. William- 
son, counsel for some of the complainants in the case decided 
by the Commission in No. 11463, before mentioned, any thought 
of asking for it. They know the Conference Ruling of the Com- 
mission dated July 27, 1920, in which it said “Jurisdiction over 
intrastate rates, etc. of carriers which were under federal con- 
trol when it terminated at 12:01 a. m., March 1, 1920, thereupon 
passed to the authorities of the respective states, subject to the 
provisions of section 206 of the Transportation Act, 1920, and 
with the limitations: (a) that such rates, etc. shall not be 
reduced prior to September 1, 1920, without the approval of the 
Interstate Commerce Commission and (b) that they shall not 
contravene the provisions of section 13 of the Interstate Com- 
merce Act.” 


The Commission examiner who made a proposed report on 
No. 11463 and related cases, recommended a finding that a 40 
cent rate would have been reasonable for use during federal 
control. The Commission through division No. 1 decided in 
favor of 25 cents, basing its determination on the finding of the 
Public Service Commission of Pennsylvania, dated October 25, 
1921. Division No. 1 said the Pennsylvania commission had 
acted upon a full analysis of the cost studies and other evidence 
submitted. It said it could see no reason on the record made 
before the Federal body, for reaching a different conclusion 
with respect to a period immediately preceding the one covered 
by the complaint upon which the Pennsylvania commission had 
acted. It said the 25 cent rate would yield a revenue of nearly 
$12 per car for a haul of a little less than four miles. 


CONTROL NOT A MERGER 


(Special correspondence from Atlanta, Ga.) 
Control of one railroad by another does not make them the 
same corporation, it was held this week by a federal tribunal 
which enjoined the Georgia Public Service Cemmission from 
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putting into effect continuous mileage rates on the Georgia, 
Southern & Florida, and the Southern Railway. The tribunal, 
composed of Judge King of the United States Circuit Court of 
Appeals, Judge Ervin of the United States District Court of 
Alabama, and Judge Sibley of the United States court for the 
Northern District of Georgia, held that traffic on two roads, one 
of which is controlled by the other, shall be the same as on 
other connecting roads. The order declared the commission 
order putting the continuous mileage rates into effect was not 
warranted under the power granted by the state constitution. 
The decision further set out that no evidence had been sub- 
mitted to show that the promoters or builders of the Georgia, 
Southern & Florida in any way were connected with persons 
interested in the Southern, which obtained 6914 per cent of the 
smaller road’s stock several years ago at a foreclosure sale. 

The decision said the two corporations were distinct railway 
companies, not under the same management or control. The 
court held that to permit application of the continuous mileage 
rate would be failing to safeguard the minority stockholders. 
Application of the proposed rates would be confiscatory. 

The case grew out of the adoption by the Georgia commis- 
sion of Freight Rule No. 1, providing that railroads under the 
same control should be required to charge for freight on a 
continuous mileage basis instead of on a higher basis permitted 
connecting roads under the same management. 


BEATTY DISCUSSES COMPETITOR 
The Trafic World Ottawa Bureau 


Declaring the outlook for the future of the Canadian Pacific 
to be gratifying, President Beatty told the annual general meet- 
ing of the road in an address at Montreal, May 2, that the 
results for 1922 had been satisfactory. No changes in per- 
sonnel were made, with the exception of the election of Fred 
W. Molson of Montreal to the directorship made vacant by the 
death of R. B. Angus. 

The recent business improvement and the exceptionally 
heavy crop movement were favorable, said President Beatty, 
citing as unfavorable factors the imposition of the Crows Nest 
Pass rates, the slow return of Canadian cars from the United 
States, and the embargoes on some American lines. Results of 
the Crows Nest Pass rate reduction had not been fully appre- 
ciated by Parliament in re-enacting legislation which set up an 
uneven rate structure that could not be equalized until lower 
operating costs and increased traffic permitted other rate reduc- 
tions, he said. 

The outlook for immigration he declared to be improving 
and recent developments gave hope of a stimulation of the move- 
ment of colonists from the United States. 

The physical condition of the road he declared to be good 
despite the difficulties of operation of the last few years and 
he attributed the road’s condition to its ample facilities for 
rolling stock and motive power, the high standards of main- 
tenance made possible by adequate expenditures when financial 
and traffic conditions had been favorable in the past. 

Completion of the Grand Trunk and its consolidation with 
the Canadian National Railways, he declared, had ended the 
disorganization of the Canadian roads and it could now be made 
evident whether government administration could or could not be 
conducted successfully without aid from the federal exchequer. 
The amount of political interference the private carriers could 
expect would depend on the results produced. If the roads, he 
declared, were administered as a private enterprise the results 
would be successful, but political interference, he believed, could 
only result in increasing the financial burden on the country. 

“Fundamentally,” he said, “private property and enterprise 
constitute in no less degree than public property and enterprise 
the wealth and business of the nation. Their interest is no 
less a national interest and is etitled to the same measure of 
protection and favor.” The fact that foreign capital owned the 
enterprise made little difference, he added, because, for a long 
time to come, the country must depend on foreign capital and 
must, therefore, offer it the same privileges as offered to do- 
mestic capital. Individual initiative and enterprise had con- 
tributed to the progress and prosperity of the country in a 
great way and must be relied on for progress in the future. 

“I have as yet seen no indication that the government of 
the day desires to take any other attitude than a judicial and 
impartial one between the National Railways and this road,” 
he said, “but it is of great importance that it should not if the 
credit of Canadian enterprise is to be maintained and foreign 
capital successfully invited to its support and expansion.” 





HUDSON BAY ROUTE CONDEMNED 


The Montreal branch of the Engineering Institute of Can- 
ada, in a general discussion on the Hudson Bay route, denounced 
the whole proposition as unsound and one leading engineer, 
G. H. Duggan, declared that every dollar spent on it by the 
government had been wasted, and the sooner the whole thing 
was dropped and forgotten, the better for Canada. 
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Trafic Lesson No. 36 


Shippers’ Cars and Private Car Lines—Thirty-sixth in the Course of Fifty-two Lessons Written 
For the Traffic World by Grover G. Huebner, Ph. D., Professor of Transportation and 
Commerce, University of Pennsylvania 


A part of the freight equipment of the United States has 
been owned privately ever since the earliest years of railroad 
operation. For a relatively short time shippers or car com- 
panies provided cars and paid the railroads for the use of their 
roadway and motive power. During the years extending from 
about 1860 to 1875, moreover, numerous privately owned fast 
freight lines were organized, the freight equipment of which was 
variously used to provide through service, but these private lines 
were later acquired by the railroads. The private car system 
of the present time is of more recent origin. It began in about 
1880 and was brought about mainly, although not exclusively, 
by the demand for specialized equipment. 

In its private car report of July 31, 1918, the Interstate 
Commerce Commission reported a total of 137,179 privately 
owned cars, and in 1922 the Joint Commission of Agricultural 
Inquiry reported a total of 225,724. The figures in both in- 
stances include certain cars owned by freight lines which are 
controlled by railroad companies. Most of the private freight 
cars constitute special equipment, such as refrigerator cars, oil 
and other tank cars, coal cars, “palace” livestock cars, poultry 
cars, furniture and vehicle cars. There are, however, a sub- 
stantial number of box and flat cars. The figure for 1922 was 
itemized as follows: 

Box cars, 766; stock cars, 3,878; coal cars, 28,615; flat 
cars, 1,410; tank cars, 132,465; refrigerator cars, 56,124; all 
other private cars, 2,466. 

Some of these cars are owned directly by industrial con- 
cerns and may, therefore, be referred to as shippers’ cars. 
More, however, are owned by “private car lines’”—that is, by 
car companies not controlled by the carriers. Some of the 
private car line companies are owned or controlled by shippers, 
while others are independent of control either by shippers or 
railroads. 


Business Arrangements with Railroads and Shippers 


The usual financial arrangement, in the absence of special 
contracts, is that the private car owner obtains a mileage 
charge from the railroads. The “mileage” paid is in the nature 
of a rental for the use of the private cars, which are virtually 
rented to the carriers. 

The standard mileage rates stated in the “mileage rates 
and rules” tariff published by the American Railway Association, 
Tariff Bureau, W. J. Kelly, Agent, are as follows: 


Cents per mile, 
Coal or coke cars 
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These mileage allowances apply subject to exceptions spe- 
cifically announced by various railroads. 

Mileage allowances except for private tank cars and special 
exceptions announced by individual railroads apply on both 
loaded and empty movement of private freight cars, subject to 
rules for the “equalization of mileage.” This rule as applied to 
one group of roads is as follows: 


Y 
Freight cars of private ownership, other than tank cars of private 
ownership, will be moved without charge either to the station or 
junction point where received under load or under instructions from 
car owners, to other stations, or for delivery to connecting lines, 
except that should the aggregate empty mileage of any owner’s car 
on June 30 of each year exceed the aggregate loaded mileage, such 
excess must be paid for by the owners either by an equivalent loaded 
mileage during the succeeding six months, or at rates specified in 
tariffs or classifications lawfully on file with the Interstate Com- 
merce Commission and state railroad commissions, plus the mileage 
that has been paid by the carriers to the owners on such excess 
empty mileage. Any excess loaded mileage over empty mileage of 
ried owner’s cars at the end of the accounting period will be con- 
tinued as a credit against the empty movement of such cars for the 
ensuing twelve months. Owners of cars of private ownership must 
sssume responsibility for any excess ew mileage resulting from 
mproper delivery of their cars by connecting lines. 


\ 
In case of another large group of railroads the mileage 
equalization rule reads as follows: 


Freight cars of private ownership, other than tank cars of 
" private 
ownership, will be moved empty without charge either to the station 
- junction point where received, under load or under instructions 
: om car owners, to other stations, or for delivery to connecting lines 
except that the aggregate mileage of each owner’s cars must be 
ned as between empty or loaded movement by the owner, 
th er by mileage equivalent in loaded movement or by payment for 
© excess mileage at rate specified in tariffs or classifications law- 


fully on file with the Interstate Commerce Commission or state rail- 
road commissions, plus the mileage that has been paid on such excess 
empty mileage whenever the empty excess mileage warrants such 
action. Car owners must assume responsibility for any excess mile- 
age resulting from improper delivery of their cars by connecting lines. 

Mileage allowances on private tank cars also apply on empty 
and loaded cars, except that under the standard rules, “no 
mileage is paid for switching movement at terminals, nor for 
movements of empty cars for which charges are paid under 
freight car tariffs.” Regular tariff rates are charged for all 
empty movement of new or newly acquired tank cars to the 
point at which they are first loaded or to a home point of the 
owner or party who has newly acquired them, and also for 
new cars being returned empty from such loading or home point 
to the original point of manufacture. Mileage allowances in 
loaded and empty tank car movements are subject to an equal- 
ization rule which is similar to those stated above, but which 
differs from them in certain respects. 

Sometimes special business arrangements are made be- 
tween private car owners and railroads. A typical private car 
agreement may provide that the cars shall be subject to inspec- 
tion by the railroad, that they will be moved under the oper- 
ating rules of the railroad, that the car owner shall see that 
they are well oiled and packed, pay for ordinary repairs and 
renewals and accept settlement for damages according to Mas- 
ter Car Builders’ Rules. Such an agreement may also specify 
that the owners must provide siding room to take care of the 
cars when not in service, that he must keep correct light weight 
and capacity marks stenciled on the cars at all times, and that 
he will not sell or transfer the cars included in the agreement 
without the written consent of the railroad. The railroad may 
be given the right to purchase the cars at prices determined 
under an agreed plan. The railroad, on its side, may agree to 
operate the cars covered in the agreement for a stated number 
of years at the mileage rates fixed by the American Railway 
Association, subject to termination of the agreement on written 
notice of a specified period of time. 

In the transportation of fruit requiring refrigeration cars, 
so-called exclusive contracts are sometimes entered into by 
private car lines and railroads. In a typical contract of this 
kind a railroad agrees to the mileage charge that will be paid 
and to the exclusive use of the refrigeration cars of a particular 
car line, while the car line agrees to furnish an agreed number 
of refrigerator cars or all that maybe needed, and to perform 
the icing service. 

In the past so-called “commission contracts” were also at 
times entered into, the railroad agreeing to pay, in addition to 
the regular mileage, a percentage of the freight rate as a com- 
mission to the private car service. Commission payments of 
this kind have in various instances been declared to be rebates 
and consequently to be unlawful. Commissions or freight rates 
are in effect rebates when paid on cars owned directly ‘or in- 
directly by shippers unless in particular instances it can be 
shown that they constitute payment for specific services ren- 
dered by the car owner to the carrier. 

Private car lines frequently rent cars to shippers instead 
of to the railroads. Palace live stock cars, for example, may 
be rented to shippers of exhibition cattle or of race horses on 
a time basis, the car owners receiving fixed amounts per month 
or other agreed period of time. The shipper, in such instances, 
instead of the private car line, receives the mileage that is 
customarily paid by the railroads. 

In case of private refrigeration cars, moreover, a special 
icing charge—distinct from the freight charge—is paid by the 
shipper. This icing charge is collected by the railroad, but 
if the icing service is performed by a private car line, it is 
turned over by the carrier to the car line. 

Icing charges on carload lots are quoted in two different 
ways: ‘*In case of certain kinds of freight, such as fruit 
and vegetables, they are usually, although not always, on the 
“stated charge” basis. Such charges are stated in amounts per 


- ear per trip and are presumed to cover all terms of expense 


incurred in the icing service. “On carload shipments of meats, 
packing house products, dairy products, fish and certain other 
commodities, the cost-of-ice system is generally used. Charges 
per ton are assessed for the actual quantities of ice furnished. 
They are presumed to cover the cost of obtaining the ice and 
placing it in the bunkers, including switching, but not to cover 
other factors of refrigeration cost.” 

The one-time practice of collecting a car-rental charge in 


*56 I. C. C., 611, Perishable Freight Investigation. 
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case of certain private refrigerator cars when used in the so- 
called local service from Pittsburgh, Pa., to destinations in 
Central Freight Association Territory was disapproved by the 
Interstate Commerce Commission in 1922 (74 I. C. C. 107). 
Whatever financial arrangements are made as between pri- 
vate car owners and the railroads, or between the former and 
shippers who use privately owned cars, the freight rates paid 
to the railroads are those which are contained in the railroads’ 
tariffs that have been filed with the Interstate Commerce Com- 
mission or the proper state commission. A shipper, when using 
cars that he himself owns pays the same freight rates that he 
pays when using railroad-owned cars, and the same is true of 
a shipper who uses the cars of a private car line. The freight 
charges go to the railroad and are the same regardless of the 
ownership of the cars in which the freight is shipped. 


Advantages and Disadvantages of Private Car System 


The origin and continued existence of the private car sys- 
tem discloses various advantages that have been derived from 
it. Most, although not all, of the private freight cars of today 
constitute special equipment, such as refrigerator and tank cars, 
which the railroads originally refused to provide, even though 
shippers requested them to do so, and the desirability of ship- 
ping certain kinds of freight in special cars was recognized. 
The carriers have, since the eighties, gradually provided an 
increasing number of specialized freight cars, but there is still 
an unwillingness to provide all that are needed. A United States 
Supreme Court decision concerning private cars resulted from 
the refusal of an oil-carrying railroad to provide the tank cars 
requested by certain oil refineries (U. S. and I. C. C. vs. P. 
R. R., Dee. 11, 1916). 

It is also recognized that the specialized equipment pro- 
vided by shippers and private car lines has had a pronounced 
effect on the production in regions far removed from their 
principal market of meat products and live stock, perishable 
fruits and vegetables, petroleum products, malt products, ete. 
It is equally clear, however, that if the carriers had provided 
those cars an effect at least equally marked would have resulted. 

The principal advantage of the private car system as such 
is the mobility possessed by cars that are privately owned. 
This is an economic benefit in the case of traffic that is sea- 
sonal or irregular. Private refrigeration cars can be readily 
moved from one fruit growing district to another as they are 
needed; and private live stock cars can be shifted about so as 
to handle, in part at least, the overflow traffic that arises now. 
in one live stock region and then in another. 

Numerous complaints have at various times, however, been 
made against the private car system or against some of the 
defects of private car ownership. The principal complaints 
of shippers have been directed against inequalities in icing 
charges; the control of icing stations by competitors; mileage 
paid on shippers’ cars or the cars of car lines controlled by ship- 
pers; low minimum carload weights on packing-house products; 
exclusive private car contracts; and inequalities in car distrib- 
ution in case of car shortage. 


Public Regulation of the Private Car System 


Section 1 of the interstate commerce act defines the term 
“transportation” so as to include “locomotives, cars, and other 
vehicles, vessels and all instrumentalities and facilities of ship- 
ment or carriage, irrespective of ownership or any contract, 
express or implied, for the use thereof, and all services in 
connection with the receipt, delivery, elevation, and transfer 
in transit, ventilation, refrigeration or icing, storage, and han- 
dling of property transported.” 


The sections of the interstate commerce act prohibiting 
unjust discrimination and rebating, moreover, are so broad in 
their scope as to include wrongs suffered by shippers on the 
part of carriers, regardless whether the carriers used their own 
cars or those owned privately. Private car lines are not, how- 
ever, specifically defined as “common carriers” in the act to 
regulate commerce and consequently they are not within the 
jurisdiction of the Interstate Commerce Commission in the 
same way of railroads, express companies and sleeping car 
companies. The U.S. Supreme Court, as a result of an effort 
on the part of the Interstate Commerce Commission to in- 
vestigate the private car lines, ruled as follows}: 


The Armour Car Lines is a New Jersey corporation that owns, 
manufactures and. maintains refrigerator, tank and box cars, and 
that lets these cars to the railroads or to shippers. It also owns and 
operates icing stations on various lines of railway, and from these 
ices and re-ices the cars, when set by the railroads at the icing plant, 
by filling the bunkers from the top, after which the railroads remove 
the cars. The railroads pay a certain rate per ton, and charge the 
shipper according to tariffs on file with the Commission. Finally 
it furnishes cars for the shipment of perishable fruits, ete., and keeps 
them iced, the railroads paying for the same. It has no control over 
motive power or over movement of the cars it furnishes as above, and, 
in short, notwithstanding some arguments to the contrary, is 
not a common carrier subject to the act. It is true that the definition 
of transportation in section 1 of act includes such instrumentalities 


- ae” vs. Interstate Commerce Commission, 237 U. S. 444, May 
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as the Armour Car Lines iets to the railroads. But the definition is 
a preliminary to a requirement that the carriers shall furnish them 
upon reasonable request, not that the owners and builders shall be 
regarded as carriers, contrary to the truth. The control of the 
Commission over private cars, etc., is to be effected by its control 
over the railroads that are subject to the act. The railroads may 
be made answerable for what they hire from the Armour Car Lines, 
if they would not be otherwise, but that does not affect the nature 
of the Armour Car Lines itself. The petition of the Interstate Com- 
merce Commission to compel an answer to its questions hardly goes 
on any such ground. 

The ground of the petition is that it became the duty of the Com- 
mission to ascertain whether Armour & Co., an Illinois corporation 
shipping packing-house products in commerce among the states, was 
controlling Armour Car Lines and using it as a device to obtain 
concessions from the published rates of transportation, and whether 
Armour Car Lines was receiving for its refrigerating services un- 
reasonable compensation that inured to the benefit of Armour & Co., 
all in violation of sections 1, 2, 3 and 15 of the act. 

If the price paid to the Armour Car Lines was made to cover 
for a rebate to Armour & Co., or if better cars were given to Armour 
& Co., than to others, or if, in short, the act was violated, the 
railroads are responsible on proof of the fact. But the only relation 
that is subject to the Commission is that between the railroads and 
the shippers. It was argued that the Commission might look into 
the profits and losses of the Armour Car Lines (one of the matters in- 
quired about) in order to avoid fixing allowances to it at a confiscatory 
rate. But the Commission fixes nothing as to the Armour Car Lines 
except under section 15, in the event of which we shall speak. 


In the case of private car lines, independent of control 
by shippers, therefore, the Interstate Commerce Commission 
may regulate icing charges and practices, unjust discrimination 
against shippers, rebating, car distribution, demurrage, min- 
imum carload weights, and the relations between shippers and 
railroad carriers. The carriers are responsible for the trans- 
portation charges, regulations and services provided to shippers 
whether in their own cars or in these owned by private car 
lines, but the mileage paid by the railroads to independent 
car lines or other financial arrangements between the rail- 
roads and such car lines were not subject to control under the 
act to regulaté commerce as it stood when this decision was 
rendered and the car lines as such are even now not regulated 
as common Carriers. Independent private car lines are re- 
garded as furnishers of equipment, the railroad carriers stand- 
ing between them and the shippers. 

The power to regulate the mileage charges received by 
independent private car lines from the railroads was definitely 
conferred upon the Commission in an amendment of May 29, 
1917. This amendment to section one as now stated in the trans- 
portation act of 1920 provides that “the Commission may, after 
hearing, on a complaint or upon its own initiation without com- 
plaint, establish reasonable rules, regulations, and practices 
with respect to car service by carriers by railroads subject 
to this act, including the compensation to be paid for the use 
of any locomotive, car, or other vehicle not owned by the 
carrier using it, and the penalities or other sanctions for un- 
observance of such rules, regulations or practices.” 

This section also applies to the mileage allowances paid 
for cars owned or controlled by shippers Such private cars, 
however, were in a different position with reference to the 
regulation of their mileage allowances even before this amend- 
ment was enacted in 1917. The payment of excessive mileage 
on private cars owned or controlled by shippers may constitute 
unjust discrimination against shippers who do not directly or 
indirectly own or control freight cars. The provision of sec- 
tion 15 of the interstate commerce act most directly applicable 
reads as fellows: 


If the owner of property transported under this act directly or 
indirectly renders any service connected with such transportation, 
or furnishes any instrumentality used therein, the charge and allow- 
ance therefore shall be no more than is just and reason and_the 
Commission may, after hearing on a complaint or on its own initia- 
tive, determine what is a reasonable charge as the maximum to be 
paid by the carrier or carriers for the services so rendered or for 
the use of the instrumentality so furnished, and fix the same_ by 
appopriate order, which order shall have the same force and effect 
and be enforced in like manner as the orders above provided for 
under this section. 


Section 1 of the interstate commerce act, in addition to 
defining the term “transportation,” also provides that “it shall 
be the duty of every carrier to provide and furnish such trans- 
portation upon reasonable request therefore, and to establish 
through routes and just and reasonable rates applicable there- 
to; and to provide reasonable facilities for operating such 
through routes.” The bearing of this provision, coupled with 
the duty of the Commission to execute and enforce the pro- 
visions of the interstate commerce act, on the private car Sys- 
tem has also been the basis of litigation. In 1915 the Interstate 
Commerce Commission, on petition of several oil refining com- 
panies, ordered the Pennsylvania Railroad to provide tank cars 
in sufficient numbers to transport the complainant’s normal 
shipments of petroleum products in interstate commerce (Crew- 
Levick Company and Pennsylvania Paraffine Works vs. Pa. R. 
R. Co., 34 I. C. C., 179). The U. S. Supreme Court in 1916, 
however, ruled that the Interstate Commerce Commisison does 
not possess the power to abolish the private car system, nor 
to compel railroads to furnish tank cars or other special equip- 
ment on request (U. S. and I. C. C. vs. Pa. R. R., U. S. Supreme 
Court, Dec. 11, 1916). 
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Personal Notes 





W. M. Lorenz, formerly assistant traffic manager for the 
Midvale Steel and Ordnance Company and Cambria Steel Com- 
pany, is now assistant traffic manager for the Otis Steel Com- 
pany of Cleveland. 


After an illness of almost a year, Earl J. Brattain, division 
freight and passenger agent for the Erie Railroad at Dayton, 
died at his home in Indianapolis on May 6. 


E. G. Goforth, formerly general manager of the Inter- 
national Great Northern Railway Co., has become associated 
with the Swiftsure Petroleum Co., of Houston, as a director and 
vice-president. 


F. C. Regan has been appointed general agent of the traffic 
department of the Chicago & Alton at Los Angeles. 


B. J. Farwig hag been appointed traveling freight and pas- 
senger agent for the El Paso & Southwestern System with 
headquarters in St. Louis. He succeeds Warren Brown, re- 
signed to engage in other business. 


F. A. Swenson has become assistant general freight agent 
for the Forth Worth & Denver City Railway Company and the 
Wichita Valley Railway Company at Fort Worth. 


Jeremiah J. Sullivan is announced as general agent for the 
Chicago, St. Paul, Minneapolis & Omaha with headquarters at 
Sioux Falls, S. D. His territory will extend from Mitchell, S. 
D. to Ashton, Iowa, including Doon Branch and Org to Pipe- 
stone, Minn. The position of traveling freight agent at Sioux 
Falls is abolished. 


Folléwing the death, April 24, of William Henderson, divi- 
sion freight agent for the Pere Marquette at Saginaw, R. A. 
Gordon has been appointed his successor. 


Austin J. Jones has been announced as traffic manager for 
the Arabol Manufacturing Company at its headquarters in New 


York. Mr. Jones was formerly traffic manager for B. T. Bab- 
bitt, Inc. 


Fred W. Putnam, member of the Minnesota commission, 
and prominent in the affairs of the National Association of 
Railway and Utilities Commissioners for a number of years, 
has resigned to engage in the practice of law in St. Paul. 


Charles W. Sterling, an attorney of St. Paul, has been appointed 
in Mr. Putnam’s place. 


Richard Sachse, chief engineer of the California commis- 
sion, and chairman of the special advisory valuation committee 
of the National Association of Railway and Utilities Commis- 
sioners, has resigned to enter private practice in Los Angelss. 


John E. Benton, general solicitor of the National Associa- 
tion of Railway and Utilities Commissioners, has notified mem- 
bers of the recent sudden death from heart disease of Earle 


R. Stewart, a member and former chairman of the Michigan 
commission. 


W. D. Lindsay, traffic manager for the United States Gyp- 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeedi insertions, per line, 50c; 10 words 
to the line; numbers and abbreviations counted as words; 6 point type; 
payable in advance. Answers to keyed advertisements forwarded free 


and all correspondence held in strict confidence. The TRAFFIC 
WORLD, 418 South Market Street, Chicago, II 











POSITION WANTED—Traffic student, LaSalle University, age 23, 
desires position with opportunity understudy traffic manager. Seven 
years’ practical experience, including traffic and lumber office work. 
Expert stenographer. Would go anywhere, but prefer Pacific Coast. 
Best references. Box 547, Traffic World, Chicago. 


POSITION WANTED—Services available of energetic young man, 
26, who has had 6 years’ railroad and 2 years’ commercial experience in 
rates, switching, tracing, getting results. Desires connection in Chi- 
cago or vicinity. Address F. A. H. 549, Traffic World, Chicago. 


POSITION WANTED—Experienced stenographic secretary desires 
position in freight or passenger dept., where there is opportunity to 
become traveling agent or solicitor. Best of references. Address 
BE. T. E. 551, Traffic World, Chicago. 


SSS SS 

POSITION WANTED—Traffic Manager Chain Store Organization 
desires change. Age 35, married, educated, knowledge trucking and 
office practice. Practical railroad, industrial and government traffic 
experience. Could install department. Box 545, Traffic World, Chicago. 
eS PERE EE GI ee ee ee ee 


POSITION WANTED—Thoroughly capable traffic man desires to 
Serve an industrial or commercial firm; over 13 years’ practical experi- 
ence; court and commission decisions; claim prevention and collec- 

on; rate adjustment and tariff interpretation; well educated; 35 
years. Address C. A. L. 543, Traffic ‘World, Chicago. 


POSITION WANTED—Traffic Manager, College Graduate, eight 
Ros experience, at present Traffic Manager wholesale jobbing house. 
tst Class references, Address J. L. 7, Traffic World, Chicago. 
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EDGAR IMPROVED CAR SEAL 


THE GRANT- BILLINGSLEY FRUIT CO., Wich- 

ita, Kans., says: “We beg to advise that this seal 

has given us very good satisfaction, and we an- 

ticipate the continuance of using this seal. It 

has been the most practical and safest seal we 
Ash for Samples have used in our business.” 


and Prices Today The Edgar Steel Seal & Mig. Co., Lawrence, Kansas 


NEW YORK CITY 


WANT POOL CAR DISTRIBUTION SERVICE 
WANT A DISTRIBUTING WAREHOUSE - 
WANT A DELIVERY SERVICE IN GREATER NEW YORK 
WANT YOUR SHIPPING AND STORAGE PROBLEMS 
YOU TO RECEIVE PERSONAL ATTENTION 


Get in touch with 


L. Ellinger Distribution Warehouses 
24 Washington St., New York City 





CONTINENTAL WAREHOUSE COMPANY 


416-434 West 12th Place, Chicago, Ill. © 


Sprinkled Warehouses in the heart of the 
Freight Terminal District. 


Merchandise Storage and Distribution Specialists. 

















JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


Break-Bulk at Cincinnati 


USE US TO: Forward Break-Bulk Shipments; Make 
Local Distribution; Collect Drafts; Handle Pool Cars; 
Advance on Warehouse Receipts. 


We’re up on our toes for service. 


THE BRIGHTON TRANSFER CO. 
FIREPROOF STORAGE CINCINNATI, OHIO 


POOL CARS 


RECEIVED, CHECKED, DISTRIBUTED 
RESHIPPED IN LESS THAN CAR LOTS 


PITTSBURGH DISTRIBUTING CO. 


601 Empire Building, PITTSBURGH, PA. 
Established 1910 Phone 1574 Smithfield. 


TOLEDO, OHIO Bese oO) sod Sled LM OF ata Hat 


The Toledo Terminal Warehouse Co: 
928-930 GEORGE STREET 
TOLEDO, OHIO 


STORAGE OF MERCHANDISE 
Special Attention to Pool Car Distribution 








CHICAGO 
Jos. Stockton Transfer Co. 


1020 Seuth Canal Street, near Tayler Strent 


Teaming of Every Deceription—City Delivery Servies and Cartead 
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sum Company, has returned to his desk after a protracted 
illness. 





L. G. Macomber, traffic commissioner for the Toledo Cham- 
ber of Commerce, has been elected president of the Toledo 
Transportation Club. He was president of the club in 1912-13 
and is now serv- 
ing his second 
term as president 
of the Ohio In- 
dustrial Traffic 
League. Follow- 
ing the election 
a new policy was 
announced for the 
club, which in- 
cludes a return to 
the noon day 
luncheons and 
educational meet- 
ings through 
which it is hoped 
that shippers and 
railroad men may 
be brought to- 
gether for greater 
mutual benefit. 
The club, which 
was founded in 
1905, has grown 
to a membership 
of 250. Other 
newly elected of- 
ficers are: G. E. 
Husted, agent 
New York Cen- 
tral Lines, first 
vice-president; L. 
H. Baughman, 
traffic manager 
Toledo Scale Co., second vice-president; W. J. Chisholm, traffic 
manager Bostwick-Braun Co., secretary; Jules Rheiner, Toledo, 
St. Louis & Western Railway, treasurer; H. E. Thatcher, gen- 
eral agent Hocking Valley Railway, T. A. Hervey, superintend- 
ent car service, Ann Arbor Railroad, executive committee. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Detroit will hold a May Party 
at the Westwood Inn Monday evening, May 14. The dinner, 
which is advertised to include frog, chicken and fish, will be 
followed by dancing. 











The Traffic Club of Chicago held its annual May Party and 
an informal dinner dance at the Hotel LaSalle the evening of 
May 10. 





The York Traffic Club held its regular meeting at the 
Knights of Malta Hall the evening of May 10. The meeting 
was preceded by a dinner and followed by dancing. 





The American Commerce Association Transportation Club, 
an organization consisting of graduates and students of the 
American Commerce Association, was organized in New York, 
May 5. Officers elected were as follows: Spencer E. Hughes, traffic 
manager, Cohn Hall Marx, president; Wm. H. Katt, manager, 
American Commerce Association, vice-president and chairman 
of the board of directors; F. N. Tillier, Louisville & Nashville 
R. R., secretary; N. W. Peaterson, International Paper Co., 
treasurer. The following are directors: John Brenner, Cohn 
Hall Marx; W. Wilbur Balch, Kops Co.; Harold Horton, Norton 
Lilly Co.; H. J. Schaffer, Motor Haulage Co.; J. L. Witzel, 
American Express Co. 





The Traffic Club of St. Louis was addressed at its May 
7 luncheon by T. Y. Wickham, vice-president of the Beach- 
Wickham Grain Company, on “The Effect of Government Con- 
trol on Business.” 


NEW YORK SHIPPERS’ CONFERENCE 


The regular monthly meeting of the Shippers’ Conference 
of Greater New York was held May 8 in the assembly room of 
the Merchants’ Association. 

G. C. Woodruff, general freight agent of the New York 
Central, made an address, dealing with the railroad situation. 
He declared that legislative tampering with the transportation 
act in the near future would be highly inadvisable. Asseriing 
that it was evident that the present law contained some defects, 
he pointed out that it also contained many beneficial provis- 
ions, which were entitled to a thorough trial under normal 
business conditions. Any hasty and ill-considered changes, 
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such as those at present contemplated by the radical element 
in Congress, could result only in harm both to carriers and 
shippers. He appealed for careful and thoughtful considera- 
tion of the present railroad situation and condemned the dis- 
torted and prejudiced views of those who are actuated only 
by an unreasoning hostility against the railroads of the country, 

Reviewing briefly the recovery of the railroads in recent 
months, he outlined the plans of the American Railway Asso- 
ciation for the improvement of the railroad service, described 
in some detail the immediate program of the New York Cen- 
tral, and asked for the co-operation of all shippers to carry 
out the plans for heavier loading of cars, elimination of delay 
in loading and unloading, and the increase of car mileage. 

He also took occasion to point out certain adverse condi- 
tions under which the railroads of the country, and particularly 
the New York Central lines, are compelled to labor. The cost 
of maintenance of the Barge Canal of New York amounted to 
$7.50 a ton for every ton of freight carried on that waterway in 
the years 1920-1921. As one of the heaviest tax-paying cor- 
porations in the state of New York, the New York Central is 
compelled to assist in subsidizing a rival transportation service 
which is costing the public a great deal more than the service 
given warrants, he said. . 

He also said that transportation by heavy motor trucks 
was essentially a subsidized service, in as much as these trucks 
do not contribute an equitable share to the construction and 
maintenance of the highways which they use. Granting that 
there was a place for motor truck transportation, he believed 
that a way should be found for harmonizing this service with 
other forms of transportation service in such a way that the 
burden of highway maintenance would be equitably distributed. 

“The railroads,” he said, “have performed a great service, 
and they are now demonstrating that they are capable of get- 
ting results. They need the benefit of a fair, unbiased public 
opinion, fair legislation, and the continuance of a single policy 
long enough to give it a*fair trial and long enough to enable 
the carriers to become readjusted on a sound basis. We are 
beset with may difficulties. We seek your help and your co- 
operation, and we likewise invite your honest criticism, to the 
end that we shall be able to give the public the advantage of 
efficient, reliable service at a reasonable cost.” 

L. M. Porter, assistant traffic manager of the Fruit Dis- 
patch Company, called the attention of the conference to the 
fact that the Traffic Club of New York had adopted as a 
slogan: “Give Our Railroads a Chance.” He stated that his 
department was following the practice of printing this slogan 
on all its letters, suggested that the custom be adopted by 
other members of the conference, and introduced a. resolution, 
which was unanimously carried, that the slogan be placed on 
all official letters sent out by the officers of the conference. 

Chairman C. L. Hilleary, traffic manager of the F. W. Wool- 
worth Company, presided. 


QUIRK SUCCEEDED BY BUTLER 


The Trafic World Washington Bureau 
The Commission May 11 announced the resignation of Chief 
Examiner Robert E. Quirk, effective June 15, to become a men- 
ber of the firm of Norman and Graham, which is to become 
Norman, Quirk and Graham. At the same time it announced 
the promotion of Ulysses Butler to be chief examiner and 
Charles F. Gerry to be assistant chief examiner. Quirk will 
have his office in Washington. 


FURNITURE RATE REVISION 


(Special correspondence from Atlanta, Ga.) 


Furniture rates to Atlanta and other Georgia points came 
in for revision and substantial reductions at a conference this 
week of carriers’ and shippers’ representatives who have been 
meeting for several weeks in a general rate adjustment for 
Atlanta and adjoining territory. The meeting agreed an revi- 
sions in rates on furniture from middle western points and Ohio 
River crossings to the Southeast and Mississippi Valley, with 
substantial reductions on lines leading into Atlanta and to 
other points within the state. 

The revisions were in line with the order of the Interstate 
Commerce Commission, which enjoins carriers from charging 
a higher rate for a short haul than for a longer one. Some 
rates im the territory affected were increased. 

Railroad officials plan to file the new schedules with the 
Interstate Commerce Commission by June l. 

The reductions agreed on affecting Atlanta follow: 

From Cincinnati to Atlanta from the present rate, which ranges 
from 129% cents per 100 pounds to 96 cents to 88 cents; from Louis- 


ville, frem a rate ranging from 129% cents tc 96 cents to 88 cont 
and from St. Louis, from a rate ranging from $1.67 to $1.20 to $1.0 
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$ 
Track 
‘ — | Fireproof Warehouses on Trac 
: For the Storage of Merchandise 
d. Household Goods and Machinery 
" We specialize in the DISTRIBUTION of local 
ic and pool car shipments 
cy Ce’ ; 
le Consign via any Railroad into Denver 
re Free switching to Warehouse 
20- 
he Storage capacity 350,000 square feet 
of a8 sit cute 150 peer. through the Port of Houston continues to 
se, 
he The Weicker Transfer & Storage Company Take the first four months of 1923 as an example: 
nis Four hundred and five arrivals and departures. 
~ They handled 805,305 tons of freight. 
on, Compared with the first four months of 1922: 
sie Two hundred and ninety-eight arrivals and depart- 
901- ures. 
They handled 646,707 tons of freight. 
The figures for the first four months of 1923 show 
will an increase of 24% over the same period in 1922. 
hief Do they not? 
During the first four months of 1921 there were only 
iced 179 arrivals and departures, handling 346,782 tons 
of freight. 
The figures above for the first four months of 1923 
show an increase of 132% over the same period in 
1921. 
Do you know of any other Port doing as well? 
on Plans are under way to enlarge the public facilities 
been during 1923. 
a The construction of six new wharves and a million 
Ohio bushel grain elevator will be started. 
th 
b) - 11 TRUNK LINES Private Industries are also building wharves, and 
1 7 OUTLETS the Industries already established are enlarging 
pe their present facilities. 
ret — . = . , , 
Some Distribution of Pool Cars and Merchandise This proves that Houston is a live Port. 
b for Storage. For further particulars, address the 
aes FORT WORTH WAREHOUSE DIRECTOR OF THE PORT 
rats AND STORAGE COMPANY 


ts Fifth Floor, Court House Houston, Texas 
$1.05. 


L. C. ABBOTT, Manager 
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NO RAIL LAW CHANGES? 
The Trafic World Washington Bureau 


While Senator La Follette and his “progressive” colleagues 
are engaged in the preparation of data relating to the railroads 
for use next winter, when they will attempt to repeal vital pro- 
visions of the transportation act, observers who have followed 
the railroad legislative situation in Washington are coming to 
the belief that there may not be any important railroad legisla- 
tion enacted by the Congress at its next session. Those who 
take this view base it on the assumption that prosperity will 
continue, that the railroads will effectively meet the demands for 
transportation, and that, late in 1923 and early in 1924, agitation 
for radical changes in the transportation act will not have the 
support of the general public, because the latter will be in a 
state of mind that does not cry out for legislative relief. 

One shrewd observer of the legislative situation in Wash- 
ington who might be classed among those who would like to 
see certain changes made in the transportation act, but who, 
because of his position, does not wish to be quoted, says it should 
be remembered that legislation grows out of a demand from the 
people for relief from this or that. He concedes that the situa- 
tion with regard to the railroads may be such late this year 
and early in 1924 that Congress will find it more profitable to 
talk about something other than the railroads. 

The La Follette “progressives” have been at work and will 
remain at work during the summer in preparation of their 
legislative program in which railroad legislation will be an 
important item. They have obtained data from the Commission. 
A questionnaire was sent to the Commission by Senator La 
Follete to develop just what the Commission has been doing in 
connection with the valuation of the railroads. The “progres- 
sives” have also obtained statistics from the bureau of valuation 
of the Commission. They are fortifying themselves with the 
facts. What they will do with them is another matter. 

Mr. La Follette and his associates, it is frequently asserted, 
will have the “balance of power” in the next Congress. They 
will have that power if the Democrats and the Republicans divide 
on party lines. If La Follette is able to command the support 
of practically all the Democrats, he will be able to wield to the 
balance of power effectively. If, however, any considerable num- 
per of Democrats should refuse to follow his leadership, La 
Follette will have, if anything, merely a veto power. It is con- 
ceded. that La Follette will not be able to put through any 
radical changes in the transportation act and that the most he 
will be able to do will be to defeat constructive legislation. 

One of the “Big Four” brotherhood representatives in Wash- 
ington, when asked what attitude the brotherhoods were going 
to take with reference to the Labor Board, said nothing definite 
had been done as to that, though consideration was being given 
to the question of whether or not recommendation should be made 
for the abolition of the board. This brotherhood leader said 
that, so far as the “Big Four’ were concerned, every effort 
would be made to prevent cases affecting them getting before 
the Labor Board. They are following a definite policy of mak- 
ing settlements direct with the railroad managements. 

Senator Capper, of Kansas, continues to sign articles in his 
farm. papers that assert and reassert that Section 15-a must be 
repealed so that freight rates may be reduced. With improve- 
ment of the farmers’ economic position, however, it is sug- 
gested, Capper’s demand for repeal of Section 15-a may not be 
so compelling as it was when the farmer was hard hit by 
economic conditions. 

Hearings on proposed railroad legislation will be held before 
the Senate and House committees on interstate commerce, but 
whether or not the final stage of legislation will be reached 
is another question. President Harding’s recommendation that 
the United States participate in the international court will cause 
a great deal of talk at the next session. Then the political con- 
ventions and campaign will occupy the attention of the states- 
men of the political parties and various blocs. The upshot may 
be that important railroad legislation will have lost its attractive- 
ness to the politicians as a major issue and ‘that it will be 
sidetracked. 

The railroads are bending every effort to handle traffic ex- 
peditiously and to prevent’ an abnormal car shortage this fall. 
Railroad officials admit that if the railroads fall down in handling 
the peak loads this summer and fall, S. Davies Warfield and his 
car pooling plan will attain a favorable position. On the other 
hand, if the railroads demonstrate, through the American Rail- 
way Association, that they can handle a large volume of traffic 
efficiently and effectively, it is pointed out, there will be less 
support for proposals along the lines advocated by Mr. Warfield. 


RATES ON GRAIN 


Contending that grain rates should break on only the prin- 
cipal grain markets and that other points should be served 
by combinations of the local and proportional rates, representa- 
tives of the carriers serving the Iowa grain traffic appeared 
before Examiner Carter in Chicago May 4 as respondents in 
I. and S. 1786. Testimony of the complainants, grain dealers 
and shippers’ associations from Texas points and the Missouri 
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River grain markets, which was presented before Examiner 
Shanafelt at Fort Worth, April 26, had sought to establish that 
the grain rates from Peoria and Chicago to points in Texas 
should be permitted to apply at points through Iowa and the 
Missouri River markets as intermediate points. They sought 
therefore, a change in items No. 3112-D, 3115-A, and 3118-4. 
page 13, of Leland’s Supplement 14, I. C. C. 1537, which had 
been interpreted by Director of Traffic W. V. Hardie to apply 
through Iowa and Missouri River markets. 

The contention of the carriers was that this interpretation 
was wrong and would make the through rates less than the 
normal basis of the lowest combination-via the route moved, 
Testimony was presented to show that such combinations were 
the general practice and that allowance of the Peoria and Chi- 
cago rates through Iowa points to Texas points would effect 
discrimination in favor of Iowa points on certain connecting 
lines, where the rates would apply, against other Iowa points 
not on connecting lines. Interpretation of the rate to apply 
through Iowa, it was shown, would require the carriers to move 
the grain over routes ranging from averages of 120 per cent 
to averages of 174 per cent more circuitous than over the direct 
line for which the rates were intended. J. S. Brown, for the 
Chicago Board of Trade and the Milwaukee Chamber of Com- 
merce, appeared with the representatives of the carriers in 
support of the railroads’ position. 

A conference of representatives of the primary grain mar-. 
kets to discuss going before the Commission in reference to 
grain rates breaking on primary market points will be held at 
St. Louis May 23. The decision to hold the conference followed 
the hearing at Sioux City in I. & S. 1792, May 9 and 10, and 
the decision of the Commission on I. & S. 1695 (Traffic World, 
March 31, 1922, page 708). In the latter decision the Commis- 
sion condemned as not justified the increased rates sought by 
the carriers which were, in effect, combinations on market 
points. This action representatives of the carriers believe to 
be somewhat contrary to past decisions and to have been due 
to their failure to present to the Commission adequate proof 
of the reasonableness of such rates. The attempt was, there- 
fore, made at the Sioux’ City hearing (I. & S. 1792) to justify 
the rates in breaking on market points and to prove combina- 
tion rates on such points reasonable. Representatives of cham- 
bers of commerce from Chicago, Milwaukee, St. Louis, Cairo, 
and Omaha appeared at Sioux City in support of the carriers’ 
position. 4 

The St. Louis conference will be an attempt to clarify the 
contentions of the carriers for further hearings. Among other 


— cases now pending before the Commission is I. & S. 


REPARATION ON LUMBER SOUGHT 

Additional evidence on the part of the complainant was 
presesented to establish the payment and bearing of charges 
in Docket No. 14298, Edward Hines Lumber Co. vs. Director 
General, before Examiner Carter at Chicago, May 7. The case 
was heard in part before Examiner J. H. Howell at Chicago, 
February 17, and had been continued due to the inability of 
one of the complainant’s witnesses to be present owing to ill- 
ness. The complainant alleged that a local rate had been 
charged on 38 carloads of lumber shipped from Fairbanks, 
Minn., to Winton, Minn., for dressing and reshipment, and 
sought reparation. The contention of the Director-General 
was that the rates charged has been reasonable in comparison 
to those charged in contiguous territory for the same services. 


REPARATION AGREED ON 


In requesting that Docket 14560, New Lenox Grain Co. VS. 
Director General as agent and the Michigan Central, be trans- 
ferred to the special docket, the Director General has indicated 
that the complaint will be settled by the awarding of repara- 
tion on a basis of a rate of 6% cents. The complaint involved 
the shipment of grain from Spencer, Illinois, to Chicago, which 
had been charged for at the local rate in 1919. It was alleged 
that a rate of 6 cents was in effect from Steel, Ill., the next 
town beyond on the same line. At the hearing at Chicago 
before Examiner Carter, May 7, the complainant presented test 
mony to show the payment and bearing of the charges and the 
Director General agreed to pay reparations on a basis of the 
61% cent rate which was in effect previously to the time in ques 
tion. 


FRISCO ORDER MODIFIED 

The Commission has issued a supplemental report modify- 
ing an order of April 2 which authorized the St. Louis-San Frat 
cisco to pledge and repledge $5,644,700 of prior lien mortgasé 
bonds and which also authorized subsidiaries of that company 
to issue promissory notes, so.as to permit the Frisco to create 
a fund equal to the proceeds of such pledge or repledges in lieu 
of creating a fund out of such proceeds. 
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RECOVER YOUR LOST MONEY ON 


PAID FREIGHT BILLS 


SINCE MARCH 1ST, 1920 
ERRORS IN FREIGHT VOUCHERS 


Due to the complexity of freight rates, and a prevailing 
feeling of inability to determine accurately what the 
freight charges really should amount to, every business 
concern is paying its freight vouchers in a blind, hap- 
hazard manner, hoping and trusting that a busy, harassed 
railroad rate clerk, who must handle hundreds of such 
bills in the course of a day’s work, has made no errors in 
the classifications, rates, or extensions. 

Supplements to tariffs and classifications are a constant 
source of error in freight charges. A reduced rate may 
be in effect for months and even years before it is noticed, 
while all shipments moving in the interval are overcharged. 
It is a very easy matter for a railroad rate clerk to take 
for granted that there has been no change in a rate, es- 
pecially if it had been in effect for years, and so not take 
time to look through the supplements. Thus when he is 
billing hundreds of shipments, there are many chances 
for error. 

Frequently overcharges originate through failure of the 
shipper to properly describe shipment, and the rate clerk, 
for his own protection, applies the highest rate. How- 
ever, when we prove that there has been an error in 
description, we can obtain a refund. 

Don’t hesitate to send your freight vouchers because 
you don’t have a great stack of them. Frequently we find 
as great a total of errors in fifty bills as we do in a thou- 
sand. SHIP THEM TO US by mail. 


We ask no advance payment. The proceeds 
from all elaims paid are split fifty-fifty. 


The Traffic Service Bureau 


222 Market St., HARRISBURG, PA. 


STEAMSHIP AGENTS, BROKERS AND FREIGHT FORWARDERS 
Members Harrisburg Chamber of Commerce and State Chamber of Commerce 





A WAREHOUSE STOCK within the territory served, saves one 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 
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Joint Services with 
Hamburg - American Line 
yaaa YORK TO HAMBURG 
tHANSA . --May17 *MOUNT CLAY 


ty red CLINTON... ..May 24 
tRELIANC 


sbiddeddesed NG 
*MOUNT CARROLL Sates 21 
*3rd Class Passengers... ¢ Cabin and 3rd Class Passengers. 
t Ist, 2nd and 3rd Class Passengers. 
BOSTON TO BREMEN AND HAMBURG 

KERMIT (via Baltimore and Norfolk)..............+..+.-May M4 
HESSEN (via Baltimore and Norfolk) ...........e..e8: .--June 9 

PHILADELPHIA TO BREMEN AND HAMBURG 
EMDEN (via Baltimore and Norfolk).............. me M 
BRASILIA (via Baltimore and Norfolk).............000.. 
KERMIT (via Baltimore and Norfolk) 

BALTIMORE TO BREMEN AND HAMBURG 

FURST BULOW (via Norfolk) 
KERMIT (via Norfolk) 
EMDEN (via Norfolk) 
HESSEN (via Norfolk) ... 
BRASILIA (via Norfolk) 


NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 





-e+eeMay 26 


BRASILIA ‘ 

NEW ORLEANS TO BREMEN AND HAMBURG 
SACHSENWALD First Half of May 
SCHWARZWALD Last Half of June 
Through bills of lading via Hamburg to all Scandinavian, Baltic, 

Mediterranean, Levant and African Ports 


General Offices: 39 BROADWAY, New York 
WESTERN FREIGHT OFFICE: 

CHICAGO, 327 South La Salle Street Phone Wabash 4891 
BRANCH OFFICE: perms Casualty Tower Bldg. 
BOSTON..........-American-Hawaiian 8. 8. Co., 40 Central Street 

I a $255 ARENAS & 8. Co., Bourse Bldg. 
NEW ORLEANS..... ett, fly LEE -Richard Meyer Co. 
NORFOLKE......=..... Scie . Harriss, Magill & Co. 


eee eer eoseswes 










AMERICAN-HAWAIIAN §.S. Co. 


Intercoastal Services 


To Los Angeles, San Francisco, Portland, 
Seattle and Tacoma 


NEW YORK—WEEKLY 
PENNSYLVANIAN ...May 17 









BOSTON—WEEKLY 
PENNSYLVANIAN ....May 12 


KENTUCKIAN ........May 24 KENTUCKIAN ........May 19 
TEEAN .cccce. lb Skitese May 31 WEE. swsiccnescnccc -».-May 26 
hbutenibead<od June 7 IOWAN CO AADIROM GTS 


FLORIDIAN .......... J 







BALTIMORE 
HAWAIIAN ........... May 25 HAWAIIAN ...........May 20 
OREGONIAN .......... June 8 OREGONIAN ..........June 3 


ee 


GEORGIAN ..... eeeees J 






CHARLESTON SAVANNAH 
og | SAS IPSWICH 











--June 2 













MOBILE 
IPSWICH ..........+.-June 12 


NEW ORLEANS 


SUDBURY ............May 20 
IPSWICH ....... o++-- June 18 


Through bills of lading, via Los Angeles te San Diego, via San 
Francisco to Oakland, Stockton, Sacramento, Cal.; and te Hono- 
lulu, Hile, Kahului and Port Allen, Hawaiian Islands. 









General Offices: 8 BRIDGE ST., New York 


BRANCH OFFICES: 
BOSTON.....40 Central Street PITTSBURGH......Oliver Bldg. 
CLEVELAND.. 242 The Arcade ROCHESTER...Commerce Bldg. 
PHILADELPHIA. .Bourse B 









AGENTS: 
BALTIMORE........United Am. Lines, Md. Casualty Tower — 
SINS 55. owdsccdiccdidctedddccutdoocctes ose .- Street Bros. 
CHICAGO ........United ‘American Lines, 327 South La Salle St. 
MOBILE... ‘ 


SSCS HHH EHEHE HERE EEE EEO HEHE EEE 


NEW ORLEANS..............00+: 







GENERAL PACIFIC COAST AGENTS: 
Williams, Dimond & Co., 310 Sansome St., San Francisco 
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FARLEY SUCCEEDS LASKER 


The Trafic World Washington Bureau 


The White House announced May 10 the selection of Kd- 
ward P. Farley, of Chicago, as the next chairman of the Ship- 
ping Board, the change to be effective June 12. The statement 
said the President and Mr. Farley had had numerous con- 
ferences and that the latter was in full accord with the policy 
announced for the maintenance of an American merchant ma- 
rine. Chairman Lasker and Mr. Farley conferred with the 
President May 10. Since his retirement last August from the 
position of vice-president of the Emergency Fleet Corporation, 
Mr. Farley had devoted his time to the business of the Lincoln 
Mills Paper Company, of which he is chairman. 

Chairman Lasker said Mr. Farley played a part in the 
formation of the policy of direct government operation of the 
ships in case they could not be sold and that he had been in 
close touch with the board’s affairs for several months. He 
said he knew some time ago that Mr. Farley would be the next 
chairman. 

Announcement was made that the board had adopted a 
resolution designating Mr. Lasker as its official representative 
in charge of the Leviathan on its trial trip and initial trip to 
Europe. 

Mr. Lasker said that on his retirement as chairman he 
would return to his advertising business. 

Commissioner Chamberlain, of Portland, Ore., will retire 
from the board in June and President Smull, of the Emergency 
Fleet Corporation, will quit some time before July 1. Mr. Smull 
said he had promised the President he would stay until March 
4 last and that after that he promised Chairman Lasker he 
would stay until the latter resigned. 

Commissioner Thompson, of Alabama, planned to quit some 
time ago but it is understood he may remain on the board. His 
term expires in June but it is believed he would accept reap- 
pointment. 

Chairman Lasker, of the Shipping Board, and Walter C. 
Teagle, president of the Standard Oil Company of New Jersey, 
the latter having been offered the chairmanship of the board 
before Mr. Lasker was appointed, conferred with President Hard- 
ing May 8. It was understood that both recommended the ap- 
pointment of Mr. Farley as chairmon of the board. 

Mr. Farley has been identified with various phases of the 
steamship business for a number of years. The Edward P. 
Farley Company, of Chicago, has engaged in the business of 
owning ships, marine insurance, and ship brokerage. 


PANAMA CANAL TOLLS 


In April there were 420 commercial transits through the 
Panama Canal and tolls collected amounted to $1,878,994.45, 
according to a radiogram received by the War Department from 
the governor of the Panama Canal. This exceeded the March 
transits and tolls when a new record was set. 

The following shows the number of commercial vessels 
transiting the Canal in the last six months in comparison with 
the same six months a year ago: 


Number of Vessels Tolls Collected 


Month 1922-23 1921-22 1922-23 1921-22 
November ...........e00- 294 222 $1,204,436.54 $ 923,048.70 
SPOCOEIBGP «osc cccccccccece 304 239 1,312,570.12 1,003,598.27 
SONGRIP icc ccccecsccccees 352 210 1.505,285.53 847,767.55 
DODEGREF: i vcccocosccceses 3 212 1,423,954.21 866,266.18 
MED Ce 6ocscdececaeeies 409 34 1,827,718. 44 956,726.76 
BPE on c0ce ps sawicerocds 420 230 1,878,994.45 953,256.11 

BORA Sos ciocecece 2,105 1,346 $9,212,959.29 $5,550, 663.57 


OCEAN FREIGHT RATES LOWER 
The Trafic World New York Bureau 


Ocean freight rates continued their downward trend last 
week, though decreases were not so prominent as in the pre- 
ceding two weeks. Shipowners were able to place a number 
of vessels promptly, but only at concessions in rates. Tonnage 
was offered in excess of cargoes, and for this reason the gen- 
eral trend was toward weakness. 

The coal market was inactive, with a dearth of new orders, 
according to a statement from Funch, Edye & Co. Several 
charters were made to the Rotterdam, Hamburg range at $3.25 
a ton, but shippers were inclined to offer not more than $3 
for this trade and $3.15 for French Atlantic ports. Only nom- 
inal interest was displayed in Mediterranean business, one 
fixture being reported to Marseilles at $4.10 a ton and another 
to West Italy at $4, both for prompt loading. A limited de- 
mand was in evidence for single-deck ships to carry coal from 
Hampton Roads and from Sydney to St. Lawrence ports, at 
the rate of $1.85 a ton from the Roads and 50 to 55 cents from 
Sydney. Little was done in the coke market, as shippers did 
not appear to need tonnage. One order is in sight for Antwerp 
or Dunkirk on which shippers are asking $4.75 a ton and own- 
ers are offering vessels at $5 to $5.15. 

Grain rates were down from the previous week, at 20 to 
20% cents a 100 pounds from Montreal to the Mediterranean 
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and about 17 cents from Atlantic ports. A large volume of 
shipping was offered at one to one and a half cents above 
these figures for May and June loading. Greek orders were 
removed from the market by closing of charters at the shippers’ 
figures, 24 cents a 100 pounds from Montreal. Inquiries were 
made for one or two small vessels from Atlantic ports to Den- 
mark for the first half of May at about 18% cents. Little 
activity was shown in Continental European business, chiefly 
because sufficient space was available on regular steamers. 
Sugar and lumber markets showed little change from the week 
before. ° 


CANADA AND PANAMA CANAL 


The Trafic World Ottawa Bureau 


A resolution has been moved in the Canadian Senate, and 
is now under discussion, urging that at least two of the vessels 
now owned by the government be placed in service between 
British Columbia and Quebec ports in summer and Nova Scotia 
and New Brunswick ports in winter for the purpose of increasing 
trade between eastern and western Canada. The resolution has 
to deal with a matter already referred to in The Traffic World— 
the Canadian customs ruling that Canadian. products shipped 
via the Panama Canal from eastern to western Canada, or vice 
versa, must pay duty if they touch at an American port. The 
people of British Columbia are urging that the Panama Canal 
as a factor in Canadian trade must be recognized “as it has been 
recognized by United States railways and in the grain trade of 
western Canada. No fortuitous handicap on shippers created 
by the neglect of the government in appointing the necessary 
official in New York can be longer tolerated. Canadian shippers 
must enjoy the benefits of the Canal equally with those of the 
United States, and Canadian railways can and will adjust their 
traffic zones to meet the new conditions just as United States 
railways have done.” The foregoing is a sample of the protests 
being received by senators and others. 

It was stated in the discussion that there had recently been 
an enormous reduction in freight rates from New York via teh 
Panama Canal to Pacific Coast points. A Canadian manufacturer 
was quoted as saying 


This reduction in many cases amounts to as much as 75 per cent. 
Until recently, American freight rates by water were either in carload 
or less than carload lots 60 per cent of the transcontinental rail rate, 
and even at these rates it was difficult in many cases for Canadian 
manufacturers to compete; but, with the recent reductions that have 
been put into effect, we do. not see how it is going to be possible 
for the Canadian manufacturer to market his goods on this coast 
in competition with the United States; and further, we do not see 
how it is possible for the Canadian railways to reduce their rates to 
. point that will enable them to compete with the water transporta- 

(1 


n. 

This position has been realized by the American railways, who 
are making no effort to meet the competition, and 90 per cent of iron, 
steel, and light and heavy hardware is today moving from the At- 
lantic to the Pacific eo water, and there is no difference between 
the rates, either in carload or less than carload lots. 


Then follows a list of articles showing the rates from New 
York to Vancouver or Victoria to be something like one-half or 
less than one-half by sea as compared with the rates by rail 
for carload lots, and much less for less than carload lots. For 
instance, the rate on chain by sea for carload or less than car- 
load is 30 cents per 100 pounds, while for a carload by rail it is 
$1.54, and for less than carload lots, $2.76. The whole schedule 
is quoted as illustrating contrasts just as marked. 

The senator who introduced the motion quoted figures from 
the Canadian Customs Department showing that, for the year 
ending in March, there were imported into Vancouver and Vic- 
toria from Great Britain and the United States roughly $1,500,000 
worth of heavy iron and steel, all of which, he said, could have 
been bought in eastern Canada. He said that the late govern- 
ment promised that it would establish this water route from 
coast to coast. The present position of the management of the 
Canadian Government Merchant Marine was stated as being that 
present conditions do not warrant the operation of such 4 
service as, while the ships would likely secure full cargoes of 
lumber from Pacific to Atlantic ports, very little general traffic 
would be handled between such ports. From the Atlantic to the 
Pacific, it is stated, there are no prospects of business, so that 
the trade would be a one-way arrangement and, as rates would 
not meet expenses on that basis, there would be a serious loss. 
It is further stated that ships of the 8,100-ton type would be 
needed for the service, and all such ships of the Canadian Gov- 
ernment Merchant Marine are already engaged in trades from 
which they could not be drawn without disruption of services 
and loss of advantages already gained. ‘ 

A Vancouver newspaper publishes an interview with Premier 
McKenzie King, in which he is quoted as saying: 


It is sheer nonsense to collect duty on goods shipped from Nova 
Scotia to British Columbia via the Panama Canal. He quoted: a see, 
tion of the Canadian constitution, the British North America Ac 

Sec, 121), which provides that all articles of the growth or manu- 
acture of one province shall be free of duty in any other province, 
I am in favor of a system being devised by the customs departmen: 
to provide for bonding through Canadian goods which are carrie 
by any all-water route. The government has the matter under con- 
sideration and I prefer that our plans to remedy the present anom- 
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Finest Handling Facilities Insure 
Economy and Quickest Dispatch 


Appreciating to the fullest extent that quick 
dispatch and economical operation demand the 
most modern handling machinery, the Norfoik 
Port Commission is maintaining the labor saving 
equipment of the Municipal Union Terminal on 
the highest possible basis of efficiency. 
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This attitude was demonstrated when, at the 
request of the Millers. National Federation, the 
Commission installed flour handling and loading 
machinery which cut handling costs and loading 
time for this commodity at Norfolk to a minimum. 
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PE en te Conveyors for sacked and case goods, electric 
SS trucks and trailers, locomotive cranes, gantry 
cranes, electric and steam winches, cargo masts, 
portable scales, tiering and lifting machines and 
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, Teng Machine other equipment of the most improved type con- 
y Mn Fo stitute a part of the facilities of the Municipal 
Mecjag trek Union Terminal for the handling of hi 

1 Niglppad Kosta nion Terminal for the handling of your ship- 
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alous situation be announced on the floor of the house. However, 
this must not be confused with the appointment of a Canadian Cus- 
toms officer at New York. The Minister of Customs has pointed out 
the danger of such an appointment. If there should be such an of- 
ficer at that port goods entering there from foreign countries in bond 
for the Pacific coast would be diverted from the railways of Canada 
to those of the United States, and we want to keep the transporta- 
tion business we are entitled to for the benefit of the Canadian people. 


The interpretation of the Customs Department of the above 
section 121 is that it refers only to the movement of goods 
entirely in Canadian territory, and not to shipments via foreign 
countries. This statement of the Prime Minister was made 
the subject of a question in the House on May 3, but the question 
was ruled out of order, as the member who asked it already had 
a similar question on the Order Paper. This question was asked 
of the Minister of Customs last March, when he made the follow- 


ing reply: » | s valblalllie (N77 7 


An application has been made to place a customs officer at New 
York to look after the traffic that goes via the ocean and the Pana- 
ma canal, This matter has been under the consideration of the de- 

artment, and while the department has not decided definitely, it feels 
nclined to refuse the application, because this would divert traffic 
towards the United States and all the Canada railways would get 
out of it would be the haul from the point of departure to the 
boundary—the whole of the railroad haul to the sea and the whole 
of the ocean freight would go to the United States. 


INTERCOASTAL CONFERENCE 


The Trafic World Washington Bureau 


Chairman Lasker, May 7, announced that C. W. Cook, of 
the American-Hawaiian Line, had accepted an invitation to at- 
tend a meeting in Washington May 27 for the purpose of con- 
sidering qa solution of the intercoastal rate situation. The meet- 
ing will be attended by the intercoastal operators and by the 
members of the Shipping Board. 

Mr. Lasker regarded the acceptance of the invitation by 
Mr. Cook as a favorable development in the intercoastal rate 
situation. Although previously having refused to agree to 
enter the intercoastal conference and having protested against 
the board’s efforts to maintain it; Mr. Cook indicated a more 
con¢iliatory spirit in reply to Mr. Lasker’s final telegraphic 
appeal for a conference in Washington. 

The intercoastal operators met in New York May 7, but de- 
ferred action when advised that a meeting would be held May 
27, Mr. Lasker said. 

Mr. Lasker received a telegrapm May 10 from Mr. Cook 
that .the line. would withhold any. rate changes until after the 
meeting of the intercoastal operators and the board in Wash- 
ington. The wire was in reply to a telegram sent by Mr. 
Lasker inquiring about a proposal of the line to put in new 
rates and requesting that such action be deferred until after 
the Washington meeting. 


REDUCED RATES TO UNITED KINGDOM 


The Trafic World New York Burean 


Reductions of 20 to 25 per cent have been made by the 
United Kingdom Conference of steamship lines-in a numbe;z 
of important commodities. These decreases were made in 
products that have been moving in considerable volume by non- 
conference lines. 

The rates on agricultural implements were cut from 20 
to 15 cents a cubic foot and from 40 to 30 cents for 100 pounds. 
Macaroni was reduced from 50 to 40 cents for 100 pounds; 
wrapping paper from 50 to 40 cents for 100 pounds; and silk 
and silk goods from 75 to 60 cents a cubic foot. 


These decreases were generally kept secret for several days, 


under a new policy adopted by the conference. It was reported 
that, as-a result of attacks in the Canadian Parliament against 
rate fixing by conferences, which was denied by conference 
officials in New York and Montreal, more care will be exer- 
cised in. preventing the proceedings from ‘becoming public. 
Another reason, it was said, is that freight brokers, on receiving 
information of reductions or :inereases, immediately: notify their 
clients of the changes, thus giving the facts wide publicity. 


News of the recent action was not communicated to brokers 
generally, it was learned. . 


INTERCOASTAL TRADE INCREASING 


The movement of cargo between the east and west coasts 
of the United States through the Panama-Canal is steadily 
increasing, according to a statement issued by R. T. Merrill, 
director of the Bureau of Research, United States Shipping 
Board. The results for the first three months of 1923 show 
an increase of approximately eighty per cent over the trade 
moving in the last quarter of 1922. Most of this increase is 
oil in bulk, but there is an increase of a quarter of a million 
tons in general cargoes as well. 

The total movement for the last three months of 1922 was 
814,000 tons eastbound and 413,000 tons westbound, or a total 
of. 1,227,000 tons. For the first quarter of the present year 
1,634,000 tons moved eastward, while 655,000 tons moved to 
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the west coast, a total of 2,289,000 tons. Of this movement, 
1,143,000 tons consisted of crude petroleum produced in the 
southern California fields and moved from Los Angeles in 
tankers to ports on the Atlantic and Gulf coasts. This is an 
increase of 800,000 tons over the amount of oil moved during 
the last quarter of 1922. The total movement of general cargo 
other than oil increased from 892,000 tons in the last three 
months of 1922 to 1,145,000 tons for the succeeding three months. 

In this intercoastal trade, which excludes the foreign trade 
and the coastwise trade not passing through the Canal, Los 
Angeles stands first with a total of over 1,400,000 tons, and 
New York second with 1,160,000 tons. San Francisco is in third 
place with 354,000 tons and Baltimore follows closely with 
338,000 tons. Other important ports in order of volume in the 
intercoastal trade are Philadelphia; Seattle and Portland, Ore. 

A tabular summary of the amount of trade between princi- . 
pal districts is appended: 


SUMMARY OF INTERCOASTAL TRAFFIC. 
January 1-March 31, 1923. 


To Atlantic and From Atlantic and 


District Gulf Coast ia ee tak Ports Total 








PUNE: Tork wad ce dk ceesctees » 218,905 3,16 552,069 
Columbia, UMN. waive vagee eal 57,562 43,972 101,534 
San Francisco Bay............. *163,386 190,582 353,968 
LOM. AMQCI es c.ceiivie >. 000d «gene 71,119,345 291,393 1,410,538 
Other POP 5 oecvcane cevsekuiens 206 16,521 91,275 

TOGA): ..0.<<eesiieaeedic red te ois 1,633,752 655,632 2,289,384 


*Includes 49,902 tons oil in tankers. 
tIncludes 1,093,611 tons oil in tankers. 





District To Pacific Ports From Pacific Ports Total 
Po a EE ee oe 169,545 989,187 1,158,732 
SIR OCs oe acs Gecko bsene 220,212 118,037 338,249 
FR, ©. Gan oie 4 vite snes 147,804 141,033 288,837 
BO RS A re Oe rear 23,086 91,250 114,356 
Oo ee i Sree ee 3,378 29,086 32,464 
oS RN Ee ae er ee 78,510 53,251 131.761 
COP PRBS agin hc cea rsivieue 13,097 211,908 225,005 

Potal: .. .caaces bekewos meses ow 655,632 1,633,752 2,289,384 


PROVISIONS TRADE THROWN OPEN 
The Trafic World New York Bureau 


Regulations limiting the proportion of trade in provisions 
which might be obtained by any one steamship line, which 
were imposed at the monthly meeting of the Continental Con- 
ference in Montreal recently, have been withdrawn at a ses- 
sion of the conference in New York. This action was taken 
at the suggestion of Shipping Board officials, who held that the 
restriction might be construed as a restraint of trade. 

As the matter stands now, the provisions business is open 
to competition for any volume that may be obtained. The 
effect of this, it was said, is to give the Holland America Line 
an opportunity to tighten its grip on the traffic. This com- 
pany, with a large amount of refrigerator space and forty years 
experience, already has a proportion of the shipments reported 
to be as much as 70 per cent of the exports of several of 
the large packing concerns. The shipping Board and other 
trans-Atlantic lines, however, having refrigerator space also are 
seeking to close contracts. 


Keen competition for the valuable provisions trade has 
been the source of controversy between the Shipping Board 
lines and the Hollond America Line for some time. The latter 
company has been the dominant factor in this traffic for many 
years. It was reported early in the year, though denied by 
officials of the company, that the Holland America Line had a 
virtual monopoly because of the fear of the packers, who were 
dependent on its services to a large extent, that, unless they 
gave the bulk of their shipments to the company, it would 
advance rates to much higher levels in the summer months, 
when refrigeration is a necessity. 

At the time the Shipping Board felt that it had grounds 
for action under the sections of the shipping board act of 1916 
prohibiting unfair and discriminatory practices. The dispute 
came to a head in Montreal when the conference limited the 
percentage to be moved by one line, thus leaving part of the 
freight open to others. This move was made at the instigation 
of the Shipping Board, which has now taken the initiative 1m 
removing the restriction, in the belief that the measure may 
have been too drastic. 


BUCHANAN CONTRACT AWARDED 


The Trafic World Washington Bureaw 


The Shipping Board has awarded the contract for the re 
conditioning of the, President Buchanan to the Newport News 
Shipbuilding and Dry Dock Company of Newport News, Va., 
the company which obtained the contract for the reconditionins 
of the Leviathan. The contract price is $3,990,000 and the job 
is to be completed in 335 days. The next lowest bidder was 
the New York Navy Yard, which submitted the following est! 
mates: $4,227,000 if completed in 180 days; $3,825,000 if = 
pleted in 240 days, and $3,628,000 if completed in 300 days. I 
will be noted that the navy yard’s last estimate was lower than 
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the Newport News company and that the work was to be done 
in less time than stipulated by that company. 

Chairman Lasker said in considering the various bids and 
estimates the selection was narrowed down to the Newport 
News and navy yards. 

“The estimate of the navy yard was so close to the firm 
bid of the private concern that the Shipping Board believed 
the best course to follow would be to award the contract to 
the private concern with certainty of the final cost rather than 
to the navy yard, which, it was feared, might by exigencies 
of the situation be compelled to spend considerably more than 
the estimates it submitted.” 

In- submitting its estimates the navy yard was protected 
by the fact that if the cost ran in excess of the estimates, the 
excess would have been met by the Shipping Board. ; 

The Buchanan, formerly the German-built President Grant 
of the Hamburg-American Line, will be reconditioned as a one- 
cabin vessel and when completed will be assigned to the United 
States Lines, the board’s passenger company, for operation in 
the north Atlantic. 

President Harding, May 8, approved the action of the Ship- 
ping Board in awarding the contract for the reconditioning of 
the President Buchanan to the Newport News Shipbuilding & 
Dry Dock Company instead of to the New York or Brooklyn 
navy yard, thus disposing of the protest by the Brooklyn Cham- 
ber of Commerce and the navy yard against the action taken 
by the board. The report of the board, signed by Chairman 
Lasker and Admiral Benson, made at the request of the Presi- 
dent, was made public. 

The report stated that the contract had been awarded after 
weeks of consideration and stressed the point that the navy 
yard did not submit a bid but an estimate and that if the cost 
of the work exceeded the estimate the board would have had to 
pay the additional cost. It was also declared that the Newport 
News company had bid in the Leviathan reconditioning job at 
cost and that if that bid had been made on the basis that the 
navy submitted estimates, the board would now have to pay 
$1,200,000 additional for that work. 

The board further informed the President that with con- 
stantly rising costs in the building trades it concluded that sound 
business judgment dictated that the job be awarded to the “firm” 
bidder rather than take the chance of having to pay rising costs 
of material and labor in a runaway market. It said the New- 
port News company in the Leviathan case found their cost to be 


over 15 per cent higher than their bid. In conclusion the report 
said: 


The Newport News company has just finished reconditioning 
the Leviathan, which within the next few days will leave that yard. 
They have intact their entire organization that has been built up 
so long and painstakingly for the reconditioning of the Leviathan. 
It constitutes the only trained existent organization in America to- 
day on this type of work, to wit, the reconditioning of a fine pas- 
senger ship to compete with the commercial ships of other countries. 
That organization obviously should be able to hold forth promise 
of a more satisfactory job than could otherwies be secured, 

By congressional appropriations certain navy yards are kept alive; 

because of conditions of which you are well aware, the private ship- 
building industry of America is in a precarious state. If they are not 
given work, many of them will have to go a hundred per cent into 
other lines than shipbuilding, as they are now doing in part, and 
dismantle. Since the government is to go into direct operation of 
ships, it is essential to the shipping board, if it is to operate its 
ships, that privately owned yards be kept alive. No shipping board 
could undertake the. operation of a fleet without private shipping 
yards, because with the limited navy yard facilities that we have 
it is easily to be contemplated that the time might arise when 
if the shipping board had to rely on the navy, the navy would have 
to preempt its own yards, in its own interests, at a time when they 
were essential to the shipping board. 
: However, this latter point was not even a collateral reason that 
brought the board to its conclusion that its duty and obligation 
was to award the bid to the Newport News company, which was 
and is the lowest firm bidder—the board’s unanimous judgment 
was based on the business reasons herein recited, and which con- 
clusion the board came to after many weeks of deliberation. 


In its protest the Brooklyn Chamber of Commerce said “a’ 
lower bid” was submitted by the navy yard and that if the latter 
got the contract many hundreds of thousands of dollars could 
be saved to the government. 

The President asked for the report because of protests by 
Brooklyn interests. Assistant Secretary Roosevelt of the navy 


backed up the protests of Brooklyn in a conference with Chair- 
man Lasker. 


ADDITIONAL TANKER SALES 


The Shipping Board has sold four more steel tankers, bring- 
ing the total sold to 33. The board had a total of 80 steel 
tankers when the demand for such tonnage became active re- 
cently. It proposes to retain between 25 and. 30 tankers for 
supplying its merchant vessels with oil. The sales just made 
are as follows: Liberty Minquas, 7,540 d. w. t., to the Ameri- 
can Petroleum Company of Houston, Tex., the Salem County, 
7,540 d. w. t., to the Galena Navigation Company of Houston, 
Tex., the Hugoton, 10,387 d. w. t., to the Malston Company, 
Inc., of New York, and the Danville, 6,008 d. w. t., to the Argen- 
tine government. 
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SALE OF BOARD’S FLEET 
The Trafic World Washington Bureau 


More interest is being shown by private operators and Ship- 
ping Board operators in the board’s call for bids for the ships 
in operation than was anticipated when the board decided to 
attempt to sell the fleet. Formal bids probably will not be sub- 
mitted until shortly before May 28 but a number of steamship 
company representatives have conferred with J. B. Smull, pres- 
ident of the Emergency Fleet Corporation, and officials of the 
board, with regard to the vessels and routes. 

Representatives of the Munson line to South America, the 
Pacific Mail, Moore & McCormick, A. H. Bull & Co., Black Dia- 
mond, and Cosmopolitan lines have indicated an interest in the 
board’s offer which may culminate in definite bids. The Ad- 
miral line to the Orient and the Swayne & Hoyt line to South 
America also are expected to make offers. 

While it may be expected that the United American Lines 
and the International Mercantile Marine will submit offers on 
the United States Lines, the board’s passenger company in the 
north Atlantic, no “feelers” had been received at the board from 
those lines when this was written. 

An impression seems to obtain in shipping circles in New 
York that the board may sell its vessels under guarantees as to 
operation in certain routes at prices per deadweight ton as low 
as from $10 to $15. When inquiry was made at the board as 
to that, it was emphatically asserted that the vessels will not 
be sold at prices as low as those figures. It is understood that 
some cut below the current world tonnage price of $30 a dead- 
weight ton will be made if guarantees are given, but, according 
to officials of the board, the reduction will not go to $10 or $15. 

There was a disposition at first in shipping circles to re- 
gard the board’s decision to go to direct government operation 
in the event the vessels were not sold as a bluff or a threat to 
force the submission of acceptable bids. Officials of the board 
deny such an intention and say direct operation by the govern- 
ment is inevitable if the vessels are not sold, and there has 
been a change.of opinion by the shipping interests. It is re- 
garded as possible that the board may sell a majority of its 
important services and still operate a few routes which are not 
attractive to private interests. This could be done under the 
direction in the Jones merchant marine act requiring the board 
to establish new routes. There is no question but that strong 
pressure will be brought to bear on the Administration to forego 
direct government operation in the event the vessels are not 
sold and that some arrangement akin to the managing agency 
agreement be made instead. At the present time, however, the 
position of the board is that there will be direct government 
operation. 

The fact that the board has provided for the grouping of 18 
services does not mean that there will have to be 18 different 
companies to operate the services. One company could take 
over a number of the services. The study made by the Ship- 
ping Board caused it to reach the conclusion that better results 
would be obtained if there were fewer than 18 companies. It 
would not cause surprise if there were an amalgamation of 
several of the present operating companies proposed for the 
purpose of bidding for two or more services out of the 18. 


ADJUST SOUTH AMERICAN RATES 


The Trafic World New York Bureau 
Increase in freight and passenger rates between New York 
and South America seems near. Steamship lines in this trade 
have met at the offices of the Shipping Board, 45 Broadway, 
to take the initial steps toward establishment of the freight 
conference on a strong basis, with a cash forfeit to guarantee 
maintenance of rates. It is understood here that the Shipping 
Board has under consideration a proposed agreement with the 
Lamport & Holt Line for an advance in passenger fares of 
about twenty per cent. 


The proposed agreement is the result of negotiations held 
here between W. J. Love, vice-presidnt of the Emrgency Fleet 
Corp., and Arthur Cook, managing director of the Lamport & 
Holt Line. Mr. Love would not comment upon the situation, 
saying that the entire question is to be decided by the Board 
in Washington. 

As a result of a war in South American passenger fares, 
which was precipitated last spring, rates are now about one 
half of the level before the break. An increase of twenty per 
cent would leave them still considerably below the former 
figures. It could not be learned whether the Lamport & Holt 
Line has asked a differential in rates on its slower ships, which 
was one of the reasons for the original dispute. 

The plan for restoration of the freight conference, it was 
said, includes a provision for a differential in rates in favor 
of slower and older ships. This has*been the stumbling block 
which has prevented an agreement for several months. It is 
understood that the Stray Line refused to enter the conference 
except upon an arrangement which would permit it to chargé 
lower rates. The Wilhelmsen Line had also withheld its suP- 
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port for the conference idea until it was assured that all lines 
would participate. 

Further: progress was made this week in the effort to get 
steamship lines running from New York to South America in- 
to a strong conference. Having accepted the principle of a 
differential in freight rates in favor of the slower vessels 
against the fast passenger liners, a committee was appointed 
to interview officials of the Stray Line and report on a basis 
of rates that would be acceptable to the company. The plan 
calls for cash forfeits to guarantee rates. 

Several officials raised the point at a meeting Tuesday that 
they could not proceed satisfactorily toward the establishment 
of the conference unless the Shipping Board revealed details 
of its arrangement with the Lamport & Holt Line. None of 
the board representatives present could furnish the informa- 
tion. W. J. Love, vice-president vf the Emergency Fleet Cor- 
poration, said afterwards that the matter was in the hands of 
the Shipping Board at Washington. 

It is understood, however, that the plan now under con- 
sideration by the board involves passenger fares only, with an 
increase of about 20 per cent, and that the Lamport & Holt 
Line has agreed to come into the freight conference on the 
same basis as the other companies. It is reported also that the 
Lamport & Holt Line will accept a conference tariff on north- 
bound coffee. The practice of the company last year in tak- 
ing coffee at five cents for 100 pounds below the regular tariff 
broke up the northbound conference and unsettled the south- 
bound organization also. Whether the Lamport & Holt Line 
has asked the Shipping Board for a differential in passenger 
fares could not be learned, but this would not affect the move- 
ment to establish the freight agreement. 

Two members of the committee appointed to call on the 
Stray Line are Robert A. Krug, of the Kerr Line; and J. Korn 
of Furness, Withy & Co. The Wilhelmsen Line is said to 
have agreed to join if all other lines in the trade do likewise. 

The plan for differentials in rates based upon the speed 
of ships involves the adoption of first and second class tariffs. 
Present rates will constitute the second class, while first class 
will represent an advance, to an extent not yet decided, over 
the existing levels. 


The Shipping Board will consider the New York-South 
American rate situation when Commissioner Thompson, who 
was absent this week, returns, it was said in Washington. He 
is expected back some time next week. Officials of the board 
disclaimed knowledge of any exact percentage increase in rates 
that might result, but indicated that some increase would be 
made. They declined to discuss what was in the report sub- 
mitted by Mr. Love. 


U. S. SHIPS’ HANDLING OF EXPORTS 


“American shipowners are using every effort to handle our 


exports carefully and efficiently, and many of the American. 


flag lines have recently made considerable progress in the mat- 
ter of loading and discharging cargo by the adoption of a plat- 
form sling,” says J. F. Keeley, of the transportation division of 
the Department of Commerce. 

“The sling consists of a square platform, strapped under- 
neath on either side with two steel straps in which there is 
an eye for the insertion of the hook in the lifting line. The 
principal feature of the sling is the covering top, which is a 
square frame the same size as the platform itself, but of con- 
siderably lighter construction. As a result of the upward strain 
of the four ropes attached to the sling and leading to the line 
from the winch, the top is securely clamped over the cargo 
in the sling, thereby preventing the goods from shifting or 
falling out, except in very rare instances, regardless of the 
angle at which the sling might be canted in coming out of the 
hold of the ship and being landed on the wharf. 

“This type of sling is used extensively for discharging and 
loading case goods, boxed shooks, barrel staves, and other small 
package freight which requires particular care in handling. 
The sling is usually loaded with 50 to 60 cases of goods of an 
average size, although it has been used to good effect in some 
instances with a load considerably larger. 

“It is hoped that the use of this type of sling will be gen- 
erally adopted, as it will result in a marked lessening of the 
damage done to packages at the time of loading and discharg- 
ing, and will be helpful in delivering American exports abroad 
in first-class condition.” 


U. S. SHIPS LOSE CARGOES 


Foreign competition for the ocean carrying of American 
imports and exports has now become so strong that American 
ships are transporting barely a fourth of our overseas trade 
and the proportion continues to diminish, says a statement is- 


sued by the National Merchant Marine Association. The state- 
ment follows: 


Two years ago, including all nearby trade, more than three- 
fourths of all our imports were carried by American vessels. The 
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present proportion is less than one-half of the total, even incorporat- 
ing the receipts of oil, 76 per cent of which is in our own ships. 
This marks a gain of about 30 per cent by foreign vessels in our 
import trade. In exports, the falling off of American vessels has 
been smaller; but foreign shipowners have succeeded in increasing 
the 65 per cent of the total they were transporting two years ago 
to 71 per cent, The result has been that, while in 1921 the American 
merchant marine carried the bulk of our combined import and export 
cargoes, conditions have been reversed and foreign shipping now 
carries more than 60 per cent of our entire sea commerce. 
hese figures are based on official returns made to the Shipping 
Board of the actual tons of cargo carried, and a striking record 
of the steady progress of foreign competition is revealed by a com- 
parison of the reports for February, 1921, 1922 and 1923, respectively. 
No matter from what angle the situation is viewed, the picture 
is one of a steady decrease in the share of American ships in Amer- 
ican trade, due to the advantages held by cheaper built and cheaper 
operated foreign vessels. Even in the oil trade, where our tankers 
have been supreme, there has been a marked decrease in the past 
two years. Some of this is due to the transfer of American tankers 
to the intercoastal trade; but the following table of the percentages 
of oil American carried for the period under review, shows a sharp 
decline in our share of both imports and exports: 


Feb., 1921 Feb., 1922 Feb., 1923 

TIDOTES o.0.c.0 co.cc BOLWWRIOSL 92 per cent 92 per cent 76 per cent 
po ee eee ee 38 per cent 35 per cent 29 per cent 
pS ee Ree ee Pel. 81 per cent 80 per cent 60 per cent 


Even if the tanker and Great Lakes trades are left out of con- 
sideration, the gains made by foreign shipping in our commerce have 
been pronounced. This is especially true of the import trade, the 48 
per cent, or less than half, which alien ships were carrying two years 
ago, having now increased to 73 per cent, or nearly three-quarters. 
In the same period the foreign share in the export trade advanced 
from 66 per cent to 70 per cent, while our proportion of the total 
trade fell from 39 per cent to 29 per cent. 

Even in the dry cargo trade with the West Indies and other nearby 
regions, in which American vessels have been dominant for years, 
foreign ships now carry the bulk of the commerce. Two years ago 
only 42 per cent of the imports were in alien bottoms, while-64 per cent 
is now so carried. In the same period the foreign share of the 
export trade has risen from 36 per cent to 53 per cent. In the 
total tade there has been an exact reversal of conditions, and instead 
of our ships transporting 61 per cent of all the cargoes, as two years 
ago, that is now the share of foreign vessels. . 

In the field of sharpest competition, that of the overseas trade in 
dry cargoes, South America being included, our ships are making a 
sorry showing. Three-fourths of this commerce is now foreign-carried, 
and instead of transporting nearly half of the imports, as we did two 
years ago, we now carry less than a quarter, as the following table 
of American ships’ share in this trade show: 


: Feb., 1921 Feb., 1922 Feb., 1923 

ID a5. cas civdne camees 46 per cent 26 per cent 23 per cent 
a aera 29 per cent 31 per cent 26 per cent 
SEINE. acnd cn0ncteis me es aeaed 32 per cent 29 per cent 25 per cent 


Not only in proportion of trade carried, but in the volume of 
cargoes as well, our ships have fallen back, while the foreigner has 
forged ahead. In the overseas dry cargo trade, for instance, while in 
February, 1923, American vessels carried 229,000 tons less than in 
February, 1921, foreign vessels transported 183,000 tons more than they 
did in the previous period. A clearer picture of the situation is given 
by the following table covering our entire foreign trade by sea, the 
figures representing the thousands of tons of cargo carried: 


U. S. Ships Foreign Total 
February, 1921 ...... - ER RE CD: 3,301 2,733 6,034 
A a Re nt i ae 2,948 2,805 5,753 
Pe EE oon wo ob voces ce oes 2,171 3,440 5,611 


Compared with two years ago, the total cargo carried shows a 
decrease of 423,000 tons. In the same period, however, foreign ships 
gained 707,000 tons, while our own vessels showed a loss of 1,130,000 
tons. As a result, instead of the 55 per cent of two years ago, Amer- 
ican ships are transporting only 39 per cent of our total sea commerce. 
It must be apparent that unless national aid is extended American 
shipping will continue to drift back towards the insignificant position 
it held in world commerce before the war. 


WILL CONTINUE FREIGHT SERVICE 


The United American Lines announces that as managing 
agents for the American Ship & Commerce Corp. they will 
continue the freight service between United States west coast 
and northern European ports which they formerly maintained 
as managing agents for the American Hawaiian Steamship 
Company and from which the American-Hawaiian has decided 
to withdraw. Six steamships of 10,000 to 12,000 tons deadweight 
capacity will be employed in the service at the start, giving 
sailings every three weeks. Williams, Dimond & Co. will con- 
tinue as west coast agents for the service and E. H. Mundy as 
general agents in the United Kingdom. 


LEVIATHAN PROTEST FUTILE 


The government will operate its vessels on business and 
not geographical lines, it was declared at the White House on 
behalf of the President in connection with a protest made by 
Senator Edge of New Jersey against the docking of the Levia- 
than at a Manhattan pier instead of a Hoboken pier. It was 
said the President, in any event, would not interfere with the 
Shipping Board in the handling of the ship. 

The Shipping Board has announced that the Leviathan 
will leave Newport News, Va., for Boston, May 15, where it 
will be put in dry dock and made ready for the trial trip, which 
will be made the latter part of June. The vessel will sail from 
New York July 4 for its first trip to Europe as a passenger 
liner under the American flag. 


SHIPPING BOARD WAGE COMMITTEE 
The Shipping Board has appointed Capt. W. E. Griffith, of 
the operating department, and J. C. Jenkins, director of indus- 
trial relations, as the committee which will investigate and 
report on the demands of the International Seamen’s Union 
for an increase in wages for the seamen. 
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oy “Ship by Water” 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco, 
Portland, Seattle, and Tacoma Aberdeen 


New York, "Beleeee 


Norfolk, Philadelphia 


Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York Telephone Bowling Green 7394 
Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. 
39 South St. Drexel Bidg. Oliver Bidg. 

And at our Branch Offices at ports of call, ete. 


¢ CARIBBEAN 
ULF LIN 


DIRECT SERVICE 


BETWEEN 


NEW ORLEANS 
MOBILE 


AND 
San Diego, Les Angeles Harbor, San Francisco, 
Portland, Tacoma, Seattle and other Pacific 
Ceast Perts via Panama Canal 


SAILINGS FROM 


MOBILE and NEW ORLEANS 


EVERY TEN DAYS 


Through bills of lading issued, New Orleans to Australia, New Zealand, 
Dutch East Indies, for Transhipment at San Francisco. 


Rates quoted, bookings and other information furnished upea 
application 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 
Steele Bldg. SWAYNE & HOYT, Inc. 


Galveston, Texas 0 Sansome St. 
San Francisco, Calif. 





19 Moore St. 
New York City 
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ROUTE YOUR CARGO VIA 


Mobile=GulfportPensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 


We Solicit General Cargo 


LONDON AND SUNDERLAND 


U.S.S.B. 8.8. EFFINGHAM § Sailing from Gulfport May 21 


l Sailing from Mobile May 31 
LIVERPOOL AND CORK 
U.S.8.B. S.S. ANTINOUS Sailing from Mobile May 31 
LIVERPOOL AND MANCHESTER 
Sailing from Gulfport June 4 
U.S.S.B. S.S. AFOUNDRIA Sailing from Pensacola June 8 
ailing from Mobile June 15 
LONDON 
Sailing from Mobile June 30 
HAMBURG AND BREMEN 
U.S.S.B. S.S. CLAVARACK 


U.S.S.B. S.S. BRADDOCK 


§ Sailing from Pensacola June 8 
U Sailing from Mobile June 15 


Waterman Steamship Corporation 
“Operating United States Governmcnt Ships” 
MOBILE, ALABAMA 
Our Service Backed'by 18 Years’ Experience 


NAWSCO LINES 


Reus INTERCOASTAL 


PHILADELPHIA 
NEW YORK 


and 
LOS ANGELES 
SAN DIEGO 
SAN FRANCISCO SEATTLE 
OAKLAND TACOMA 
VANCOUVER 


NORTH ATLANTIC AND WESTERN S. 8. CO. 


Owners and Operators, U. S. Government Ships 
BOSTON: 111 Summer St. 


NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 So.4th St. PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. CHICAGO: 112 W. Adams St. 


or ADMIRAL LINE Pacific Coast Ports 


FREIGHT 
SERVICE 


PORTLAND 
BOSTON 


PORTLAND 
ASTORIA 














THE TRAFFIC WORLD 





Vol. XXXI, No. 19 


The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 





SIMPLIFICATION OF TARIFFS 
Editor The Traffic World: ‘ 

I have noticed some letters in The Open Forum regarding 
simplification of tariffs. 

Concerning the case of the hen and the egg, we have diffi- 
culty in saying definitely which came first. Concerning the 
question of the rate and the tariff, we know that the rate 
came first, and this prompts one to inquire regarding tariff 
complications whether or not it may be due in some way to the 
fact that the system of rates is complicated. Would you mind 
suggesting this thought to your readers who, considering the 
question from this viewpoint, will probably be led to conclude 
that, when a need for simple tariffs is indicated, it is simply 
another way of saying that we need a simple system of rates. 
When we have that, the question of complicated tariffs will 
cease to exist. Realizing this, those of your readers who in- 
cline to the idea of conserving their time and labors will con- 
fine their efforts to the work of bringing about simplification 
in the rate system and leave the subject of simplified tariffs 
with full confidence that it will take care of itself when the 
other has been accomplished. 

G. L. Tillery. 
. Traffic Manager, Cherry River Boom & Lumber Co. 

Philadelphia, Pa., May 8, 1923. 


NO TRANSPORTATION CRISIS 


Editor The Traffic World: 

Consolidation of railroads is urged by its advocates as the 
only way of taking care of the “weak-sister’ roads. They are 
flooding the country with propaganda that, under government 
regulation, the railroads have been starved; that they have 
been able to pay returns to their stockholders, if at all, only 
by practicing rigid economies and curtailment of expenditures 
1o such a point that railroad facilities have not kept pace with 
the constantly increasing traffic; that things have now gotten 
so bad that the continuation of such economies is impossible; 
that railroads are far behind in their program of necessary 
maintenance and improvements; that new railroad construction 
has ceased; that terminals, locomotives, and cars are insuffi- 
cient; that railroad securities are top-heavy with funded debt, 
bearing fixed rates of interest; that billions of new capital must 
be put into the railroads to prevent strangulation of com- 
merce; that such new capital cannot be raised through sale 
of stocks, and that percentage of funded debt is already far 
beyond a proper margin of safety, and that investors have, 
therefore, lost confidence in the integrity of railroad securities. 
The cry is raised that the country will be forced into govern- 
ment ownership unless, through consolidations of our railroads 
into strong systems, their present critical financial condition is 
relieved. 

At the Kansas City hearing in the railroad consolidation 
case, April 26, statistics were submitted by representatives 
of Missouri River cities, which, so far as I know, have never 
been made public before, and which throw a flood of light on 
the situation. These figures, which are all compiled from the 
Interstate Commerce Commission Statistical Abstracts, com- 
pare the condition of the railroads prior to the inauguration 
of federal regulation in 1906 with their condition since that 
time. This testimony at Kansas City proves beyond contradic- 
tion that the eastern financial propagandists are either ignor- 
ant or deliberately misrepresenting the facts. 


Taking the entire period for which the Commission’s statis- 
tics are available, from 1890 to 1906, the book investment of 
the railroads of the United States increased from 7,755 to 12,- 
420 millions of dollars, an average increase of 291.5 millions 
annually. In the years of federal regulation, 1907 to 1921 in- 
elusive, the book investment increased from 12,420 to 20,338 
millions of dollars, an average of 527.8 millions annually. 

Railway book investment per mile of road in 1893 was 
$55,424; in 1906, it was $59,624, an increase in 13 years prior 
to federal regulation of $4,200 per mile. In 1921, it was $84,253 
per mile, or an increase in the 15 years of federal regulation 
since 1906 of $24,629 per mile. 

Railway capital outstanding in the hands of the public in- 
creased in the period of 1890-1906 from 7,126 to 10,172-millions 
of dollars, an average of 190 millions annually. In the period 
of federal regulation, 1907-1921, the increase was from 10,172 to 


17,016 millions of dollars, an average of 456 millions of dol- 
lars annually. 

At no time since federal regulation was inaugurated, in 1906, 
has the funded debt of the carriers amounted to as much as 
60 per cent of their entire capital, and in the year 1921 the 
ratio of debt to capital was 55.1 per cent. Surely, no one 
will contend that this does not provide a clear margin of 
safety. . 

In the 18 year period prior to federal regulation, 1889-1906, 
the average net income of the railroads above all fixed charges 
was $175,776,102. During 14 years of federal regulation, 1907- 
1920, inclusive, the average annual net income was $500,733,170, 

During 19 years, 1888-1906, 43,56 per cent on the average 
of the total railroad stock outstanding paid dividends, at an 
average rate of 5.47 per cent. During the 14 year period of 
federal regulation, 1907-1920, an average of 63.38 per cent of 
the total railroad stock paid dividends at an average rate of 
6.94 per cent. 

The year 1921 was said to. be a very bad year for the rail. 
roads, but in 1921, 56.45 per cent of total railroad stock out- 
standing paid dividends at the rate of 9.05 per cent. The ratio 
of dividends paid to the par value of all railroad stock outstand- 
ing in the United States was 5.11 per cent. In other words, if, 
in 1921, one man had owned all of the railroad stock in the 
country and had paid par for every share (a figure, of course, 
far in excess of the market value) he would have received 
an income of 5.11 per cent on his investment. 

In addition to dividends paid, surplus accumulations of the 
railroads increased in the period 1889 to 1906 from $191,467,603 
to $636,391,319, whereas from 1906 to 1920, surplus increased to 
3 billion 50 million dollars, an average, since federal control, 
of nearly one and three-quarters billions of dollars annually. 

On the point that the railroad facilities have not kept pace 
with the commerce of the country, figures show that, in 1902, 
the railroads hauled 157,289 million ton miles of freight. In 
1906, 215,877 million ton miles; in 1920, 413,698 million ton 
miles; in 1921, 309,443 million ton miles. Tractive power of 
locomotives in 1902 was 844.5 million pounds; in 1906, 1,278.4 
million pounds; in 1920, 2,507 million pounds. Freight car 
capacity in 1902 was 43.4 million tons; in 1906, 59.2 million 
tons; in 1920, 101.2 million tons. Taking the 1902 figures as 100, 
revenue ton miles in 1906 were 137; in 1920, 263; in 1921, 197. 
Locomotive tractive capacity in 1906 was 151; in 1920, 297. 
Freight car capacity in 1906 was 136; in 1920, 233. These 
figures show that locomotive tractive-capacity has increased far 
in excess of the increase in tonnage, and that freight car ca- 
pacity has kept pace with tonnage except in the record year 
of 1920. 

Yard track and sidings in 1902 amounted to 58,221 miles; 
in 1906, 73,761 miles; in 1921, 111,414 miles. Double track and 
additional main track in 1902 was 15,819 miles; in 1906, 20,982, 
and in 1921 37,547 miles. Taking the 1902 figures as 100, yard 
track and sidings in 1906 was 127, and in 1921, 191. Additional 
main track in 1906 was 133, and in 1921, 237, whereas, taking 
the number of freight cars in 1902 as 100, the number in 1906 
was 119 and in 1920, 154. Thus it is conclusively shown that, 
with the exception of a small relative falling off in car capacity 
in 1920, the capacity of the railroad plant for handling freight 
has increased more rapidly than the tonnage has increased. 

The American Railway Association has announced that, 
from January 1, 1922, to March 15, 1923, the railroads have 
purchased 223,616 new freight cars and 4,219 new locomotives, 
which is more than double the average number purchased dur 
ing previous ten years; that over 1 billion 100 million dollars 
has been authorized for the year 1923 to purchase cars, locome 
tives, trackage and other facilities. These numbers are ex: 
clusive of subsequent orders which it is anticipated will be 
placed during 1923. It is manifest from these figures that, with 
the new equipment ordered this year, the railroads will be in 
far better shape physically than they have ever been in their 
history. The fact that they have already spent over a billion 
dollars for these improvements shows that their credit is ample, 
and the fact that their freight tonnage for the year 1923 - 
exceeds any similar period in their history, indicates that 19 
will be the most prosperous year in the net earnings that the 
railroads have ever experienced. 

Only the blind, the ignorant, or the unscrupulous can dent 
that government regulation since 1906, with the exception - 
the disastrous period of federal control, has been a blessing 1 
the railroads as well as to the shippers. The government has 
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INTERSTATE COMMERCE COMMISSION HEARINGS 


WESTERN PETROLEUM REFINERS ASSOCIATION vs. MISSOURI PACIFIC, ETAL. (I. C. C, Bocket 13568). 


Complainant attacks rates on gas and fuel oil from mid-continent field to all territory east of 
the Illinois-Indiana state line and north of the Ohio River. 


yrs ain set at Kansas City, May 15th. 


1135 







fficial copies of the stenographer’s minutes in all Interstate Commerce Commission proceedings may be secured only pom me Official Reporters, 
THE STATE LAW REPORTING COMPANY, 235 Broadway, New York City, at 12}4c per page, fixed by the 


| Queen city QUEEN cry § » mie 
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CHESAPEAKE & CURTIS BAY RAILROAD 


General Offices, BALTIMORE, MD. New York Offices, 90 West St., New York 


NAW President, 90 West Street, New York. 


R. R. GO E. FALL, Freight and Traffic Manager, 90 West Street, New York. 
R. D. UPH First ea, 90 ly - . New York. 3. % ree Assistant Freight and Traffic Manager, 90 West Street, New 
0. E. THU BER, Second V resident, 90 est. Street, New York. 
—_" ayy “third. Vice-President, 7" charge of Operation and Traffic, J. COOKMAN BOYD, General Counsel, Builders’ Exchange Bldg., Baltimore, 
N. B. HERSLOFF, Treasurer, 90 West Street, New {4 S F ww KELLEY, General Auditor, 90 West Street, New a 
G. W. S WHITNEY, Secretary, 90 West Street, New Yor CONNOR, ‘Superintendent, Wagners Point, Baltimore, Md. 
THOMAS KEARNY, General Solicitor.” oo West Street, Ni York. ig 
EXTENDS FROM WAGNERS POINT TO CURTIS BAY 

The Chesapeake & Curtis Bay Railroad Co., having its terminal at deep water, Baltimore, Md., is in a position to receive all foreign freight destined to interior 
ports and to take care of cutgoins freight for foreign countries. 

This company maintains a a high standard of service in the handling of shipments to and from the industries located on its line. The territory covered by 
offers superior sites for the location of industries of ev description. Firms, individuals and corporations 


this railroad 
every contemplating the Bs business enterprises are invited to 
correspond = Samuel J. Nathan, 90 West Street, New York City. Maps and full information concerning available property will be promptly furnished. 
Mileage at present operated, 7 miles; additional under construction 

Lighterage connection — all coastwise lines out of Baltimore for seaboard ports. 

Exceptional location tidewater delivery. 

CONNECTIONS—At Clinton Street with the Pometveais ‘Railroad via float at Wagners Point, C. & C. B. B. B. to Curtis Bay. At Port Covington with the Western 
Maryland via float to Wagners Point, C. & C. B. B. B. to 


to Curtis Bay. With Baltimore & Ohio Sewell Branch at Wagners Point, Through connections via 
routes to all its Hast, West, North and South. Industries located on our line have the advantage of flat Baltimore rate. 


How do you handle DP 
your Package Shipping @ 


Many traffic managers are so occupied with freight 
problems they overlook the importance of their package 
shipping. Yet somebody in their department is caring 

for this—frequently at big expenditure of time— 
looking up zones in one book, express rates in another 
—often having to look up and write in the zones after 


every place listed in the Official Postal Guide—a tre- 
mendous task. 


LEONARD'S 
Shipping Guide 


shows: 1. The name of every post office and express 
office in the United States, arranged alphabetically by 
states. 2. The express scale and postal zone each town 
is in, from whatever shipping center the book is to be 
used in. 3. Amount of postage and express charge for 


any weight package to every office in the United States. 
4, Post offices to which you can’t send parcels c. o. d. 5. Whether the express 


company has wagon delivery in a town. 6. Whether the office is American Rail- 


You need it in your 
Shipping 
Room 



















A large concern 
Says: “It saves 
Us at least an 
our a day. It 
takes us less time 


now to find both way Express Co., Southeastern Express Co., or both. 7. If a town is not an 
Parcel post and express office, the name of the nearest one, the distance to it in miles, and the scale it is in; 8. If it is not a post 
xpress rates (and office, the name of the nearest post office and the sone it is in; 9. All the railroads and steamship lines on which 
& lot of other in- a town is located; 10. If it is on a railroad, but the name of the railroad station is different from that of the post 
formation), than office, the name of the railroad station also is given. 
formerly did to No other book published contains ALL this information. 

e express ° 
oe. Ser oe Chicago G. R. LEONARD & CO. New York 

n request. 


If mearer Chicago, write to 155 North Clark St. If mearer New York, address 236 East 23rd St. 
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put a stop to rebating, rate wars, free passes, and other evils 
of unrestrained competition which were sapping the life blood 
of the railroads in the old days of freedom from the restraints 
of law. Private, competitive operation of the railroads under 
government regulation is a proven success. There is no rail- 
road crisis. Hearings in the railroad consolidation case have 
not only failed to show the necessity for consolidations, but 
prove that competition of railroads would be largely eliminated, 
established channels and routes of trade would be disrupted; 
that the condition of the roads themselves, as well as the ship- 
pers, would be worse than before. 

It is time to call a hait on wild theories and misleading 
and destructive railroad propaganda. Let the railroads and 
the shippers of the country alone, to work out their own des- 
tinies with as little government restraint as possible, and 
we may look forward to the greatest period of progress and 
prosperity that this nation has ever seen. 

C. E. Childe. 
Manager, Omaha Chamber of Commerce Traffic Bureau. 
Omaha, Neb., May 4, 1923. 


ECONOMY IN TICKET OFFICES 


The’ Trafic World Ottawa Bureau 


The Canadian Senate has been discussing the policy of the 
Canadian National Railways with reference to buying expensive 
properties in the large cities for ticket offices. The discussion 
arose over the proposal to buy the corner of King and Yonge 
streets, in Toronto, for this purpose. The statement was made 
that the railway had offered a million dollars for the property, 
that the owner refused to sell, and the matter had been re- 
ferred to the Exchequer Court. A Toronto paper, supporting 
the government, which undertook to defend this purchase, said 
the Canadian National could not afford to have the Canadian 
Pacific Railway occupying an office on the best corner in To- 
ronto without itself occupying the other corner. 

On thig attempt at what he called “keeping up with .the 
Joneses,” Senator Lynch-Staunton criticized the policy. “It 
seems to me,” he said, “that this trying to keep up with the 
Joneses is going to be too expensive for this country. The Grand 
Trunk Railway, which was managed by a board of directors in 
England, undertook a few years ago to imitate the Canadian 
Pacific; they put up a series of hotels throughout this country 
which cost us now in deficits $750,000 a year; they undertook 
to build the most expensively built railroad on this continent 
in order that they might keep up with the Joneses; the result 
was that they put their company in bankruptcy. With 
regard to this policy of building ticket offices to catch the passing 
trade on the street, the American railways have given over 
that kind of extravagance; they are consolidating the ticket 
offices of the rival roads in one building wherever they can; 
they are placing their up-town offices on cheap properties in 
obscure streets. They know that the worst paying part of the 
business of a railway company is the ticket business and that 
the overhead on that part of the business should be kept as 
low as possible. If I were czar of this country I would make 
the railroads sell their tickets at the terminal-stations in each 
city and nowhere else. I think that a man who will stand for 
a ground rent. of $60,000 or $70,000 a year for a ticket. office 
for the catch business which he will get should be in some 
other business than railroading.” 

Senator Lynch-Staunton was one of the commissioners who 
investigated the building of the Transcontinental Railway. 

Hon. J. D. Reid, Minister of Railways in the late govern- 
ment, urged the need for economy in the matter of ticket offices, 
of which, he said, there was one for both the Grand Trunk 
and Canadian National in every town in Canada where the two 
roads run. He proposed that there should be legislation that 
neither of the two great railway systems should sell tickets 
anywhere except at their own stations. Other senators ex: 
pressed similar views. 

Senator Belcourt, one of the most influential supporters of 
the government in the Senate, said the most unfortunate thing 
that ever happened in Canada was that the railways were 
taken over to be administered by the government, and the 
only remedy he could see was that “which has been suggested 
‘in another place’”—which is the way which. custom has or- 
dained that the Senate must refer to the House of Commons 
when speaking of it—that the railways be handed over as soon 
as possible to somebody who will undertake to operate them. 
“I say,” he went on, “that we have ample evidence today to 
warrant the inevitable conclusion that the government opera- 


tion of these railways is going to result in a deficit in perpetu- 
ity.” 


BOSTON & PROVIDENCE BONDS 
The Boston & Providence Railroad Corporation has been 
authorized by the Commission to issue $2,170,000 of 5 per cent 
gold debenture bonds to be sold at par and the proceeds used 


to redeem a like amount of 6 per cent. bonds which will mature 
July 1, 1923. 
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CANADIAN RAILWAY EARNINGS 


The Trafic World Ottawa Bureay 
April was a big month for the Canadian railways. The 
Canadian National showed a large increase in business, the jp. 
crease for the first three weeks being $3,783,538, which brought 
the total increase in gross earnings for the year to April 21 to 
$7,813,988, and the actual gross earnings for that period to 
$67,013,935. This increase is not due to the fact that a large 
mileage is included. Officials emphasize the fact that, for the 
purposes of comparison, the mileage is exactly the same as last 
year. The Grand Trunk portions of the system are chiefly re 
sponsible for the betterment in earnings. On May 1 the new 
accounting system went into effect on the Canadian National 
lines, and it is expected that in future speedier and more ac 
curate reports of net earnings will be available. 
The Canadian Pacific also showed a good increase for the 


month, the increase for three weeks totaling $791,000. Com- 
parative figures for the two systems are as follows: 

Canadian Pacific 

Gross Increase 

April ° earnings over 1922 

Lo eee ee Te eee $3,111,000 $ 141,000 

I TUNIS acy. os Cycce sco gard 07s ie erase araisordioce were 3,120,000 401,000 

i a 3,174,000 249,000 

IIS SEU IEIINIE | .5: 6000 chu: w iach iors. 00:5 Sis Odibie obtain eure ets Mgie ee 791,000 

NC ee rr ere Cr Pet ere Cr ee ree 2,196,247 
Canadian National 

Gross Increase 

April earnings over 1922 

UN I is os 85 ea oie Hs tn eek Ondes sc evawes $4,560,557 $ 869,199 

Bee eA eee ia ee Pe 4,656,011 1,375,192 

ci RR Se errr pares 4,804,614 1,539,147 

POS. COE NMI eco deccc cet NR ebmccevertorecedeaper ye 3,783,538 

TP I OI can ooo Gun ci wie aieinine. pete ea DO a a ee 7,813,988 


CANADIAN NATIONAL DEFICITS 


A return tabled in the Canadian Senate shows the deficits 
last year on lines of the Canadian National Railways operated 
in the United States as follows: 


Cee, PO ONE I 0, da '0.0'p s.ic-0191916)6 &¥ 8:0 be Caiere weie Vw $1,175,341.83 
Grand Trunk New England _ lines 1,398, 600.35 
Duluth,. Winnipeg and Pacific Ry 332,871.39 


$2,906,813.57 

Although the American lines show a deficit, the manage 
»ment points out that the Canadian Iines of the Canadian National 
received from and delivered to the American lines heavy 


through traffic, which resulted in considerable earnings to the 
Canadian lines, as follows: 


ee 


ee ey 


Grand Trunk Grand 
New Eng- Trunk West- 
‘ land lines ern lines 
SEGUE TNE San eccs waldeise Ciena 'sotiesies $1,185,157 $8,547,335 
CO BOVE asst eee sein ak eESS ei ohio eas 0K 3,192,216 4,230,660 
_ $4,377,373 $12,777,995 


Total interchange, excluding Duluth, Winni- 
peg. and Pacific Ry, figures not yet avail- 
able 


ee ey 


CANADIAN LAKE RATES 

The Trafic World Ottawa Bureau 

The government of Manitoba is calling on the Dominion 
government to suspend the Dominion coasting regulations and to 
take steps to insure fair and equitable lake freight rates. 
Premier Bracken made the statement that the farmers had lost 
$20,000,000 through the increase in rates last autumn, and other 
members of the Manitoba government urged the establishment 
of a body similar to the Railway Commission to control oceal 
and lake freight charges. Premier Bracken said it was esti, 
mated that the restoration of the Crows Nest agreement rates 
last year had saved the farmers of the West $20,000,000 on rail- 
way freight rates, but that the saving had been practically 
wiped out by increased lake rates imposed by a combination of 
three shipipng concerns and the lack of competition which the 


suspending of the coasting regulations would supply from the 
United States. 


$17,155,368 





LOUISIANA L. C. L. RATES 


The Commission has announced a conference at the St 
Charles Hotel, New Orleans, for Friday, May 18, at 10 a.m, of 
representatives of the Louisiana Public Service Commissi0, 
the Commission, the interested shippers, and the carriers, oh 
cerning the less-than-carload commodity rates established by 
the Louisiana commission. Complaint about them was made 
by shippers in Mississippi cities who desired to compete with 
Louisiana shippers for business in Louisiana. They made their 
complaints to the Southern Pacific and other carriers, suggest: 
ing that the rates were in disregard of the rule laid dow? 
the Commission in the various Shreveport complaints brough 
against Louisiana-made rates in which they had been sustain’ 
by the federal Commission. . Conferences were suggested all 
the one set for May 18 is the outcome of the correspondence 
on the subject. 
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= Of the sixteen railroad lines entering Peoria, the Peoria and 
rease Pekin Union Railway Company, a terminal and switching 
iLOe line, is the connecting link used in the interchange of all the traffic 
01,000 between Eastern and Western lines and the greater portion of traffic 
3,009 between Northern and Southern lines passing through the Peoria gateway. 
6,241 Transfers of traffic between these many line-haul carriers are 

made within a few hours by the use of the facilities of the 

1999 Peoria and Pekin Union, while a much longer period is required for such 
59,199 interchange of traffic through some of the larger and congested gate- 
15,192 ways. Traffic is handled with sufficient dispatch to avoid congestion, thus 
 - affording regular and expeditious service in the movement of all through 
13,988 traffic. 

Peoria and Pekin Union Railway Company has unexcelled 
ficits facilities for carrying on local and industrial traffic at and 
rated between Peoria and Pekin, Illinois and serves efficiently all industries 

located upon its rails. : 
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PORT HOUSTONS’ ONLY SHIPSIDE WAREHOUSE 


| 


55,368 


Sureau 
inion 
nd to 
rates. 
1 lost 
other 
ment 
pcean 
esti, 
rates 
rail 
ically 
on of 
h the 
n the 


= —_- 


e St. = 
m., of 
ssion, 
, con 
1d by 
made 


~~ 


INTERIOR VIEW SHOWING A PART OF COFFEE_CARGO 
120,000 SQUARE FEET FLOOR SPACE, concrete construction throughout; three compartments; sprinkler system; 
electric conveyor trucks and stacker; 72 cars, private tracks. 





with Quick out bound rail and water service; very low insurance rate. 

their MERCHANDISE ACCOUNTS FOR STORAGE AND DISTRIBUTION SOLICITED. 
sgest: WE CALL SPECIAL ATTENTION to our facilities for handling, storing and distributing full and part cargoes of 
mm by coffee, sugar, rice, beans, canned goods of all kinds, dried fruits, packing house products, farm implements, 
ought automobiles and steel products. 
ained Your shipments to HOUSTON can be financed through our NEGOTIABLE WAREHOUSE RECEIPTS. 
+ and We offer our efficient and reliable service, backed by years of experience in the warehouse business. 





dence BINYON SHIPSIDE WAREHOUSE CO., INC., HOUSTON, TEXAS 
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DISTRIBUTION OF ANTHRACITE 


The Trafic World Washington Bureau 


In a report to the United States Coal Commission on the 
anthracite emergency of 1922-3 and how it was handled, Walter 
Gordon Merritt, counsel for the general policies committee of 
the anthracite operators, showed that the railroads and the 
operators had more than accomplished what they said it would 
be possible for them to do. That possible performance was the 
production and distribution, after the end of ‘the strike, of a 
supply of hard coal equal to 60 per cent of the production and 
distribution during the preceding coal year, exclusive of coal 
used in the mines, locomotives and in some other ways. 

Sixty per cent supply for the 20,000 communities entitled 
to receive hard coal, the committee found, would be 22,871,374 
tons. The shipments to those communities in the preceding 
coal year amounted to 38,118,952 tons. 

Anthracite coal distributed amounted to 24,970,000 tons, or 
more than 2,000,000 tons more than it was estimated could be 
produced and shipped. The states which did not obtain 60 per 
cent of the prior year’s supply were Alabama, Arkansas, Cali- 
fornia, Colorado, Florida, Georgia, Indiana, Iowa, Louisiana, 
Michigan, Mississippi, Montana, Nebraska, North Carolina, 
North Dakota, Ohio, Oklahoma, Rhode Island, South Carolina, 
South Dakota, Tennessee, Texas, Virginia, Washington, West 
~ Virginia, Wisconsin and Wyoming, or three more than half of 
the whole number. 

The states which received considerably more than 60 per 
cent of their normal supply were Connecticut, Delaware, Illinois, 
Maine, Maryland, Massachusetts, Minnesota, Missouri, New 
Hampshire, New Jersey, New York and Vermont. 


Massachusetts was entitled to 2,094,642 tons and received 
2,270,513; New York, entitled to 7,109,342, obtained 7,970,042 
tons; New Jersey, allotted 2,813,688 tons, was given 3,467,760; 
and Pennsylvania, entitled to 4,360,414, kept 4,950,984 tons, all 
according to the report made to the coal commission by the 
policy committee of the anthracite operators. Indiana, of all 
the states using a considerable quantity of hard coal, received 
a smaller percentage of her. allotment than her neighbors. 
Her allotment was 148,928 tons, but her receipts were only 
89,042. Illinois, with an allotment of 1,068,247, was given 1,254,- 
918. 

New York and Massachusetis, through their federal fuel 
distributors and public officials, made the strongest outcry 
against the distribution and urged the Interstate Commerce 
Commission to step in with its judgment as to how cars should 
be handled. The Commission declined. President Harding, in a 
letter to Representative Rogers of Massachusetts told the Mas- 
sachusetts congressman that Chairman Meyer of the Commis- 
sion had informed him that agents of the Commission had 
reported that the reports from Massachusetts and New York 
about discrimination against them seemed to be the result of 
local hysteria. Mr. Rogers criticized the Président. for. saying, 
as Rogers asserted, that the criticism was the result of such 
hysteria. The President told him the fact as set forth about 
the origin of the language which Rogers had erroneously attrib- 
uted to the President. 


The committee, according to Mr. Merritt, procured the dis- 
tribution of 548,904 tons of peddler pool or emergency coal in 
New York City, at a price of 70 cents per 100 pounds, plus a 

fair delivery charge, as a step to prevent suffering in the tene- 

ment sections of the metropolitan district. 
. A section of the report was devoted to the sale of so-called 

, “fireproof” coal. The committee claimed the operators co-op- 
erated with the fuel distributors to prevent dishonest specu- 

lators selling unmerchantable coal from culm piles and waste 

dumps. It said that 33 namés of concerns doing that kind of 

work were collected and that not one of them was that of a 

“real” coal operator and that several of them were mere dis- 

guises for the same set of men. 


COAL AND OIL FIGHT 


The Trafic World Washington Bureau 

A controversy about railroad rates between the oil and 
coal industries, the first serious one of its kind, has been 
started through the intervention by the National Coal Asso- 
ciation, in No, 13568, Western Petroleum Refiners’ Association 
vs. Missouri Pacific et al. Hearing on the complaint is to be 
held at Chicago May 15 before Examiner McGrath. 

The issue between the two has been defined by the com- 
plaint and the petition for intervention. The complaint al- 
leges not only that the rates on fuel and gas oil, from the mid- 
continent field to Central Freight Association and Trunk Line 
territories, are unreasonable but unduly preferential of the 
rates on coal and unjustly discriminatory against oil, in viola- 
tion of section 2, which forbids discriminations between liké 
kinds of traffic. 

In its petition for intervention, the National Coal Associa- 
tion said that not only were the rates on coal not prejudicial 
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against fuel oil, including gas oil, but that the rates on fue 
and gas oils were already so low that fuel and gas oil, ang 
the shippers thereof, had an undue and unreasonable pref. 
erence and advantage to the prejudice and disadvantage of coal 
and coke traffic and shippers thereof. It said that coal and coke 
on the one hand and fuel and gas oil on the other, were not 
like kinds of traffic, and that they were not shipped under 
substantially similar circumstances and conditions within the 
meaning of section 2 of the interstate commerce law. 

After denying the allegations of the complaint, the cog 
association alleged on its own behalf that the rates on gas ang 
fuel oils, as a matter of fact, resulted in undue and unreasgop- 
able preference and advantage to the shippers of fuel and gas 
oils. The coal association asked for the dismissal of the com. 
plaint brought by the western refiners. 


RAILROAD COAL SITUATION 


In a general survey of conditions in the principal coal fields 
as of May 1, F. R. Wadleigh, federal fuel distributor, reported 
transportation conditions as good in Alabama, Colorado and 
New Mexico, Illinois, Maryland, southern Ohio, field, Oklahoma, 
Arkansas and Texas, and Utah. Transportation conditions were 
reported as not so favorable in the Kentucky fields, certain Ohio 
fields, the Pennsyania fields, Tennessee fields, Virginia and West 
Virginia fields. 

Foreign inquiries and offers for United States coal have 
decreased somewhat since the end of March, Mr. Wadleigh said 


in a statement on the overseas coal export situation as of May 
1. Said he: 


? 


The decrease is attributed partly to the expectations of an early 
settlement of the Ruhr situation, partly to the increase in prices of 
our .coal at tidewater, together with the rise in ocean freight rates. 
Unwillingness on the part of our exporters to give the credit asked 
for by. foreign buyers had undoubtedly prevented a number of sales. 

owever, additional charters are being reported every day as 
closed and the prevalent feeling seems to be that, with a decline in 
ocean freight rates, as shown in the last week of April, and a decrease 
in prices of coal from the high level of March, our coal exporters will 
be able to secure considerable foreign business, at least for the next 
few months. In fact, some of the contracts already closed cover 
deliveries.over from four to six months and even longer. 


COAL PRODUCTION REPORT 


“The production of soft coal during the last week of April 
was practically the same as in the week preceding,” the Geo- 
logical Survey said in its current coal report. “The total output 
was estimated at 10,235,000 net tons against 10,223,000 tons the 
week before, and 4,175,000 tons in the corresponding week of 
1922.” 


The report in part follows: 


Preliminary reports of cars loaded in the week (April 30-May 5) 
indicate declining production. This was due to the partial observ- 
ance of the May Day holiday at some mines. Loadings on that day 
totaled 27,359 cars against an average of about 31,000 on recent 
Tuesdays. 

The movement of bituminous coal in the Lake Trade continued 
to increase slowly in the last week of April. According to reports 
courteously submitted by the Ore and Coal Exchange, 387,680 net 
tons were dumped into vessels at lower Lake Erie ports. Of the 
total a 371,788 tons were cargo coal and 15,892 tons were 
vessel fuel. 


Cargo Vessel Fuel Total 

Net Tons Net Tons Net Tons 

Week ended April 8, 1923.......... 123,217 5,206 128,423 
Week ended April 15, 1923......... 210,164 6,845 217,009 
Week ended April 22, 1923........ 234,904 9,750 244,654 
Week. ended April 29, 1928......... 371,788 15,892 387,680 
Season to April 29, 1923............ 1,010,199 42,748 1,052,947 


The cumulative movement of cargo coal during the present sea- 
son to date stands at 1,010,199 net tons, a figure that compares favor- 
ably with that for other recent years. In comparison with 
shipments to the end of April in the three ere immediately pre- 
ceding it 1923 was about 208,000 tons ahead of 1922, 709,000 her 
ahead-of 1920, and but 233,000 tons behind 1921, when the movemen 
was heavy in thé early part of the season. 


CANADIAN COAL RATES 


The Trafic World Ottawa Buresu 


Lower freight rates on coal from both Alberta and the 
Maritime Provinces are in sight. President Thornton has advised 
the Senate committee on the fuel supply that the Canadian Na 
tional roads are prepared to quote a rate of $9 a ton on Alberta 
coal in trainlots to Ontario, and similar consideration will be 
granted on the rates on coal from Nova Scotia and New Brus 
wick. The rate will be applicable only in May, June and July. 
The cut is not ‘considered by the coal operators as being sufii- 
cient to shut out the American importations. They say they 
would have to get a six-dollar freight rate to make a continuous 
summer market demand, and the rate quoted would mean that 
the price for Alberta coal in Toronto would be from $14.50 to 
$15.50 a ton. The rate formerly prevailing on coal from Alberta 
was around $13 a ton, and it is said that the rate now quoted 
represents actual cost of hauling plus a small addition to cover 
the minimum of overhead. 


Give Our Railroads a Chance 
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MR. SHIPPER :— 


The steady increase in traffic handled via the Natchez Route is the 
best proof of its satisfactory service. 


The advantages of the Natchez Route are the absence of large ter- 
minals en route, dependable through fast freight schedules and pass- 
ing reports which keep shippers and consignees in close touch with car 
movement—items which appeal to those desiring dependable service. 


If you have traffic moving between Eastern, Carolina and South- 
eastern territory and the Southwest, let the Natchez Route serve you. 


Route from the West via Shreveport, La., Stamps or Hope, Ark., care Natchez Route. 
Route from the East via Mobile or Hattiesburg, care Natchez Route. 


Traffic Department Representatives: 
es ene 5. Saga sae 
mmer mmercia ent, reight t 
235 City Bank Bldg., 330 Ry. Exchange Bldg., 523 State Nat’l Bank Bidg., 
Mobile, Ala. Kansas City, Mo. Texarkana, Ark. 
Carroll H. Smith, S. E. Jones, E. A. Montgomery, E. B. Hickman, 
General Agent, General Agent, General A eneral 


gent, G Agent, Gener 
| 419 Palmer Bldg., 1983 Ry. Exchange Bldg., a Whitney Central Bidg., 511 Insurance Bldg., 622 Insurance Bidg., 
| Atlanta, Ga. St. Louis, Mo. New y Orleans, 


La. Dallas, Texas. Oklahoma p Cry, © Okla. 


MEMPHIS, TENN. 22i%etiuo72" 
‘ | . Located Distributing Point 
Offers for your acceptance Unexcelled Storage and Reshipping 


Facilities at Reasonable Storage Rates and Lowest Insurance 
THROUGH 


THE MEMPHIS TERMINAL CORPORATION WAREHOUSES 
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CANADIAN NATIONAL EXPRESS 


The Trafic World Ottawa Bureau 


The Minister of Railways has introduced a bill in Parlia- 
ment to allow the Canadian National. Railways to do its own 
express business. Formerly there were the Canadian Northern 
Express Company, which afterwards became the Canadian Na- 
tional Express Company; the Canadian Express Company, which 
operated over the Grand Trunk, and whose stock was vested 
in the Grand Trunk company; and the Intercolonial Express 
Company, which did business over the Intercolonial Railway, but 
was under separate ownership. This was taken over by the 
Canadian Express Company. This combined company was 
afterwards amalgamated with the Canadian National Express 
Company. The stock of these various companies is now vested 
in the Canadian National Railway Company, and for the pur- 
pose of economy the board has recommended that the Canadian 
National Railway Company has power to do its own express 
business. 

The proposal was criticized by the opposition, which pointed 
out that the Canadian Pacific does. its business through the 
Dominion Express Company, a subsidiary, and that this was 
the general practice. The minister pointed out that the stock 
in the Dominion Express Company was not all held by the 
Canadian Pacific Railway, whereas that in the Canadian Na- 
tional Express Company was all held by the government, and 
it was considered more convenient and economical if the rail- 
way company would perform all the duties and functions of 
the express company. 

There was criticism of the appointment of Mr. Robb as 
vice-president in charge of express business when he had been 
practically all his life in the mechanical department, the critics 
expressing their inability to see the economy of appointing a 
man seventy years old from the mechanical department to bar 
the road to promotion to the post for men who had served 
their lives in the business. 

The discussion then drifted to the question as to just how 
much of the details of the business of management of the na- 
tional railways Parliament was entitled. The minister said: 


If parliament wants me to interfere with the work of the Canadian 
National Board to the extént of knowing the qualifications of ever 
man they select, knowing what he is. to do and what he is paid, 
then we need not have the Canadian National Board; we had better 

ut it where it was in the days of the old Intercolonial, when 
he minister was the last wor the matter of man ment. 
I want to give everything to parliament that parliament should 
have, because parliament has to supply the money. But this is 
a case of internal management. The men whom we have entrusted 
with the task of managing the system come to me as minister, the 
medium through which they have to approach parliament, and say 
that they can effect economies in this way. I do not think I ought 
to be asked for details of what this man does or what that man 


does; that is a matter in connection with which I take the advice 


of the Canadian National Board. 


The opposition advocates the appointment of a special par- 
liamentary committee to deal with railway matters. 


TO STUDY DISTRIBUTION 


Creation of a division of domestic trade and the appointment 
of Irving S. Paull of Lambertville, Mich., as chief thereof, has 
been announced by the Department of Commerce. In its an- 
nouncement the department said: 


The division of domestic trade will devote itself to a study of the 
savings in the costs of transporting and marketing commodities, the 
more efficient and economical methods of distribution, and the prep- 
aration of statistics of domestic trade. This work will be under- 
taken in co-operation with the various commercial associations in 
the distributing trades. The plan is to follow up the program origi- 
nated in this field by the Joint Congressional Commission of Agri- 
cultural Inquiry, of which Mr. Paull was secretary from July 1, 1921, 
to July 1, 1922, and to co-ordinate the work of various organizations, 
both official and private, now engaged in similar studies. 

Mr. Paull had ten years’ practice as business analyst before his 
connection with. the Joint Congressional Commission. Recently he 
has. been engaged under the auspices of the National Retail Dry 
Goods Association in an educational campaign directed to its mem- 


bers and the general public covering the processes of distributing 
essential commodities. 


LUMBER SHIPMENTS 


Shipments of lumber fell off approximately 32,000,000 feet 
and production 26,000,000 feet in the week ended May 5, accord- 
ing to the weekly statement of the National Lumber Manu- 
facturers’ Association issued May 10. Shipments, however, were 
slightly larger than they were in the corresponding. period last 
year. A decrease of about 25,000,000 feet in orders was re- 
ported. The association said the question was raised in some 
quarters as to whether or not the so-called builders’ and buyers’ 
strike against increasing labor costs had temporarily checked 
the lumber movement. Shortage of labor in the South and the 
I, W. W. strike in the Oregon-Washington field were reported 
as affecting production. 

One hundred and thirty-two mills reporting to the West 
Coast Lumbermen’s Association for the week ending May 5 
manufactured 99,564,187 feet of lumber, sales were 92,845,938 
and shipments 99,366,705. Production for reporting mills was 
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10 per cent above normal, new business was 7 per cent below 
production, shipments were 7 per cent above new business, 
Thirty-one per cent of all business taken during the week was 
for future-water delivery. This amounted to 28,598,468, of which 
22,469,702 feet was for domestic cargo and the balance export 
business. New business for rail delivery amounted to 1,92) 
cars. Twenty-eight per cent of last week’s lumber shipments 
moved by water, of which 17,126,110 feet was coastwise and 
intercoastal and the balance overseas. Rail shipments were 
21,500 cars; domestic cargo orders total 60,058,482 feet, unfilled 
export orders are 81,439,307 feet; unfilled rail trade orders are 
8,585 cars. 

The following statistics record the lumber movement of the 
country as indicated by the mills reporting to the National 
Lumber Manufacturers’ Association, for last week, the cor. 
responding week of 1922 and the preceding week of 1923: 


Preceding 
Corresponding Week 
Past Week Week, 1922 1923 (revised) 

MA Fo ri. ct yelet « ths ow Ue tie’ 379 374 414 
PRION cg eg eons sowcipes 247,520,444 211,065,169 273,424,327 
Shipments ...........csee05- 237,083,181 229,209,877 269,166,618 
REE pandas es0ncccamuaaale 216,891,669 261,109,175 241,741,250 


Based on the foregoing figures the total of all reporting mills 
gives shipments as 96 per cent and current orders as 88 per cent of 
current production. For southern pine mills these percentages are 
respectively 104 and 89 and for west coast mills 100 and 93. 

Three hundred and thirty mills belonging to five regional associa- 
tions having a normal] production for the week, report that current 
production is 104 per cent of normal production, shipments 100 per 
cent and orders 92 per cent. 

A comparison of the lumber movement so far this year with the 
corresponding period of last year follows: 


roduction Shipments Orders 
So ea ee aes 4,072,508,149 4,573,077,481 4,756,186,458 
te eS ee ee 3,256,969,723 3,323,105,685 3,651,273,567 





1,104,912,891 


FRUIT AND VEGETABLE SHIPMENTS 


“The heavier movement of strawberries, new potatoes, cab- 
bage, onions and tomatoes failed to offset lighter shipments of 
other products,” the Bureau of Agricultural Economics, Depart- 
ment of Agriculture, said in its review of fruit and vegetable 
shipments for the period April 29-May 5, inclusive. “The week’s 
total for a dozen leading lines of produce was 8,756 cars or 
nearly 500 cars less than the preceding week, and about 2,400 
cars less than for the corresponding week of 1922.” 

Totals from the weekly summary of carlot shipments follow: 

Totals for week and season are regularly subject to revision 
because of the receipt of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of states in that group. 

Tuesday, May 8, 1923. 
Total Total 


815,538,426 1,249,971,796 











this last 
Apr. 29- Apr. Apr. 30- season season Total 
mar 5, 22-28, May6, toMay to May last 
1923. 1923. 1922. 5, ine. 6, inc. season. 
Apples (box areas)— 
RE once tna 142 197 173 45,478* 55,746 56,270 
Apples (barrel areas)— 
EE cee ee se 419 387* 214 63,229*  31,517* 32,018 
Cabbage— 
ae 1,075 1,001 1,161 7,058 11,558 40,465 
Cauliflower— 
otal: se. 6-4 s 5 3 4,412 4,287 4,329 
Celery— : 
ME cocsegde 116 240 200 6,106 4,555* 4,807 
Lettuce— 
Wertel os ccces 553 431 697 15,607 13,477  22,029* 
Mixed Vegetables— 
(Calender year.) 
ere 498 572* 346 7,194* 5,828 19,710 
Onions (1922)— 
 -scheouss 21 52 0 29,229 20,767 20,767 
Onions (1923)— 
. eas 652 454 438 904 3,55€ 29,229 
Spinach— 
yO 250 429* 178 6,292* 4,457 4,654 
Strawberries— : 
“GRA 1,071 690 1,045 3,382* 3,709 18,716 
Sweet Potatoes— 
OU. ses 138 217* 202 20,578* 18,581 19,291 
Tomatoes— i 
| 736 595 883 6,276 6,855 26,375 
White Potatoes— 
(1923 Crop.) x 4 
OPIGA: 6 650% 750 525 1,005 1,687 3,635 5,051 
Texas ..... sae 9 13 69 95 121 1,450 
Summary White Potatoes—1922 Crop. 
Leading Section— e 
Late crop .... 2,283 3,378 4,505 166,760 173,918 185,420 
Other Sections— ; 3 
Late crop ... 35 50 60 26,738 20,193 20,32: 
We Ghee, TOUR. 8. oiiage oo Nea See see 40,781 $2,540 32,540 
Total ..0..2:.0 2,818 3,428* 4,565  234,279* 226,651 238,283 


*Includes all delayed and corrected reports received to date. 


» 
CENTRAL OF GEORGIA NOTES 

The Central of Georgia has appHed to the Commission for 
authority to issue $2,910,000 of equipment trust certificates to 
be sold at 95% in connection with the acquisition of equipment 
at an estimated cost of $3,880,000. The equipment consists of 
25 locomotives, 1,100 freight cars of various types, 4 passenger 
coaches and 2 express cars. 








May 





for 
; to 
ent 
3 of 
ger 


May 12, 1923 





Great Lakes Transit Corporation 


General Office: Great Lakes Transit Corporation Building, 223 Erie SL, Buffalo, N. Y. 












Ww. J. CONNERS, SHERMAN J. SEXTON, 
Chairman of Board Vice-Presi 
Buffalo, N. Y Buffalo, N. Y. 
J. C. EVANS, President, R-26. BUSES, 
uffalo, N.Y. Secretary and Treas. 
w. J. CONNERS, Jr. Buffalo, N.Y. 
Fist Vice tale, N.Y “oa rl Pastonger Agent, 
» ssen, 
J. E. DEASY, Buffalo, % A 
Vice- W.R. EVANS, Aaditor, 
Buffalo, N. Y Buffalo, N. Y 
E. C. ANDREWS, J. F. TREBLE, 
Vice- rey 
Buffalo, N. Y F. A. STANLEY Buffale, N.Y. 
. S. NOB ef toe sf G. C. WILLIAMS, 
. et ors Freight Traffic Manager, General Manager and 
Buffalo, N. Y Buffalo, N.Y. General Western 


FREIGHT SERVICE 


Rates Restored for the Season of 


1923 


New and fast service on Lake Michigan to and from 
the Ports of Chicago and Milwaukee in addition to the 
famed service via Lake Superior. 


Twenty-four (24) modern steamers, fully equipped for 
handling package freight east and westbound comprise 
the finest and swiftest fresh water fleet in the world. 


Package freight capacity Refrigerator freight ca- 
over two million tons. pacity about forty thou- 
sand tons. 


Through rates are in effect between the Atlantic Sea- 
board, Eastern Basing points, also Lake Ports; and 
Western and Northwestern points, including Chicago, IIl.; 
Milwaukee, Wis.; St. Louis, Mo.; Duluth, Minn.; Minne- 
apolis, St. Paul and points beyond. 


Through rates are also in effect from Youngstown, O.; 
Pittsburgh, Pa.; Wheeling, W. Va.; Canton and Akron, O., 
and points in the same general territory to Duluth, St. 
Paul and related points. 


Under arrangements with connecting rail lines this Cor- 
poration maintains a service via rail-and-lake between 
Eastern points and territory in the West, Southwest and 
Northwest, including Pacific Coast. 


INFORMATION FURNISHED SHIPPERS OR RE- 
CEIVERS ON APPLICATION WILL DISCLOSE A CON- 


SIDERABLE SAVING IN RATES AS COMPARED 
WITH ALL-RAIL. 


In order to secure the benefit of our unexcelled rail-and- 
lake service, combined with the saving in rates, shippers 
should mark their bills of lading plainly, “care Great 
Lakes Transit Corporation.” 


Address F. A. Stanley, Freight Traffic Manager, Great 
Lakes Transit Corporation Building, 223 Erie St., Buffalo, 
N. Y., or any of the agents mentioned below. 

AGENCIES 
Boston, Mass.—539 Old South Building. Milwaukee, Wis.—19 West Water 8t. 

P. L. Stuart, New England Agent. Vv. F. Carbone, 

Lakes Transit 


. ~ F al Agent. 
Buffalo, N. Y.—Great Sppomerte, Minn.—1120 Metropolitan 

Corporation Bldg., 223 Erie St. Life Building. 
W. J. Elliott, General Agent. 


Ww. J. M r, General Agent. ‘ 
Chicago, 111.—233 East North Water 8t. New York, N. Y.—299 Broadway 
E. J. Hogan, General Agent. (Barclay Building). 
Cleveland, 0.—Lake Front, Foot Ninth W. B. Biddle, General Agent. 
Street, N. W. Philadelphia, Pa.—452 The Bourse. 
W. H. Zeliff, General Agent. 
Pittsburgh, Pa.—1826 Oliver Building. 
3 ams, General Agent. 
St. Paul, Minn.—315 Pioneer Building. 
Cc, Reeve, General Agent. 
e Agen’ Sault Ste. Marie, Mich.—Kemp’s Dock. 
rle, Pa.—Foot of Holland Street. - R. C. Agent. 
J. HE. Bryan, General Agent. Washington, D. C.—326 Mills Building. 
Hones Mich.—44 Isle Royale St. L, Agnew Myers, Agent. 









































































































M. 8. Mead, General Agent. 
Detroit, Mich.—Foot of Cass Street. 

P. B. Bourke, General Agent. 
Duluth, Minn.—Palladio Buildi 

Geo. C. Williams, General Western 






Cruise the Great Lakes this summer on the 
Great Lakes Transit Corporation 


Steel Steamers 
TIONESTA JUNIATA OCTORARA 


‘The World’s Finest Cruise’’ 
Orchestra : Dancing 
Ask Anyone Who Has Made the Trip 
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TRAFFIC MEN! 


~« cy .oee * si, 
Se wee ba —— 2 
SR AME BSS 


An Invaluable Book For You! 


‘ HIS I. C. S. TRAFFIC MAN’S 
Price Only ‘T HANDBOOK is one of the most 
complete books of its kind ever published— 
written and compiled by a man of national 
reputation—an invaluable source of reference 
for industrial, railroad and steamship 
traffic men—a book that will save hours of 
your time and add immensely to your effi- 
ciency. $85 pages. Price only one dollar. 

Here is a partial list of contents:— 
ont so Freight classification, traffic abbre- 
, Biss viations, definitions of traffic terms, 
Written and com- freight claims, traffic territories, de- 
piled by murrage and storage, freight rate con- 
ASA COLTON struction, tracing lost and delayed 
Lecturer on Trade and freight, freight tariffs, publishing and 


Tr tation 
New York University 


filing of tariffs, routing of freight, 
weighing and reweighing, peddler cars, 
refrigerator and precooling, recon- 
signment and diversion, service and 
facilities for grain, transit privileges, 
industrial traffic department, proced- 
ure before Interstate Commerce Coni- 
mission, export and import traffic. 


Just fill out the coupon below—slip 
it into an envelope with a dollar bill 
and mail. This 385-page I. C. S. 
Traffic Man’s Handbook will come 
speeding to you by return mail. Money 
back if not satisfied. 






—— ooo eee §=8TEAR OUT HERE = ee 


INTERNATIONAL CORRESPONDENCE SCHOOLS 

Box 6721B, Scranton, Penna. 
I enclose Qne Dollar. Please send me— 
postpaid—the 385-page I. C. S. Traffic 
Man’s Handbook. It is understood that if 
I am not entirely satisfied I may return 
this book: within five days and you will 
refund my money. 





emer cere eeeeeeees eee eeseee sees ee eee eee SOEs sees e es SEEe SERED ESE SORE EEeEEEeeOEEEeSHeESESESEOSESEDESEESESEESS 


SOOO eRe eee e eee eee ee eee eee eee esse sees eee ssSEEEE ESSE OEESEESESEEEESESSEEESEESSEEESEOESES SESE SS OES 
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REVENUE FREIGHT LOADING 


Revenue freight loading the week ended April 28 totaled 
968,694 cars, an increase of 5,951 cars over the preceding week, 
according to the weekly report of the car service division of the 
American Railway Association. Loading of merchandise, L. C. 
L., and miscellaneous freight totaled 597,823 cars, which was 
99.2 per cent of the highest loading for those classes of record. 
Loading in the corresponding weeks of 1922 and 1921 totaled 
751,111 and 721,084 cars, respectively. 

The loading by districts in the week ended April 28 and in 
the corresponding week of 1922 follows: 


Eastern district: Grain and grain products, 6,595 and 6,705; live 
stock, 2,870 and 2,955; coal, 56,504 and 7,617; coke, 4,262 and 1,255; 
forest products, 6,502 and 5,384; ore, 3,678 and 1,404; merchandise, 
L. C. L., 65,766 and 69,270; miscellaneous, 99,987 and 81,044; total, 
1923, 246,154; 1922; 175,634; 1921, 178,893. 

Allegheny district: Grain and grain products, 2,118 and 2,141; 
live stock, 2,639 and 2,579; coal, 52,499 and 12,733; coke, 7,695 and 
4,236; forest products, 3,878 and 2,597; ore, 6,228 and 2,574; merchan- 
dise, L, C. L., 48,453 and 51,043; miscellaneous, 92,322 and 67,109; 
total, 1923, 215,832; 1922, 145,012; 1921, 144,157. 

Pocahontas district: Grain and grain products, 200 and 190; live 
stock, 81 and 82; coal, 24,481 and 26,565; coke, 611 and 241; forest 
products, 1,904 and 1,344) ore, 174 and 32; merchandise, L. C. L., 
6,261 and 6,163 miscellaneous, 5,409 and 4,469; total, 1923, 39,171; 1922, 
39,086; 1921, 29,813. . 

Southern district: Grain and grain products, 4,298 and 3,098; live 
stock, 1,864 and 2,160; coal, 21,477 and 19,268; coke, 1,337 and 564; 
forest products, 24,868 and 19,008; ore, 1,622 and 816; merchandise, 

Cc. L., 39,254 and 37,224; miscellaneous, 44,842 and 42,177; total, 
1923, 139,562; 1922, 124,315; 1921, 110,214. 

Northwestern district: Grain and grain products, 9,091 and 10,- 
015; live stock, 8,065 and 8,224; coal, 4,300 and 4,241; coke, 1,235 and 
1,411; forest products, 21,189 and 17,815; ore, 8,711 and 6,807; mer- 
chandise, L. C. L., 31,086 and 30,270; miscellaneous, 38,583 and 31,790; 
total, 1923; 122,260; 1922, 110,573; 1921, 93,814. 

Central Western district: Grain and grain products, 10,366 and 
10,352; live stock, 13,612 and 11,720; coal, 16,812 and 3,707; coke, 461 
and 169; forest products, 10,172 and 6,129; ore, 3,192 and 1,584; mer- 
chandise, L., C. L., 35,704 and 34,532; miscellaneous, 52,397 and 40,- 
236; total, 1923, 142,716; 1922; 108,429; 1921, 106,703. 

Southwestern district: Grain and grain products, 4,254 and 3,697; 
live stock, 2,572 and 2,478; coal, 4,104 and 1,258; coke, 128 and 144; 
forest products, 8,742 and 6,593; ore, 530 and 673; merchandise, L. 
C. L., 14,864 and 13,663; miscellaneous, 22,895 and 19,556; total, 1923, 
58,089; 1922, 48,062;.1921, 57,490. 

Total, all roads: Grain and grain products, 36,922 and 36,198; 
live stock, 31,703 and 30,198; coal, 180,127 and 75,389; coke, 15,729 and 
8,020; forest products, 77,255 and 58,870; ore, 24,135 and 13,890; mer- 
chandise, L. C. L., 241,388 and 242,165; miscellaneous, 356,435 and 
286,381; total, 1923, 963,694; 1922, 751,111; 1921, 721,084. 

ading for a period of approximately four months ending April 
28 totaled 15,094,386 cars as compared with 12,764,553 in 1922 and 
11,838,647 in 1921. 


REVENUE TRAFFIC STATISTICS 


Freight revenue in February totaled $325,782,332 as compared 
with $293,567,405 in February, 1922, and $691,704,627 in the two 
months ended with February as against $569,823,028 in the same 
period of 1922, according to statistics compiled by the bureau 
of statistics of the Commission from 164 reports representing 
177 steam roads, exclusive of switching and terminal companies. 

. Passenger revenue totaled $79,145,045 in February as against 
$73,626,469 in February, 1922, and $170,266,533 in the two months 
as against $157,359,254 in the 1922 period. 


Revenue tons carried totaled 159,798,000 in February as 
against 130,409,000 in February, 1922, and 340,067,000 in the two 
months as against 250,107,000 in the 1922 period. 

Revenue tons carried one mile totaled 29,433,867,000 in Febru- 
ary as against 25,453,131,000 in February, 1922, and 63,359,270,000 
in the two months as against 49,176,484,000 in the 1922 period. 

Revenue per ton-mile averaged 11.07 mills in February as 
against 11.53 mills in February, 1922, and 10.92 mills in the 

Revenue per ton per road averaged $2.04 in February as 
against $2.25 in February, 1922, and $2.03 in the two months as 
against $2.28 in the 1922 period. 


Revenue passengers carried totaled 75,323,000 in February 
as against 73,595,000 in February, 1922, and 158,841,000 in the two 
months as against 154,919,000 in the 1922 period. 

Revenue per passenger-mile averaged 3.084 cents in Febru- 
ary as against 3.071 cents in February, 1922, and 3.095 cents in 
the two months as against 3.084 in the 1922 period. 


LOCATION OF CARS 


The per cent of home cars on home roads for class I roads 
as of April 15 was 47.8, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
The percentages by classes of equipment were as follows: Box, 
34; refrigerator, 56.4; gondola, 56.7; stock, 68; flat, 60.3. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership as of April 15 showed the following: 
Eastern district, 105, as against 98 a year ago; Allegheny dis- 
trict, 102.4, as against 101.5 a year ago; Pocahontas district, 
88.2, as against 88.1 a year ago; Southern district, 98.6, as 
against 100.8 a year ago; Western district, 92.8, as against 
98.4 a year ago; all districts, 98.2, as against 98.4 a year ago; 
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Canadian roads, 86.8, as against 92.4 a year ago; Mexican roads, 
113.4, as against 106 a year ago. 


CAR SURPLUS AND SHORTAGE 


The average daily shortage of freight cars dropped to 35,282 
cars in the period April 23-30, a decrease of 9,017 cars, as com- 
pared with the preceding period, according to the car service 
division of the American Railway Association. This showing 
is regarded as remarkable by car service officials in view of 
the fact that loading in the week ended April 28 totaled 963,694 
cars, a record movement for this time of the year and within 
approximately 55,000 cars of peak loading of the past. The 
average daily surplus was 13,556, an increase of 2,494 over the 
preceding period. 

The shortage was made up as follows: Box, 12,846; ven. 
tilated box, 400; auto and furniture, 1,054; total box, 13,940; 
flat 2,843; gondola, 7,460; hopper, 10,174; total, all coal, 17,634; 
coke, 138; S. D. stock, 53; D. D. stock, 88; refrigerator, 208: 
tank, 314; miscellaneous, 64; total, 35,282. 

The surplus was made up as follows: Box, 4,622; ventilated 
box, 10; auto and furniture, 22; total box, 4,654; flat, 237; gon- 
dola, 2,021; hopper, 828; ‘total, all coal, 2,849; coke, 35; S. D, 
stock, 1,789; D. D. stock, 43; refrigerator, 3,597; miscellaneous, 
352; total, 13,556. ; 

The Canadian roads reported a shortage of 2,450 cars, made 
up of 1,800 box, 450 flat, and 200 coal cars. 


TRAIN SERVICE UNIT COSTS 


Freight and passenger train service unit costs (selected 
expense accounts) of class I roads, compiled by the bureau of 
statistics of the Commission, show that the cost per freight 
train-mile in February was $1.953, as against $1.651 in Feb- 
ruary, 1922, and that cost per 1,000 gross ton-miles (excluding 
locomotive and tender) was $1.383 in February, as against $1.136 
in February, 1922. 

In the two months ended with February cost per freight 
train-mile was $1.922, as against $1.655 in the same period of 
1922, while cost per. 1,000 gross ton-miles (excluding locomotive 
and tender) was $1.341, as against $1.168 in the 1922 period. 

Cost of coal per net ton (consumed in freight road service) 
averaged $3.72 in February, as against $3.55 in February, 1922. 
and $3.73 for the two months, as against $3.58 in the 1922 
period. 

Cost per passenger train-mile was $1.028 in February, as 
against $0.933 in February, 1922, and $1.016 for the two months, 
as against $0.927 in the 1922 period. 


CONDITION OF LOCOMOTIVES 


Locomotives in need of repair on April 15 totaled 14,850, 
which was 23 per cent of the total number on line, according 
to. reports filed by the carriers with the car service division of 
the American Railway Association. This was an increase of 
398 over the total number on April 1. 

Of the total, 13,172 were in need of repairs requiring more 
than 24 hours, which was 20.4 per cent of the total number on 
line. This was an increase of 371 over the number in need 
of such repairs at the beginning of the month. Reports also 
showed 1,678, or 2.6 per cent, in need of light repair, an in- 
crease of 27 during the same period. 


NEW ROLLING STOCK 


The following is authorized by the car service division of 
the American Railway Association: 

A total of 5,130 new freight cars of various classes and 142 new 
locomotives were installed in service during the semi-monthly period 
from April 1 to April 15. 

This brought the total number of new freight cars installed from 
January 1 to April 15, 1923, to 44,302, while 1,077 new locomotives 
were placed in service during the same period. Of the new freight 
cars installed, 19,867 were box cars, 17,096 were coal cars and 1,299 
were stock cars. There were also installed during the same period 
4,999 new refrigerator cars, of which 2,366 were placed in service by 
railroad owned private refrigerator companies. : 

New freight cars on order on April 15 totaled 116,890, or an in- 
crease of 9,437 over the total number on order on April 1. There were 
ae locomotives on order on April 15 compared with 1,974 
on April 1. 


CHANGES IN DOCKET 

Hearing in No. 14722, The H. D. Lee Mercantile Company 
vs. Director-General, B. & M. R. R. et al., and No. 14726, The 
Prairie Oil & Gas Company vs. Director-General, assigned for 
May 10, at Kansas City, Mo., before Examiner McGrath, wa 
cancelled. 

Hearing in No. 14640, Midland Coal Company et al. vs. C. R. 
I. & P. Ry., Director-General, et al., and No. 14641, Midland Coal 
Company et al. vs. Mo. Pac. R. R., Director-General, et al., 4° 
signed for May 11, at Kansas City, Mo., before Examiner Me- 
Grath, was cancelled. 

Hearing in No. 14514, Shreveport Creosoting Company VS. 
La. & Pac. Ry. and Director General, assigned for May 9, 4 
Chicago, Ill., before Examiner Carter, was postponed to a date 
to be hereafter fixed. 
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4 You Can Speed Tariff Work 
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i So that you can accurately determine the benefits 

hs, to you of using Automatic Tariff Files, we will 
send to your office a complete equipment suitable 


for handling your individual work on free trial. 
50, 


- If in ten days, or thirty days, you find from actual 
of experience these Files do not speed and simplify 
¢ your work to an amazing degree, we will remove 
ore them—all without cost to you. 
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Automatic Tariff Files are used by leading ship- 

also ° A 

- pers everywhere. Their results universally exceed 
the highest expectations of Traffic Managers using 
them. This free trial offer is the best way for you 

1 of to learn how you, also,.can save and gain. Take 
advantage of it now. 
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1 974 should be read by every Traffic Manager. 


Your copy will be mailed promptly upon 
request. Please write on your letter-head. 
If you wish to take advantage of the free 
trial offer, tell us the number of Tariffs 
you keep on hand and your particular re- 
quirements. 
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RATE REDUCTIONS PROPOSED 


(Special Correspondence from Atlanta, Ga.) 


Freight rates on about 300 commodities will be revised on 
trunk lines leading to southern and southeastern territory within 
the next few months, according to D. M. Goodwyn, chairman of 
the fourth section committee of the Southern Freight Associa- 
tion, speaking at Atlanta, May 4, before a gathering of southern 
short-line railroad officials. 

His address followed a conference of shippers’ and carriers’ 
representatives. The conference voted to reduce freight rates 
on agricultural implements from middle western and eastern 
territories to Atlanta and other points in Georgia and the south- 
east. In the event no protest is filed with the Commission, the 
proposed reductions will be put into effect on July 1, iailroad 
officials said. 

The conference was preceded by one that voted to reduce 
rates on iron and steel from middle western and eastern pcints 
to the sotheastern territories. More than fifty shippers from all 
parts of the south attended the conferences, at which the pro- 
posed changes in rate schedules were explained and discussed. 

The reductions on agricultural implements are expected to 
be of great aid in boosting Georgia’s agricultural program. 
Railroad officials say, however, that the rate reductions will 
materially reduce their revenues for some time to come. 

Other conferences planned for this week concerned proposed 
reduction in rates on canned goods and furniture. 

The rate reductions on agricultural implements agreed on 
are as follows: 

From St. Louis to Atlanta, from 70% to 64 cents per 100 
pounds; from Cincinnati, from 55% cents to 54 cents; from Chi- 
cago, 8344 cents to 71 cents; from Pittsburgh, from 88% cents 
to 71 cents. 

The rates on iron and steel from the above-named cities to 
Atlanta will be reduced as follows: 

St. Louis to Atlanta, from 57 to 49 cents; from Cincinnati, 
from 44 to 42 cents; from Chicago, from 67% cents to 58 cents; 
from Pittsburgh, from 70% to 58 cents. 


MEETING OF SHORT LINES 


(Special Correspondence from Atlanta, Ga.) 


How the National Transportation Institute will be conducted 
at Chicago, with a research deartment at Washington, D. C., 
was outlined here last week to representatives of southern short- 
line railroads attending the semi-annual southeastern regional 
meeting of the American Short Line Railroad Association by 
Bird M. Robinson. 

More than sixty short-line representatives attended the con- 
ference, a feature of which was a discussion concerning ways 
and means of meeting the car shortage and of handling the 
summer’s perishable fruit crops. 

B. S. Barker, secretary of the Atlanta Chamber of Com- 
merce, and a vice-president in the short-line association, said 
that about 352 package cars left Atlanta every day for poinis all 
over the South. He declared the city’s future growth was largely 
dependent on railroad facilities. 

Charles Barham, president of the Southern Freight Associa- 
tion, urged co-operation between short and trunk lines for the 
advantage of both. He advocated an educational campaign 
through publicity and advertising to educate the country to the 
needs of the transportation system, asserting that the country’s 
development had outgrown the expansion of the railroads be- 
cause the roads were handicapped by restrictions detrimental to 
the public interest. 

John A. Streyer, traffic manager for the southeastern divi- 
sion of the American Short Line Railway Association, told the 
delegates that the Commission recently had ordered the adoption 
of a uniform rate on all clay products, suggesting that rates-on 
these commodities, which are now greatly at variance, be re- 
vised 80‘ that the short-line rates would be one cent higher than 
trunk line charges. 7 aren 





CENTRAL OF GEORGIA BONDS 


The Central of Georgia has applied to the Commission for 
authority to issue $858,000 of 6 per cent refunding and - general 
mortgage bonds, if such authority is necessary under the trans- 
portation act, and to pledge them as collateral security for 
notes. 


“NEW HAVEN SECURITIES 


The New York, New Haven & Hartford has applied to the 
Commission for authority to issue $3,600,000 of first and refund- 
ing 4 per cent mortgage bonds to mature November 13, 1955. 
The bonds are to be exchanged for and held in the company’s 
treasury on the same terms as the debentures of the New 
England Navigation Company. The applicant said it was in- 
debted to the Old Colony Railroad Company in the amount of 
$3,600,000 represented by the debentures of the navigation 
company which the New Haven has assumed in connection 
with the winding up of the affairs and dissolution of the navi- 
gation company. The purpose of the proposed issue is to dis- 
charge this indebtedness by substitution. 


THE TRAFFIC WORLD 





Vol. XXXI, No. 19 


The New Haven also filed an application asking authority 
to enter into a contract for the purchase of twelve electric 
locomotives from the Westinghouse Electric & Manufacturing 
Company which provides for the issue to that company of 
notes aggregating $1,192,000 and bearing 6 per cent interest. 


CAMBRIA & INDIANA EQUIPMENT LEASE 


The Cambria & Indiana Railroad Company has applied to 
the Commission for authority to enter into an equipment lease 
under which $1,700,000 of certificates will be issued in con- 
nection with the acquisition of 4 locomotives and 1,000 steel 
hopper coal cars. 


B. & O. BONDS 


The Commission has authorized the Baltimore & Ohio to 
issue $3,770,000 of refunding and general mortgage 6 per cent 
bonds which may be pledged as collateral security for notes. 


W. B. T. & S. APPLICATION 


The Waco, Beaumont, Trinity & Sabine Railway Company 
has “Applied: to the Commission for authority to acquire and 
operate the line of railroad from Trinity to Colmesneil, Tex., a 
distance of 66 miles. The line originally was operated by the 
Trinity & Sabine, but more recently by the M. K. & T. of Texas. 


TELEPHONE OPERATING RESULTS 


Compliations made by the Commission’s bureau of statistics 
from reports of revenues and. expenses filed by 72 telephone 
companies having annual operating revenues in excess of 
$250,000 show an operating income of $11,741,067 in Febraury 
as against $9,710,584 in February, 1922, an increase of 20.9 per 
cent, and $23,372,085 for the first two months of 1923 as against 
peg in the same period of 1922, an increase of 20.9 per 
cent. 

Operating revenues totaled $50,773,147 in February as 
against $45,666,998 in February, 1922, an increase of 11.2 per 
cent, and $103,197,591 in the two months as against $92,490,086 
in the 1922 period, an increase of 11.6 per cent. . 

Operating expenses totaled $34,571,540 in February as 
againt $32,142,272 in February, 1922, an increase of 7.6 per cent, 
and $70,796,632 in the two months as against $65,551,714 in the 
1922 period, an increase of 8 per cent. 

The ratio of expenses to revenues dropped from 70.38 per 
cent in Febraury, 1922, to 68.09 per cent in February, 1923, and 
for the two months, from 70.87 per cent to 68.60 per cent in the 
1923 period. 

The number of company stations in service at the end of 
February was 10,674,723 as against 9,918,584 at the end of 
February, 1922, an increase of 7.6 per cent. 


PETITIONS FOR REHEARING, ETC. 


The Commission is in receipt of a petition filed by the Job- 
bers’ & Manufacturers’ Association, Springfield, Mo., urging 
that the portion of the decision in No. 9702, Memphis-Southwest- 
ern Investigation, with respect to commodity rates, dated Feb- 
ruary 6, 1923, be modified by striking out the word “inclusive” 
in line 3 of the last paragraph of 77 I. C. C. 485 in order that 
the decision with respect to commodity rates may conform to 
that of the class rates, and that Springfield be not included 
ae the terms of the order with respect to the commodity 
rates. es 

The defendant in No. 11510, Tanners’ Council of the United 
States of America et al. vs. Director-General, has petitioned the 
Commission for reargument and reconsideration therein, alleging 
error, and, in support thereof, among other things, states that 
the report on reargument completely ignores the. tariff provision 
against rating by analogy. 

Counsel for the Director-General-of Railroads has petitioned 
the Commission to grant further consideration and reargument 
in No. 11354, Producers’ Refining Company vs. Director-General, 
and No. 13880, Armour & Company vs. Director-General, analo- 
gous cases, in order. to determine the question of the applica 
bility of rule 77 of Tariff Circular 18-A to the rates at bar. 


SHIP SALE 
The Shipping Board has sold the Lake Gebhart, a lake-type 
cargo vessel of 4,155 deadweight tons, to the Alaska Steamship 
Company of..New York. 


VESSELS DETAINED BY ICE 


More than twenty large vessels have been hung up in the 
ice in Cabot Straits and elsewhere, unable to reach Montreal, 
and cattle shippers say this condition is causing heavy 1088 
to those interested in the newly developed export cattle trade 
to U. K. ports. Export store cattle already purchased by deal- 
ers..have been arriving at Montreal by hundreds awaiting 
steamer space to Great Britain. There are probably 1,500 cattle 
held up at points along the line and the dealers say the com 
gestion will mean heavy losses, which will probably be accentu- 
ated when they are all thrown on the English market in a bunch. 
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Take the shortest cut to® 
“Your consuming Markets 


T We BRIDGE THE GAP 


- % R. TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
‘NO IMPORTERS , are strategic traffic pivots, linked by the rails of the Penn- 
‘x sylvania System. 
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‘) You will recognize these cities with their dependent territories 


f is. w/ as being logical centers in which to carry spot stocks, to be sent 
(G a { 1h J there at carload rates and be readily accessible to your local cus- 
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tomers when they want your product, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 
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You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discriniina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront de with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of taberetahe Canaportation of freight. traffic man of long experience 
and wide knowledge will answer ———— relating to practical traffic 

We do not desire to the place of traffic man but to 

ip him in his work. Persons desiring immediate answer mail or 
wire or a more ela’ te treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
rituation too complex for the kind of investigation herein contemplated. 

Ad Questions and Answers Department, 
; Traffic Service Corporation, Colorado Building, Washington, D. C 


Demurrage—Private Cars 

Indiana—Question: On October 11, 1922; B. & M. car 33046 
was secured from the A. & B. Railway at X. to be used as a 
derrick car. This car was moved from X. to Y., Indiana, via 
C. & D. Railroad and the E. Railroad. There was an agree- 
ment between the A. & B. Railway and X. Y. Z. Company that 
the car would be handled under a lease arrangement. 

At the time the car was secured, there was an under- 
standing that same should move A. & B. out of X. but at the 
time shipment was ready the E. Railroad at Y. was embargoed 
against the A. & B. Railway which forced movement by C. & D. 
and the B, Railroad. 

The car was loaded with derrick material built into the car 
and was billed out as a derrick 10,000 pounds. Upon arrival 
at Y. the car was taken to the location and used until De- 
cember 14, at which time it was again moved to X. and released 
to the A. & B. Railway through the C. & D. Railroad, since 
which time we have been rendered a demurrage bill for $228.00 
by the E, Railroad Company. 

An effort on our part to secure a cancellation through 
the A. & B. Railway has resulted in an effort by the E. Rail- 
road Company to push collection. Please advise your opinion 
of our chances of having this bill cancelled. 

Answer: If the car in question was one which could be 
included in the definition of a private car in the note to 
paragraph 4 (A) of section B of rule 1 of the National Car De- 
murrage Rules and Charges and was, while in use, on the 
private track of the owner thereof through lease, then under 
the provisions of this section of rule 1 no demurrage charges 
should be assessed. 

If on the other hand the car does not come within the 
provisions of Section B of Rule 1, either in the fact that it 
was: not a private car within the definition thereof or was 
not, while in use, on a private track within definition of this 
rule, demurrage is properly assessed under the provisions of 
the demurrage tariffs. 


Allowance to Consignee for Drayage on Carload Shipment 
Improperly Spotted 

Minnesota.—Question: A question has come up regarding 
the reweighing of a car of coal at destination where there are 
no track scales. The consignee seeks to recover drayage at 50 
cents per ton due to the fact that the car was not spotted 
accessible to the bins. Please advise if in your opinion this is 
a@ legal charge and can be collected. 

Answer: The carrier may not, in our opinion, make the 
allowance for drayage which resulted from its failure to prop- 
erly spot a car unless the carrier absolutely refused to spot 
the car as directed. The duty of a carrier, where there is a 
duty to spot cars for a particular industry, is to spot a car at 
the place specified by the consignee and a consignee should 
insist upon the performance of its duty by a carrier and may 
not, in our opinion, in the absence of a flat refusal on the part 
of the carrier to do so, perform the equivalent service for the 
carrier, and expect to receive an allowance therefore from 
the carrier. See Geisel Mfg. Co. vs. B. & O., 59 I. C. C. 193 
which, while not directly in point, shows the views of the Com- 
mission on a related question. 


Constitutionality of Section 206 of Transportation Act 


California.—Question: The Interstate Commerce Commis- 
sion, in their decision in Docket 12016, order the Atchison, To- 
peka & Santa Fe Company to pay this company a certain 
amount of money in connection with a reparation” claim. This 
claim, the carrier contended, was barred under the two-year 
limit, but the Commission held that under paragraph “F” of 
section 206 of the Transportation Act, which provided that 
the period of Federal control would not be computed as a part 
of the period of limitation, the claim was not barred. 

To date the defendant carriers have refused to pay in ac- 
cordance with the Interstate Commerce Commission’s decision 
and this company has until June 19th, to press suit. We have 
been holding off the filing of this suit in the hope that some 
similar action might be taken to the Supreme Court. Kindly 
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advise if you have any knowledge of such suits pending in any 
of the courts. 
Answer: 
Commerce Commission are concerned, the only case in which 
the question of the constitutionality of this section of the 
Transportation Act has been before the courts, so far as we 
are aware, is that of the Pittsburgh & West Virginia Ry. Co. vs, 
I. C. C., No. 3709 of the October, 1921 term in the Court of 
Appeals of the District of Columbia. This case was instituted 
in the Supreme Court of the District of Columbia, the carrier 


having petitioned the court to enjoin the Interstate Commerce’ 


Commission: from prosecuting a hearing of the complaint in 
Docket 12529. The court, having sustained the Commission’s 
motion to dismiss, the carrier appealed the case to the Court of 
Appeals of the District of Columbia, but later abandoned the 
appeal. See, however, Jeremy Fuel & Grain Co. vs. D. & R. G. 
R. Co., 207 Pac. 155 and Nor. Pac. R. Co. vs. Department of 
Public Works, 207 Pac. 686, relating to reparation on intra- 
state shipments. ; 

Liability of Owner of Side Track for Loss of or Injury to Car. 

riers’ Cars By Fire While on Side Track 

Maryland.—Question: If a car is placed upon the con- 
signee’s private siding for’ unloading and the car and its lading 
are destroyed by fire which occurred within the consignee’s 
premises, who is liable for the car—the railroad company or 
the consignee? Can the railroad company compel the con- 
signee to pay for the car? 

Answer: In the absence of a contract between the carrier 
and owner of a side track under which the owner of the 
side track is to be liable for loss of or damage to the carriers’ 
equipment after the cars have been placed thereon, the general 
rule of law that, where the private owner of property sets 
out fire on his own premises for a lawful purpose, or where 
fire accidentally starts thereon, he is not, in the absence of a 


statute to the contrary, liable for the damage caused by its. 


communication to the property of another, unless it started 
through his negligence or he failed to use ordinary skill and 
care in controlling or extinguishing it, obtains, in our opinion. 


Routing—Delegation of Authority By Shipper 


North Carolina.—Question: In 1921 a car of juniper poles 
was loaded at a point in South Carolina for transportation to 
another point in South Carolina. When the car was finished 
one of the men who had been loading it, probably a negro, 
was sent to the station for bill of lading. The bill of lading 
was made out by the agent, including the routing “via Augusta 
and C. & W. C.” This is clearly shown by the fact that the 
entire bill of lading, including shipper’s signature, is made out 
in the same handwriting that signed the bill of lading as 
agent, and the mere fact that the shipper’s representative could 
not write, having to make “his mark,” should prove conclus- 
ively that the agent who issued the bill of lading is entifely 
responsible for routing the car through Georgia, which made 
it an interstate shipment and gave it a considerably higher 
rate. Nevertheless, claim for protection of the intrastate rate 
has been declined on the ground that shipper accepted the 
bill of lading with the routing shown thereon. 

The stand taken by the railroads is probably in accord 
with the Commission’s rulings as to responsibility for routing, 
but it certainly seems the shippers should have some protection 
against misrouting by the carriers’ own agents. We will be glad 
to have your views or suggestions as to any measure of relief 
available in this rather unusual case. 

Answer: In Phoenix Refining Co. vs. A. T. & S. F., 66 
I. C. C. 303, the Commission held the carrier liable for misroute 
under circumstances similar in some respects to those in the 
instant case, on the ground that the shipper had not delegated 
authority to a teamster to direct the movement of certain 
carload shipments. It is possible that the facts in the instant 
case bring it within the purview of the Commission’s opinion 
in the above referred to case. 


Duty of Carrier to Furnish Cars 


Pennsylvania.—Question: Kindly advise as to whether or 
not the Interstate Commerce Commission has ever held that it 
is the carriers’ duty to furnish cars after they had been duly 
requested to furnish same. If any decisions have been rend- 
ered by the Commission would be pleased to have you givé 
reference to said decisions. 

Answer: Where discrimination in the furnishing of car 
is involved, either in the fact that an existing rule or method 
of car distribution is discriminatory to certain shippers, or that 
in the absence of an existing rule or method of car distribu 
tion, certain shippers have been discriminated against in thé 
distribution of cars in that other shippers of the same class 
have, during a stated period of time, been furnished cars, 
while the carrier has denied cars or has furnished a lesser 
number of cars to the complainant shipper during the same 
period of time, the Commission may award reparation for the 
loss sustained by the complainant shipper by reason of the 
carrier’s failure to furnish the number of cars to which it was 
entitled under an equitable and just distribution of cars. Ho- 


So far as complaints filed with the Interstate 
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EUROPEAN SERVICE 
United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; San Juan, Porto 
Rico; Guadeloupe; Martinique; Barbados and Trinidad. Also North Coast of South America 
and Curacao as sufficient cargo offers. 
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KANSAS CITY OFFICE: 1039 New York Life Building 
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bart Mill & Elevator Co. vs.’ Director General, 61, I. C. C. 
192 and 69 I. C. C. 412. 

If, on the other hand, a case of discrimination can not 
be made out and general damages are desired for the failure 
to furnish cars upon reasonable request therefor, the matter 
is one for determination by the courts as to whether, under 
circumstances and in view of the transportation conditions 
existing at the time the request was made, the carrier should 
have furnished the cars requested or ordered. 

While, ordinarily, a shipper on reasonable demand is en- 
titled to all the cars it can promptly load, the right is not ab- 
solute, and a carrier is not liable for failure to supply cars 
as the result of sudden and great demands which it had no 
reason to apprehend, but in case of car shortage it is bound 
to treat shippers fairly, if not indentically. Penn. R. R. Co. vs. 
Puritan Coal Mining Co., 237 U. S. 121. 

Switching Line—Liability for Loss or Damage 

Maine.—Question: Referring to your issue of March 24, on 
pages 676, the question regarding “switching line liability,” 
etc., we would inquire if, in your opinion, the same rule holds 
at delivering point as at originating point? For instance, 
where a bill of lading is surrendered and all line charges to 
that point paid to the line agent, then car is switched some 
five or six miles to the mill of the consignee via trolley line at a 
regular charge per car. What we wish to determine is, who 
is the legal delivering carrier in this case? 

Answer: We see no distinction between the liability of 
a switching line either as an initial or delivering carrier, assum- 
ing, of course, that it is a common carrier. As a delivering line, 
the switching carrier is not liable for loss, damage or delay 
which occurred prior to the receipt by it of the goods, but it 
is liable as a common carrier, if such, for loss of or injury to 
the goods while on its line, unless excused by one of the 
recognized exceptions to a common carrier’s liability. See Mo. 
Pac. R. Co. vs. Wichita Grocery Co., 40 Pac. 899 Kan. 


Liability of Carrier for Goods After Cars Have Been Placed on 
Private Side Tracks 

Wisconsin.—Question: A consignee is located on a private 
siding which is right along side of delivering carrier’s main 
line. A car was placed on private siding late in the afternoon 
so consignee decided to hold off unloading until next morning 
because he would not be able to complete the job that day. The 
car was robbed during the night and destination agent was 
properly notified before consignee started to unload. The con- 
tents were finally checked out with railway representatives. 
The carrier now refuses settlement claiming that it cannot 
be held responsible account delivery of car made to private 
track under original seals. 

I am unable to locate decisions covering similar case and 
therefore ask your advice. 

Answer: With respect to delivery on private or semi- 
private tracks, the Supreme Court of the United States has not 
ruled, and the decisions of the state courts are not uniform, 
due in a large measure to the fact that prior to the recent 
revision of the bill of lading, in accordance with the Commis- 
sion’s Opinion in Docket 4644, 64 I. C. C. 357, paragraph 4 of 
Section 4 of the bill of lading reads as follows: 

“Property destined to or taken from a station, wharf or 
landing at which there is no regularly appointed agent shall 
be entirely at the risk of the owner after unloaded from cars 
or vessels or until loaded into cars or vessels, and when re- 
ceived or delivered on private or other sidings, wharfs, or 
landings, shall be at owner’s risk until the cars are attached 
to or after they are detached from trains.” 


Some of the courts have held that, under this provision, 
a carrier’s liability ceased immediately after the car had been 
detached from the train. (See Bere vs. Erie R. Co., 163 N. 
Y. S. 114, 122 N. E. 456; Chickawas Cooperage Co. vs. Y. & 
M. V., 215 S. E. 897 (Ark.); Standard Combed Thread Co. vs. 
Pa. Co., 95 Atl. 1002 (N. J.); Siebert vs. Erie R. Co., 163 N. 
ZT. 8. 114, and Bainbridge Grocery Co. vs. A. C. L., 70 S. E. 
145°(Ga.); while other courts have held that this provision 
applied only to cars delivered at a non-agency station, and 
that the carrier was liable for loss or damage to the goods 
prior to the time the consignee assumed, or was required to 
assume responsibility for the goods. (See Jolly vs. A. T. & 
S. F., 181 Pac. 1057 (Cal.); Mo. Pac. R. Co. vs. Wichita Grocery 
Co., 40 Pac. 899 (Kan.); Weyl vs. So. Pac. Co., 156 Ill. App. 493; 
McClure vs. N. & W., 98 S. E. 514 (W. Va.)) 

This latter view is in line with the decisi6n of the Supreme 
Court of the United States in Y. & M. V. R. BR. Co. vs. Nichols 
&.Co., decided June 1, 1921, as regards the outbound movement 
of loaded cars, so far as cars delivered to a carrier on a 
public team track are concerned. 


A part of the above quoted provision of the bill of lad- 
ing has been eliminated from the bill of lading prescribed for 
use on and after March 15, 1922, and paragraph G of Section 
4 thereof now reads: 

“Property destined to or taken from a station, wharf or 
landing at which there is no regularly appointed freight agent, 
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shall be entirely at risk of owner after unloading from cars 
or vessel or until loaded into cars or vessels.” ; 

There have been no decisions of the courts, since the modi- 
fication in the carrier’s bill of lading referred to above, which’ 
pass upon the extent of the carrier’s liability for loss or injury 
to goods from cars standing on private tracks at an agency 
station, and therefore it is not possible to state definitely 
whether recovery could be had. 


Cc. M. & ST. P. CERTIFICATES 

The Chicago, Milwaukee & St. Paul has applied to the 
Commission for authority to issue $13,500,000 of equipment trust 
5% per cent gold certificates in order to provide for not to 
exceed 75 per cent of the cost of equipment to be bought for 
$18,016,160. The equipment consists of 75 locomotives, 2,500 box 
cars and 5,000 gondola coal cars. The company proposes to 
sell the certificates at a price of 95% per cent, plus accrued 
dividends, if any, to Kuhn, Loeb & Company and the National 
City Company of New York City. 


BOX CARS TO THE WEST 


From April 16 to May 2 eastern roads delivered at Chicago 
10,629 western-owned empty box cars in accordance with the 
order of the car service division of the American Railway 
Association directing the return to home roads of western box 
cars in the East. 


INTERSWITCHING AT OWEN SOUND 


The Board of Railway Commissioners for Canada has issued 
an order allowing, with certain modifications, the application 
of the Corporation of the city of Owen Sound, Ontario, directing 
interswitching between the Canadian Northern and Canadian 
Pacific Railways. 


SEABOARD SECURITIES 


The Commission has authorized the Seaboard Air Line Rail- 
way Company to issue $1,957,000 of first and consolidated mort- 
gage gold bonds, but has denied authority to the company to 
issue bonds to cover the cost of issue and sale of the author- 
ized issue. Part of the bonds will be pledged with the Secre- 
tary of the Treasury as partial security for loans from the 
United States previously made under section 210. 


ROCK ISLAND SECURITIES 


The Chicago, Rock Island & Pacific has been authorized by 
the Commission to issue $1,000,000 of general mortgage gold 
bonds and $1,000,000 of first and refunding mortgage gold bonds 
for pledging for short term loans. 


ALCOHOL RELEASED RATES 

The Commission, in released rates order No. 601, on the 
application of A. P. Gilbert, in behalf of the lines for which he 
is the tariff publishing agent, has authorized the establishment 
of rates on alcohol, other than wood or denatured, in tank cars, 
from Hampton Roads ports, to Chicago and Peoria, based upon 
the value declared by the shipper, in writing. 

Authority to change any rate, rating or minimum weight 
established in accordance with the permission is given in the 
order. No change, however, in points of origin or destination 
or routing may be made in the tariffs, without specific authority 
from the Commission. 

Similar authority, under the like restrictions and limita 
tions has been given to B. T. Jones, in order No. 602, to estab- 
lish rates from Pekin, I1l., to eastern destinations. 


EXPRESS AND PARCEL POST GUIDE 

Beginning as a simple parcel post guide to show rates and 
zones from Chicago at the time of the inauguration of the 
parcel post, the Leonard’s Express and Parcel Post Rate Book. 
and Shipping Guide has expanded until the last edition it im 
cludes the data for rates and shipments from more than sev 
enty thousand towns. A method of listing has been developed 
so that the express subblock in which every post office is 
located is indicated and the comparative rates for both ex 
press and parcel post are shown. Express offices assigned out: 
side their normal blocks for the purposes of arbitrary rates 
are shown and the nearest express offices are shown for the 
thirty thousand post offices listed, that have no express offices, 
Often, more tHan half of such places are within three miles of 
express sta #eso that express shipments may be made, @ 
them by the us@ of the guide. Information as to which post: 
offices receive C. O. D. shipments, express scales where place 
have express agents, and much other material of value 
shipments is given. 


Our Washington Office is your Washington office 
You may either write or wire our Washington office 
if you are a subscriber to THE DAILY TRAFFIC 
WORLD. 
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Merchant Marine 
Capture the 
Foreign Markets 


Suppose a clothier hired a competitor to make 
his deliveries—Wouldn’t it be pretty hard to 
think of him as a leading merchant in his line? 


Well, what kind of an impression does American 
Business make with the foreign merchant when 
he receives cargoes of American goods in ships 
that do not fly the Stars and Stripes. Looks 
like America is a little backward doesn’t it? 


If the foreign merchant is like most other 
customers his business dealings are determined 
largely by his sentiments.. Let him know that 
your goods are coming to his port in American 
bottoms. Show him American ships at his 
docks unloading generous cargoes and reloading 
for the return trip. Place before his eyes out- 
ward evidences of America’s leadership in man- 
ufacturing, America’s supremacy in finance, 
America’s efficiency and enterprise. All this 
will make him gravitate naturally toward 
American Trade. ” 

Our Merchant Marine in the ports of the world 
is an excellent advertisement for American 
Goods. Build up your foreign trade by rout- 
ing your shipments over American bottoms. 


‘Trans-Pac ific” wx 


aN Freight Service 


LOS ANGELES 
SAN DIEGO & 


Ship via the shortest and fastest route to the Orient. 
An express service at freight rates by an American 
company for American shippers, between 


Puget Sound and Yokohama, Kobe, Shanghai, 
Hong Kong and Manila 


11 days to Yokohama 16 days to Shanghai 
13 days to Kobe 20 days to Hongkong 
24 days to Manila 


OUTWARD SAILINGS—from Seattle 


*PRESIDENT JACKSON 
***POMONA 
*PRESIDENT JEFFERSON 


**ELDRIDGE 


* Combination freight and passenger, length 585 feet, 21,000 tons, speed 20 
knots. ‘Through bills of lading issued in connection with our Hong Kong- 
Java feeder service. , 

*® Cargo berth service to Japan, North China, Shanghai, Yokohama, Kobe, 
Vladivostok, Hankow, Dairen, Tientsin and Tsingtao. 
*** Cargo berth service to Japan, South China and Philippine Islands. 


For rates, space and other information apply: 


New York—17 State Street. Phone Bowling Green 5625. 
San Francisco—60 California Street. 


Chicago—Merchants Loan & Trust Bldg., 112 W. Adams Street. 
Phone Randolph 7739. 


Los Angeles—322 Citizens Bank Bldg. 
Seattle—409 L. C. Smith Bldg. 


L. L. BATES, General Freight Agent SEATTLE, WASH. 


Operating 


U.S. Government Vessels 
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Digest of New Complaints 


No. 14615. Sub. No. 7. W. J. Stahlberg, doing business as Winter’s 
Metallic Paint Co., Neda, Wis., vs. C. M. & St. P. et al. 

Unjust and unreasonable rates on ground iron ore from Neda, 
Wis., to Pacific coast points. Asks cease and desist order and 
ust and reasonable rates. hes 

No. 14839. Charles Friend & Co., Chicago, Ill., vs. C. B. & Q et al. 

Unjust and unreasonable rates, in violation of the long-and- 
short-haul clause, on hides and sheep pelts from Montana 
points to Chicago, Ill. reparation. 

No, 14840. Cosden Oil & Gas Co., Tulsa, Okla., vs. Santa Fe et al. 

Unjust, unreasonable, discriminatory, preferential and prejudicial 
rates on wrought iron pipe from points in Oklahoma to points in 

sas and from points in to points in Oklahoma. Asks 

cease and desist order, just and reasonable rates, and reparation. 

No. 14841. Keystone Steel & Wire Co., Peoria, Ill., vs, Director Gen- 
eral as Agent, Indiana Harbor Belt, et al. 

Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates, in violation of the long-and-short-haul clause, on pig iron 
from South Chicago to Peoria, Ill. Asks reparation. 

No. 14842. Caddo Central Oil & Refining Gogporation Shreveport, La., 
vs. Director General as Agent, Kansas City Southern et al. 

Illegal charges, in violation of section 6, on 113 cars of petroleum 
and its products switched from Cedar Grove, La., to Shreveport, 
La. 8 reparation. 

No. 14842 (Sub. No. 1)—Same, et al., vs. Kansas City Southern. 

Illegal charges, in violation of section 6, on shipments from 
Cedar Grove and Gas Center, La., to points outside the state of 
Louisiana on lines entering and leaving Shreveport other than the 
Kansas City Southern. Asks reparation. 

No. 14843. Alton Mercantile Co. et al., Enid, Okla., vs. 
Great Southern et al. 

Unjust and unreasonable rates on green coffee from New Or- 
leans, La., and Galveston, Tex., to Oklahoma City and Enid, Okla. 
Asks cease and desist order, just and reasonable rates and repara- 


Alabama 


on. 
No. 14844. General Contracting Co., Minneapolis, Minn., vs. Lehigh 
Valley et al. 
Unjust and unreasonable rates, in violation of the aggregate-of- 
intermediate rates provisions, on a car of asphaltum from Maurer, 
_ N. J., to Contractors Spur, Minn. Asks reparation. 
No, 14845. The Cleveland & Western Coal Co., Cleveland, Ohio, vs. 
. Director General as Agent. 

Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates on coal from Avella, Pa., to Sherburne, N. Y., and New 
Hartford, N. Y. Asks reparation. 

No. 14846. Jonesboro Freight Bureau, et al., Jonesboro, Ark., vs. St. 
Louis Southwestern, et al. 

Unjust, unreasonable rates, in violation of section 4, on grain 
and grain products from St. Louis Southwestern southeast Mis- 
souri stations taking Cairo rates to stations on St. Louis-San 
Francisco in northeast Arkansas. Asks cease and desist order 
and just and reasonable rates. 

No. 14847. Pikes Peak Co-operative Lettuce and Produce Growers’ 
Association, Divide, Colo., vs. Midland Terminal, et al. 

Preferential and prejudicial rates on lettuce and potatoes in car- 
load lots from Divide, Colo., to destinations in Alabama, Arkan- 
sas, Illinois, Indiana, Iowa, Kansas, Kentucky, Louisiana, Michi- 
gan, Minnesota, er Missouri, Nebraska, New Mexico, 
Oklahoma, Tennessee and Wisconsin, to the extent they exceed 
rates from Canon City, Villa Grove and Antonita, Colo. Asks 

cease and desist order, rates not in excess of those from Canon 
= Fa als other rates as the Commission may deem reasonable 
. and just. 

No, 14847 (Sub. No. 1)—Same vs. Same, et al. 

Unjust, unreasonable and discriminatory rates on lettuce and 
potatoes from Divide, Colo., to points in Texas, to the extent that 
they exceed the rates from Canon City, Villa Grove and Antonita, 
Colo. Asks cease and desist order, rates not in excess of those 
from Canon City or such other rates as the Commission may deem 
just and reasonable. 


No. 14848. The Peerless Carbon Black Co., Monroe, La., vs. Arkansas 
& Louisiana Missouri, et al. 

Unjust and unreasonable rates on old second-hand carbon black 
buildings and parts, k. d., from Wilsonburg, W. Va., to Guthrie 
and Swartz, La. Asks cease and desist order, rate no higher than 

75 cents per 100 pounds, and reparation, 





Note. items In the Docket marked with an asterisk (*) are new. 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postPponements announced too late to show the change In 
t Docket will be noted elsewhere. 


May 14—New York, N. Y.—Examiner Gerry: 
*1 American Linseed Co. vs. Erie. 


ae 14—Dallas, Texas—Examiner Koch: 
1 oa Produce Company et al. vs. Abilene & Southern 
y. et al. 
| 14—Kansas City, Mo.—Examiner McGrath: 
14198—The Southwestern Milling Company, Inc., vs. Washington & 
Old Dominion Railway. 
May 14—Goldsboro, N. C.—Examiner Fuller: j 
1 Traffic Department, Goldsboro Chamber of Commerce vs. A. 
Cc. L. Ry. et al. Fourth section applications 703 et al. filed by 
A. C. L, Ry. and others. 
May 14—Phoenix, Ariz.—Examiner Faul: 
14787—Wool rates investigation, 1923. 
Supplemental Fourth Section Order 8430—Wool and mohair from 


acific coast points. 
1. and S, 1738—Wool and mohair from Pacific coast and intermediate 
ints to eastern defined territories. 
1 —Boston Wool Trade Ass’n vs. Ariz. & New Mex. Ry. et al. 
May 14—Grand Rapids, Mich.—Examiner Woodrow: 
14627—American Box Board Co. vs. General, P. M. et al. 
May 14—Los les, Calif.—Examiner Keene: 
tHe76— aa e Portland Cement Co. vs. Director General, L. A. & 
§ e 


THE TRAFFIC WORLD 


Docket of the Commission 


No. 14849. S. W. Thaxter & Co., Portland, Maine, vs. Director Gen. 
ore tes in viclati f section 6 h 
ates in violation of section 6 on shipments of oats, corn, 
and grain from Chicago and various other western points to pole 
in Maine. Asks reparation. 
No. pr gee E. J. Deas Co., Monroe, La., vs, Kansas City Southern, 


Unjust and unreasonable rates, in violation of section 4, on 
liquid asphalt in tank cars from Port Arthur and Port Neches, 
Tex., to West Monroe, La. Asks cease and desist order, just and 
reasonable rates, and reparation. 


No. Page L, G. Everist, Inc., et al., Sioux City, Iowa, vs. C. M. & 


Unjust and unreasonable rates on crushed stone from Doli 


Rapids, S. D., to Max, Iowa, and reconsigne Si 
Asks reparation, gned to Sioux City, Iowa, 
No. 14852. John M. Desch, et al, San Francisco, Calif., vs. Pennsyl- 


venta, = al. ¥ 
njust, unreasonable, preferential or prejudicial rates, in 
tion of section 6, on carload lots of bicycles from Middleton 
Ohio, Little Falls, N. Y., and Westfield, Mass., to Oakland andj 
San Francisco, Calif. Asks reparation. 
No. 14853. Scott, Magner & Miller, San Francisco, Calif., vs. Director 
by Agent, mi . 
njust and unreasonable rates on hay between points in L 
= y sah ggg Fy - paper avin, - Ss 
. ulfpor ertilizer Co., Gulfport, S8s., VS. i 
eet a Pp Louisville & 

Unjust and_ unreasonable rates, in violation of section 4, on 
phosphate rock from Mt. Pleasant, Tenn., to Gulfport, Miss. Asks 
reparation. 

No. 14855. The Colorado & New Mexico Coal Operators’ Assn., Den- 
ver, Colo., vs. Denver & Rio Grande Western et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
coal from producing districts in Colorado and northern New Mexico 
to points in Nebraska, Kansas, Missouri, Iowa and South Dakota 
because relatively higher than from competing producing districts 
to the same destinations. Asks for just, reasonable and non- 
discriminatory rates. 

No. 14856. Tioga Coal Co., Tioga, W. Va., vs. B. & O. et al. 

Unjust, unreasonable, preferential, prejudicial and discrimina- 
tory_rates on coal from complainant’s mines at or near Tioga, 
W. Va., to interstate destinations. Asks just, reasonable and 
adequate daily car rating allotment to its mines; joint through 
routes and rates from points of origin on the Strouds Creek & 
Muddlety R. R. to points of destination on the B. & O. and connec- 
tions; rates measured on a basis not higher than the “Outer 
Crescent” basis of rates to western points of destination, and on 
a basis not more than 15 cents per ton over the Fairmont district 
rates on coal to eastern points of destination. 

No. 14857. J. oy Coal Co. et al., Evansville, Ind., vs. Southern. 

Alleges that defendant failed to provide transportation upon 
reasonable request therefor; failed to make reasonable and just 
distribution of cars for coal from September, 1922, to March, 1923, 
inclusive; that defendants gave undue preference and advantage 
in coal car supply to mines located in Alabama coal fields and to 
other coal mines in other fields served by defendant as against 
the mines in the Boonville, Ind., field served by defendant, and 
gave undue preference and advantage to other mines in that dis- 
trict as against the mines of complainants in the Boonville field. 
Asks reparation. 


MIDLAND VALLEY BONDS 


The Commission has authorized the Midland Valley Rail- 
road Company to issue $167,000 of first mortgage 5 per cent 
gold bonds, to be sold within one year at not less than 75 per 


cent of par, or to be pledged and repledged as collateral security 
for notes. 


SEABOARD AIR CINE LOAN 


The Seaboard Air Line has filled an application with the 
Commission for permission to pledge securities for a loan to be 
obtained from the United States. Under date of Feb. 28, 1922, 
the company made application for a loan and in the present ap- 
plication says it is advised that the Commission has under col- 
sideration the certification of a loan in pursuance of said applica- 
tion in an aggregate principal amount of $7,450,000. 


May 14—Washington, D. C.—Examiner Marchand: 

‘ Valuation Docket No. 202—In re tentative valuation of the property 
of Chicago & Eastern Illinois R. R. Co. 

May 14—Washington, D. C.—Examiner Kelly: « 

Val. Dkt. No. 280—In re tantative valuation of the property of the 
Nevada Copper Belt R. R. Co. 

May 15—Washington, D. C.—Director C. D. Mahaffie: 

* Finance Docket No. 2919—Application of the N. Y. C. & St. L. B. R. 
Co. for a certificate of public convenience and necessity and for 
authority to issue securities. 

May 15—Washington, D. C.—Examiner T. J. Butler: 

* 14485—Alan Wood Iron & Steel Company vs. Director General. 


May 1 —Dalla* ‘Texas—Examiner Koch: 
14759—W. L.. Macatee & Sons et al. vs. A. & V. Ry. et al. 


May 15—Chicago, Ill.—Examiner Carter: al. 
14720—French Lick Springs Hotel Company vs. A..G. S. R. R. et 


May 15—Birmingham, Ala.—Examiner Cassidy: s 
14583 Birmingham Traffic Bureau vs. Director General, A. G. 
R. R. et al. Portions of fourth section application Nos. 2057 am 
2061, filed by J. F. Tucker, concerning automobiles, in carlo 
from North Flint, Flint and Detroit, Mich., to New Orleans, La 
Mobile, Ala., and Pensacola, Fla., as compared with Birmingham, 


a. 
14748—J. R. Thames vs. Director General, L. & N. R. R., et al. 


May 15—Kansas City, Mo.—Examiner McGrath: R. 
1 - Petroleum Refiners’ Association vs. Mo. Pac. R. 
e ; 


Vol. XXXI, No. ig 


= 






‘May 1! 





THE TRAFFIC WORLD 1151 


Zi= 
yy} ARS 
ete)” 


“May 12, 1923 


| fastest steamers 
“| “between San Francis 
“1 and the Orient — 









‘|| 75 Gears of UNEXCELLED 
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7 a niet S. S. President Pierce sails.......... May 17 
Foreign Trade Dept. S. S. President Wilson sails......... May 31 
S 8 F . P S. S. President Lincoln sails........ June 14 
” se sk S. S. President Taft sails........... June 28 
at Shippers’ Service S. S. President Cleveland sails...... July 12 
Always and every ] 4 days thereafter 
Through Bills of Lading issued to and from all ports beyond port of call 
perty For rates and other information apply to any railroad agent, or to 
‘« F} PACIFIC MAIL STEAMSHIP COMPANY 
= 508 California St., San Francisco, Cal. Central Bidg., Los Angeles, Cal. 10 Hanover Square, New York City 
Also at TRANSCONTINENTAL FREIGHT COMPANY OFFICES 
Woolworth Building Old South Building Drexel Building Union Trust Building 
New York City Boston, Mass. Philadelphia, Pa. Cincinnati, Ohio 
Ellicott Square Building Hippodrome Building 1700 Fifteenth Street 203 South Dearborn Street 
et al. Buffalo, New York Cleveland, Ohio Denver, Colorado Chicago, Illinois 
a Managing Agents 
loads, 


a | U. S. SHIPPING BOARD 
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May 15—New York, N. Y.—Examiner Gerry: May 19—Chicago, Il.—Examiner Carter: 

44559 International Paper Co. vs. Director General, D. & H, Co. 11703—In the matter of intrastate rates within the State of Illinois 
et al. May 19—Minneapolis, Minn.—Examiner Woodrow: ; 
May 15—Fort e, Ind.—Examiner Woodrow: 14738—Mayfield Grain Co. vs. Ahnapee & Western. 

13845—Gottleib et al. vs. Director General. 


May 15—W: D. C.—Bxaminér Keel Wkete Sa aches Pitas tomeenw oka 
a » D. C— nér Keeler: ’ ohn 'F. Barker ine inten’ ci si: Sas 
Hose—South Carolina Produce Association vs. Aberdeen & Rock- Co. et al. oan’ outhern Pacifie 


\\\— 


-@e 
fish R. et al. ‘ 13500 (Sub. No, 1)—Johnson Pearce Produce Compan F. 
14092—(Sub. No. 1)—Beaufort Truck Growers Ass'n vs. Aberdeen & R. R & Nav. ce. et al. ae 0-8. 
Rock: -R, R. et al. 13500 (Sub. No. 2)—E. E. Nash vs. A. T. & S. F. Ry. et 
Portions of fourth section applications Nos. 703 filed by A. C. L. 13297. 


al. 
—Traffic Bureau-Chamber of Commerce, Phoenix, Ariz., et aj, 
1573, 8. A. L., and 1548, by Southern Ry., concerning rates on vs. Sou. Pac. Co. : 


vegetables from points located on the S. A. L., he ORS: ae 13298—Traffic Bureau-Chamber of Commerce, Phoenix, Ariz., et aj EDI 
W. C., and Southern ay. to Virginia cities, eastern and interior vs. Sou. Pac. Co. et al. ' 


eastern cities, Ohio and Miss. River crossings, C. F. A. territory, May 21—Chicago, Ill.—Examiner Carter: 


etc. * 1, and S. No. 1812—Catsup, cider, kraut, pickles and cin 3 
14597—South Carolina Asparagus Growers Assn. vs. Sou. Ry. et al. loads, between Michigan and Indiana points and Chicasd, ‘ill 
Poy 16—Washington, D. C.—Division 5: and related points. : 
*14 Efficiency and economy of management! of common carriers. May 21—Washington, D, C.—Examiner McQuillan: 
(Maintenance of equipment.) 11446—Northern West Virginia Coal Operators’ Assn. vs. Pa. R. R. 
May 16—Albuquerque, N. M.—Examiner Faul: Director General, et al. (With respect to (a) facts not heretofore 
14787—W ool rates investigation, 1923. disclosed of record concerning the eastern car pool, and (b) facts 
ea or Section Order 8430—Wool and mohair from Pa- with respect to orders given by mines for cars and mine ratings) 
cific co points. May 21—New Orleans, Ia.—Examiner Fuller: 
1 i. > aren genn aoe from Pacific coast and intermediate 1” ane Ss. No. gt ee nee — conehrart:ng combination DE 
5 rate u ween Sou i Missis- 
13272—Boston Wool Trade Assn. vs. Ariz. & New Mex. Ry. et al. . auakiaieir oreasiaa. ee we SE and Mises 
May 16—Portland, Ore.—Examiner Gaddess: May 21—Houston, Texas—Examiner Koch: 
1. and S. 1779—Vinegar from Pacific Coast to Middle West territory. 14756—Humble Oil and Refining Co. vs. Dayton Goose Creek Ry. et al 
* 1. and S. No. 1779—(first supplemental order)—Vinegar from Pa- 4,., 94 New York, N. Y.—Examiner Gerry: : 
CSS: SOR We RENE West terery: 44599_Diamona Match “Company va "Director General, N. Y. C 
May 16—New York, N. Y.—Examiner Gerry: ae 


CUI 


R. R. et 
14604—Elevator Supplies Co., Inc, vs. Director General, Sou. Ry. = 14600—Diamond Match Company vs. Director General, N. Y. C. 
14557—W. H. McElwain Co., trading as McElwain, Morse and R. R. et al. 


Rogers va, ‘Director General ieee eae he 
May 16—San Francisco, Calif.—Examiner Keene: pt AE Aa ene iS geeyes 
&—Federal Grain Company et al vs. A. T. & S. F. Ry. et al. 
1 Pacific Guano & Fertilizer Co. vs. Sou. Pac. et al. csend Om G i Cassidy: 
14540 (Sub. No. 1)—M. G. Lewis et al., doing business as Pacific fe tlanta, Ga.—Examiner Cassidy: 
Manure & Fertilizer . vs. Sou. Pac. e - and S. 1799—Benzol and blended gasoline from Birmingham, Ala., 
14540 (Sub. No. 2)—M. G. Lewis et al., doing business as Pacific group to southern points. 
Manure & Fertilizer Co. vs. Sou. Pac. et al. May 21—San Francisco, Calif.—Examiner Keene: 
14540 (Sub. No. 3)—Pacific Guano & Fertilizer Co. et al. vs. Sou. Pac. 1 fornia Packing Corp. vs. Director General. 
14640 (Sub. No. 4)—Pacific Guano & Fertilizer Co. et al. va. Sou. 14611—Mason By-Products Co. vs. Director General. 


et al. May 21—Minneapolis, Minn.—Examiner Woodrow: 
14573—M. G. Lewis, J. J. Lewis, F. J. Jones, F. B. Hill (co-partners), 14578—Minneapolis Steel and Machinery Co. vs. Director General, 
doing business under the firm name and style of Pacific Manure A. T. & 8S. F. et al. 
and Fertilizer Co. vs. Aberdeen & Rockfish R. R. et al. 14682—Devine & Asselstine et al. vs. A. C. L. et al. 
May 16—Argument at Washington, D. C.: May 22—New York, N. Y.—Examiner Gerry: 
‘ 18761—Traffic and Transportation Bureau of Tacoma Commercial 1. and S. 1807—Iron or steel plate or skelp, from Stanley, Mass., to 
Club and Chamber of Commerce vs. Northern Pacific Ry. et al. New Britain, Conn. 
* Valuation Docket 152—In re tentative valuations of the properties of 14210—Lindeteves-Stokvis vs. Director General, B. & O. et al. 
the Chicago, Rock Island & Pacific Ry. Co. and others. May 22—Shreveport La—Hxamber Koch: TE 
May 16—Washington, D. C.—Examiner Kelley: ¢ C 
. Val. Dkt. No. 181, in re tentative valuation of the property of : a yamtrel Wel and Hesems Corporation vs. KC. 8. Fi 


. a ¥. 
et Portions of fourth section application No. 1046, filed b Ww 
Norwood & St. Lawrence Railroad Company. E. Wyatt, concerning charges for transportation of crude oll 
Mey 17—Argument at Washington, D. C.: C. L., from Mexia, Tex,, to Beaumont and Port Arthur, Tex., etc. R, 
‘imance Docket 839—In the matter of settlement with the T. & O. May 22—San Francisco, Calif.—Examiner Keene: 
C. Ry. Co. under Section 209 of the Transportation Act, 1920. 14765—The McCloud River Lumber Co. vs. Director General, A. T. & 
Finance Docket 2797—In the matter of treatment of salvage, B on ml S. F. Ry. et al. TI 
pa a wige s settlements under Section 209 of the Trans- May 22—Minneapolis, Minn.—Examiner Woodrow: 
ion Act, a : : = 
4 oit-Alber Chautauqua Company et al. vs. Albany & Susque- ea Creameries Ass’n., Inc., vs. C. M. & R/ 
hanna R, R. et » Fo Ee  M 


et al. 
* 14064—St. Louis & O’Fallon Ry. Co. vs. Hast St. Louis & Suburban 


May 22—Portland, Ore.—Examiner Gaddess: 
Ry. Co. et al. 
1 11416 —St. Louis & O’Fallon Ry. Co. vs. Bast St. Louis & Suburban 


14690—Alderview Manufacturing Company et al. vs. Abilene & Lt 
Southern Ry. et al. 


Ry. Co. et al. 
May 22—Argument at Washington, D. C.: 
May 17—Chicago, Ill.—Examiner Carter: ritime Associati f erce 
14762—The ational Hay Association, Inc., vs. Aberdeen & Rockfish y et —— — —— R = = b oon Seamees of Comm M 
R. R. et al. 13548 (Sub. No. 1)—Maritime Association of the.Boston Chamber of 
May 17—Kansas City, Mo.—Examiner McGrath: Commerce et al. vs. Ann Arbor R. R. et al. 
14661—Southwestern Interstate Coal Operators’ Assn. et al. vs. 13548 (Sub. No. 2)—Maritime Association of the Boston Chamber of 
Arkansas Western Ry. et al. Commerce et al. vs. A. G. S. R. R. et al. St 
May 17—Charlotte, N. C.—Examiner Fuller: 
1 —Interstate Milling Company vs. B. & O. R. R. et al. May 22—Washington, D. C.—Examiner McQuillan. 
May 17—New York, N, ¥.—Examiner Gerry: 42960—Portsmouth Cotton Oil Refining Corporation vs. N. Y. P. & 
14657—W. H. Altemus, BE. A. Engier and F. M. Engier, trustees for N. R. R. et al. ; : 
the Altemus Lumber Company vs. Can. Nor. Ry., Director Gen- 12960 (Sub. No. 1)—Portsmouth Cotton Oil Refining Corporation vs. P| 
eral, et al. Director General. 
14657 (Sub. No. 1)—Same vs. Canadian Government Rys., Director May 22—Atlanta, Ga.—Examiner Cassidy: N 
General et al. - Twentieth Section Applications Nos. 654 and 723, filed by Agents 
14657 (o>. No, 2)—Same vs. Edmonton, Dunvegan & British Colum- Glenn and Speiden, concerning application for authority to estab- Q 
bia Ry., Director General et al. lish released rates on stone, various kinds, marble, etc., between 
May 17—New York, N. Y.—Examiner Gerry: various points in southern and trunk line territory. (In connection 
44516—Wickwire Spencer Steel Corp. vs. Director General. Docket No. 14830.) 
May 17—Menominee, Mich.—Examiner Woodrow: May 23—Washington, D. C.—Examiner Pattison: ; T 
14519—Thompson-Wells Lumber Co. ys. Director General. * Valuation Docket 235—In re tentative valuations of the properties 


May 18—Washington, D. C.—Examiner Kelley: 
aluation Docket No. 146—In re tentative valuation of the property 
of Jonesboro, Lake City & Eastern R. R. Co. 
May 18—Ft. Worth, Texas—Examiner Koch: 
14717—Mistletoe Creameries et al. vs. A. T. & S, F. Ry. et al. 
Mey 18—Montgomery, Ala.—Examiner Cassidy: 
14786—Alabama passenger fares and charges. 
May 18—Argument at Washington, D. C.: 
"4 harles C. Oyler & Son vs. B. & O. R. R. et al. 
® a _—o Southwestern Railway Company vs. St. L.- 
. BF. Ry. 


of the Virginian Ry. Co. and the Virginian Terminal Ry. Co. 


PRESIDENT MAKES APPOINTMENTS N 


The Trafic World Washington Bureau 


President Harding, late May 11, announced the appointment 
of Frank McManamy, District of Columbia, to be a member o C 
the Interstate Commerce Commission, vice W. M. Daniels 





. et al. 
‘ 13891—The Atlas Portland Cement Co. vs. C. R. R. of N. J. et al. 
' i fee gl’? 1)—The Atlas Portland Cement Co. vs. D. L. & W. 


' 13891 (Sub. Nos. 2, 3, 4 and 5)—The Atlas Portland Cement Co. vs. 
Cc. R. R. of N, J. et al 
Portions of fourth section application No. 1774, filed by C. C. 
McCain, concerning Portland Cement from Navarro (Northamp- 
ton), Pa., to sy ew gs Newark, Brills, Elizabethport, Carteret, 
Chrome, Perth Am y, Maurer, Hoboken, Weehawken and Under- 


Ay eR 
May 18—New York, N. Y.—Examiner Gerry: 
14703—Palmine Company, Incorporated, vs. Ill. Cent. R. R. et al. 
a) A = Francisco, Calif.—Examiner Keene: 


Afterthought Copper Company vs. Director General, Califor- 
nia, Shasta & Eastern Ry. et al. 


Santa Cruz Portland Cement Co. vs. Director General. 


resigned. 

Mr. McManamy is fifty-three years old. He has been in the 
service of #he (Commission and the railroad administration fo 
fifteen years atid, prior to that, was a railroad worker. 

He appointed as members of the Railroad Labor Board, 
R. M. Barton, representing the public group; E. F. Grable, 
representing the labor group; Horace Baker, representing the 
management group. Barton and Baker are present members 
of the board. Grable was formerly grand president of be 
United Brotherhood of Maintenance of Way employees and ral 
way shop laborers. 

A high spokesman for the President, said McManamy Ws 
appointed as “the representative of labor” on the Commissio2. 


I 
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This 
STRONGER TRUSS 
Insures 80% to 70% 
More Protection to 
GoodsShipped in Mid- 
West Shipping Boxes. 


Do the Liners on Your 
Shipping Boxes Comply with 
Railroad Specifications? 


If not—then there may be trouble brewing 
either for you cr for your consignee in the 
shape of extra freight charges. This is a 
point which you really cannot afford to over- 
look. The rulings on the subject are clear 
and to the point, laid down for the protection 


of consignor as well as the consignee at the 
other end of the line. 


High, strong, resilient corrugations and high test 
liners form the right combination which never fails 
to impress with its always satisfactory performance— 
and that is the reason why hundreds of the country’s 
leading shippers em- 
ploy the Mid-West 
“Perfect Package ”’ 
Shipping Box. 





Three Distinctive 
Mid-West Features 


1—Waterproof Container: 


For every occasion requir- 
ing complete protection 
against moisture or wet 
conditions. 


Logically—the low priced 
box cannot possibly pos- 
sess the best wearing 
quality. Don’t forget that 
70% of the cost of a cor- 
rugated fibre board box is 
raw material. “Play Safe.” 
Insist that your liners 
comply with railroad speci- 
fications. Make your or- 
ders read—Mid-West. 


2—Triple Tape Corners: 
A strong reinforcement 
which prevents tapes from 
splitting and peeling. 


3—Offset Score: 


Insures a positive tight 
closing contact of end flaps. 





Big shippers have profited to the extent of 
thousands of dollars by using our “Perfect 
Package”’ Data Sheet. Yours free on request. 


MID-WEST Box COMPANY 


GENERAL OFFICES: 18th Floor Conway Bldg., CHICAGO, ILL. 





Corrugated Factories: 
Fibre Board Anderson, Ind. 
Products Kokomo, Ind. 

Chicago, III. 
Solid Cleveland, O. 
Fibre Board Fairmont, W.Va. 
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NEW ORLEANS 


(Second Port U. S. A.) 








No Congestion—No Delay 


Open Throughout the Year 


TRANSPORTATION 


constitutes the measure of a port’s efficiency 
as well as its possibilities for expansion 


THE PORT OF NEW ORLEANS 


is efficiently served by these railroads: 


Gulf Coast Lines, Missouri Pacific Ry., 

Illinois Central R. R., N. O. Great Northern R. R.., 

Yazoo © Miss. Valley R. R., Southern Ry. System, 

Louisville © Nashville R. R., Southern Pacific System, 

La. Ry. & Navigation Co., Texas ©& Pacific Ry., 

Louisiana Southern R. R., New Orleans © Lower Coast R. R. 


A TOTAL OF 48,375 MILES of easy grade, well 
equipped Railroads which, with their connections, 
radiate to all parts of the country, supplying de- 
pendable inland transportation for exports and 
imports 





A publicly owned Belt Railroad serves all Public Docks 


— also — 


Ninety-four Steamship Lines connect New Orleans with = 
all World Ports 


For further information address 


BOARD OF COMMISSIONERS OF THE PORT OF NEW ORLEANS 


(An Agency of the State of Louisiana) 
New Orleans, La. 
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The San Antonio and Aransas Pass Railway Co. 


2 
Vice-Pres. & Gen. Mgr., Yj 
San Antonio, Tex. 2 
gC. Mangham, Y Z, Gears EI be = ° Mu skegee 
Gen. Frt. Ast. aia . 2 OklahomaCity 
San Antonio, Tex. Amarill 3p Ui, : a 
J. B. Brooks, Y Yy Anadarko Scnicis na 7 
A. G. F. A, Yy McAlester a 
San Antonio, Tex. Ups Littie Reck, 
“) 
H. C. Franks, eth 4) ~ Qwaurik 
Gen. Agt. Frt. Dept., KT , ¥ 
San Antonio, Tex. LY} y 
















y 
<Y y; 
W. A. Springall, / wy a Ye Md Kiley 


“fan Abbie, ‘Tow. peat OD Tecarkane 
. eV 2. 
“a Re anca ADS us 4 \ 


ON mero NY js 


i, _ 


/ f ov ef ©. 
oN Coen on 
lS : 
rvY, 


sp A GULF 
Ca OF 


9, 
AA 
SONS 


werieM EX 1 CO 


*, 








SPEEDY, 


ACCURATE, 
AND 


ACCOMMODATING 
PERFORMANCE 





Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 


List of Direct Connecting Rail Lines: 


Aransas Harbor Terminal Railway 








Waco Houston San Antonio | Corpus Christi Alice 


| T_T YY 








SEE Bees 33% hrs. 24 hrs. . F4 . Fredericksburg & Northern Ry. 
pence 22 Gulf Coast Lines 
18ihrs. | ......:.. Gulf Colorado & Santa Fe Ry. 





International & Great Northern Ry. 


Below is approximate service in days from following cities and River Crossings: Missouri, Kansas & Texas Ry. 







ee A, ETAT, PET EE) A es 
——_____|____Wace__|__Housten_|_San Antonio _| Corpus Christi | Alice Larete vie Alice San Antonio. Uvalde & Gulf R. R. 
peas City)... 4 days | 3days | 3idays | 3idays | 4days San Antonio Southern Ry. 
Memphis) 0" ies 5 om $33 3 $32 oe ae St. Louis Southwestern Ry. (Cotton Belt) 
New Orleans 3 days 3% « Cr 3. 3s « 3% Sugar Land Ry. 

















Trinity & Brazos Valley Ry. 


Proportionate service to above is rendered to all intermediate points. Texas Mexican Ry. 
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Where they reach SNe, Where to reach them 


SIGNS WITH A MEANING 


) on the map shown above 


or 


on the office windows, 





Designate— 


SOUTHERN PACIFIC GENERAL AGENCIES 
Which are PUBLIC SERVICE Stations 


You are invited to test their efficiency 


Address ‘‘General Agent, Southern Pacific Lines.’’ The postman knows him. 
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